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SELF VERSUS THE PUBLIC INTEREST 

One of the old copybook maxims was this: “Men’s 
opinions vary as their interests.” Like most such 
maxims, it was and still is true. It not only states a fact 
that, to a certain extent, is justified, for within reasonable 
limits, men must look out for their own interests and are 
to be excused if they fail to see beyond those interests, 
but it contains a criticism, for narrow self interest is re- 
sponsible for most of our troubles and most of our dif- 
ferences, in transportation as well as other matters. We 
must, therefore, allow for this self interest in the argu- 
ments that are brought forward for or against certain 
policies, and must rely on unprejudiced agencies for cor- 
rect judgments, hoping, meanwhile, and striving for a 
broadening of education and consideration to the end 
that, in at least many cases, the common or public in- 
terest will be found not inconsistent with the broader 
view of self interest. There is a distinction, of course, 
between self interest and narrow or ignorant self interest. 

In nothing that we know of is the factor of self in- 
terest present in more pronounced degree than in the 
consideration that is being given to the proposal, through 
the Gooding bill, to make rigid the fourth section of the 
interstate commerce act, to the end that the making of 
a lower rate for a longer than for a shorter haul, on ac- 
count of water competition, actual or potential, direct or 
indirect, shall be prohibited. The Commission, under 
present law, is permitted to grant violations of the fourth 
section in order to permit the railroads to meet actual 
water competition. 

The railroads are against the Gooding bill—because 
they desire to make transcontinental and other rates in 
competition with the steamships, but do not feel that 
they ought to make corresponding reductions to inter- 
mediate points; the steamships are for the bill—because 
they wish to retain and get more of the business they 
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are taking away from the railroads by means of lower 
rates; the middle west shippers are against the bill be- 
cause they feel that, under the law proposed, they 
would be at a disadvantage with eastern competitors 
who could ship to the Pacific coast by water cheaper 
than middle west shippers could ship by rail, without re- 
lief from the fourth section. That, in general, is the 
lineup, though there are, of course, peculiar situations in 
various parts of the country that make interests more or 
less conflicting. Our law makers in Washington, them- 
selves, of course, subject to the same self interest com- 
plex, are influenced in their views by the views of their 
constituents and the supposed interests of the communi- 
ties which they represent, so nothing more is to be hoped 
for from them than from any of the conflicting interests 
we have mentioned, except as the right may triumph by 
reason of the fact that it happens to coincide with the 
weight on one side or the other of conflicting opinions, 
or as pressure from right thinking and unprejudiced per- 
sons or bodies may influence votes on the ground of 
broader self interest being identical with the public in- 
terest. Of course, we do not mean that there are no 
members of Congress who will vote for what may be 
considered the public good regardless of the narrow de- 
mands of their communities. There are some, but they 
are, doubtless, as few as the number of others outside of 
Congress who will support a policy not in accord with 
the narrower interest of the business in which they are 
engaged or the community in which they live. 


So, what is to be done about it? Efforts may prop- 
erly be made to increase the number of independent- 
thinking senators and representatives. Efforts may also 
be made to convince individuals outside of Congress and 
communities that they are wrong in their views or that, 
whatever their individual views, they ought to be willing 
to leave the matter of departures from the fourth section 
to the Interstate Commerce Commission, which is an 
unbiased agency of the kind we have mentioned, which 
has expert knowledge of transportation conditions, and 
which is charged with the duty of fostering both rail and 
water transportation. There is no doubt about the au- 
thority of Congress to lay down rules in this matter for 
the guidance of the Commission but, certainly, it would 
be wiser not to exercise that authority, and to let the 
Commission use its own judgment. 


Regardless of the claims of conflicting and selfish 
interests, there is a right and a wrong about this matter. 
The Interstate Commerce Commission, whose majority 
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views were presented to the Senate committee by Com- 
missioner Esch, has found it. The National Industrial 
Trafic League, composed of shippers, but of shippers 
representing the whole country, has found it. There are 
jissenting views, to be sure, in the Commission, just as 
there are in the League, but the majority is overwhelm- 
ing in both cases. In the case of the Commission, there 
ino question of freedom from bias as a cause for the 
view of the majority. The only suspicion of bias at- 
taches to the other side. In the case of the League, there 
have been some charges that it is dominated by middle 
west or Chicago interests, but we do not think such 
charges could be sustained. At any rate, the majority 
represents more than the middle west or the Chicago 
interests. We ourselves, who have no interest whatever 
in the matter other than to discover and present the 
truth, have found it. What is it? It is that there are 
and must always be situations where the railroads should 
be permitted to make what are known as fourth section 
rates in order to meet water competition and where, in 
being permitted to make such rates, they may not be in- 
juring the country intermediate between points of ship- 
ment and points of destination. The Commission should 
be allowed to judge as to when such fourth section de- 
partures are necessary and as to the interest of the in- 
termediate country. It is the sheerest folly, in our 
opinion, to say that the railroads may never be permit- 
ted to make low rates to meet steamship competition 
without being compelled to make corresponding reduc- 
tions to intermediate points, provided, of course, the 
lower rates proposed would pay the railroads something 
over the out of pocket cost of service—in other words, 
add to their net revenue. It is easily conceivable that, 
without such permission, the railroads would actually 
have to abandon entirely certain traffic, as was pointed 
out by Mr. Esch before the committee. As he also says, 
“we believe there is no more reason for an absolute pro- 
hibition against the granting of relief to meet competi- 
tion created by the movement of traffic by water, than 
where such competition is created by the movement of 
traffic by rail.” Quoting him farther: 


“We can see no necessity for the passage of a bill 
which will have the effect of eliminating to a considerable 
degree if not entirely the competition between rail and 
water carriers between points between which both forms 
of transportation are now in operation, nor can we see 
any reason why producers and manufacturers at interior 
points should be excluded from water-competitive points 
where carriers would be willing under proper fourth sec- 
tion relief to establish rates without unjust discrimination 
or undue prejudice that would enable the interior pro- 
ducer and manufacturer to engage in business at such 
points. There is no proposal in the amendment to pro- 
hibit the granting of fourth section relief to meet com- 
petitive conditions created by rail carriers, and in our 
opinion there should not be.” 


After all is said and done, the fact remains that the 
motive of the Gooding bill is distinctly selfish and that 
the force behind it has been increased by the help of 
Many, ignorant in transportation matters, to whom it 
really seems that it is unjust to make a lower rate for a 
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longer than for a shorter haul and that the only reason 
for doing it would be a desire on the part of the railroads 
to destroy water competition. Many things seem what 
they are not until they are studied. To most of our 
kind of. readers we do not need to expound the prin- 
ciples involved in this fourth section question, but they 
need to expound them to outsiders, many of whom, on the 
other side, might reverse their opinions if they were 
better informed. It is unfair to the railroads that steam- 
ships should be permitted to carry business, a share 
of which the railroads could carry if they were per- 
mitted to make the rates they desire to make, 
and it is unjust to the public that commerce should 
not be allowed to move by rail wherever the railroads 
are willing to carry it and at as low rates as they 
are willing to make—provided always that their rates are 
compensatory and that the making of the lower rates 
does not work an injustice. It is our contention that, 
though the railroads might sometimes attempt to violate 
these provisos, the Interstate Commerce Commission 
may be trusted to see that they do not do so. If it can- 
not do that it is not of much consequence. 


POLITICAL RATE-MAKING 


Alba B. Johnson, president of the Railway Business Associa- 
tion, has written the following letter to William M. Jardine, 
Secretary of Agriculture: 


Speaking for the Railway Business Association, an industrial 
body which is earnestly solicitous for the welfare of agriculture and 
participates whenever it consistently can in activities designed to 
promote it, we feel it our duty to invite your consideration of some 
— of views suggested by a passage in your current annual re- 
port. 

From time to time proposals are made on behalf of the farm- 
ers which we eagerly espouse. We have welcomed with approval 
your own suggestion that a division of co-operative marketing should 
be created in the department of agriculture. At other times measures 
have been urged which we could not approve but which we have 
refrained from actively opposing. An illustration was the Hoch-Smith 
resolution, which we perceived to be in effect legislative rate-making, 
but which we hoped might do little harm. You now appear, however, 
to be entering upon a course which in our judgment contains such 
possibilities of injury to the whole people, including agriculture, that 
we feel impelled to break silence and inquire whether you appreciate 
the danger. 

Under Title III of your report, ‘‘Legislation,’’ subtitle “Freight 
Rates,’ you state that “the Interstate Commerce Commission_ has 
initiated proceedings to determine among other things what products 
of agriculture, including live stock, are affected by the depression 
and what, if any, reductions may lawfully be effected in the rates 
or charges on products of agriculture. Meanwhile the railroads have 
introduced a petition asking for a 5 per cent increase in all rates 
west of the Mississippi. These two cases are now being heard to- 
gether, and one of the main points of contention is the farmer’s 
ability to stand higher rates.” 

In short, an administrative tribunal is maintained by the United 
States government clothed with the judicial function of determining 
the legal rights of various types of shippers in the matter of the 
proportions of the cost of transportation that each shall pay; a 
rule of law has been given to such tribunal prescribing that an aim 
of rate-regulation shall be adequacy of net railway operating income 
for specified public purposes; a general investigation of rates in 
certain aspects is being conducted by this tribunal; it has under 
advisement a specific application for advances, and the decisions will 
constitute a finding of what is lawful. 

That being the situation, comment upon the merits of the pend- 
ing issues is offered: indicating failure to realize the judicial char- 
acter of the tribunal not merely by a citizen but by an official who 
is a member of the executive branch of the government, whence 
come nominations and renominations of its members. The secretary 
of agriculture, a member of the President’s cabinet, makes a pro- 
nouncement which in effect is prejudgment of the two proceedings 
in these words: “It is generally conceded that the entire freight- 
rate structure needs overhauling. . It should be possible to 
make rate adjustments that take into account the market value 
of farm products as reflected over a reasonable period of years... . 
In relation to pre-war conditions, the prices of farm products are 
not yet on a par with freight rates. . .. The ability of agriculture 
to pay transportation charges should not be reckoned on the condi- 
tions of any given year, but on probable future conditions, unless 
freight rates can be made more flexible, being raised when prices 
are high and lowered when they decline.” 

Why do you say this? Because you wish your view to prevail. 
But often citizens wish their views to prevail in issues pending 
before a court and instinctively refrain from expressing them, be- 
cause it is a judicial tribunal. The true character of the functions 
entrusted to the Interstate Commerce Commission by law has not 
yet become fully appreciated by the public or by their political rep- 
resentatives. Immunity from such disrespect was becoming fairly 


complete before the war, but the interregnum when rates were 
actually made by a cabinet officer demoralized the situation and has 
plagued us since. 

If fhe Commission shall render a decision contrary to what the 
executive officer has recommended how can we hope that it will 
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escape organized political attack from the elements to whom the ex 
parte official appeal was addressed? If commissioners hold a view 
contrary to that of the appointing branch but yield their judgment 
under such implied threats, how long will Presidents command the 
services of appointees possessing the requisite calibre and character? 
Are rates to be regulated in the light of 30 years’ experience and 
practical familiarity with traffic, by men chosen for special fitness 
and giving all their time to the work, upon whom responsibility rests 
for the situation as a whole? Or is rate-regulation to fall under 
influence of cabinet members having each a particular group of 
shippers in mind? If the latter, how shall the country escape im- 
mediate damage to transportation due to ignorance or ultimate dis- 
aster through the collapse of regulation and the triumph of gov- 
ernment ownership? 

The first large-scale rate cases were tried in 1910. The Rail- 
way Busifiess Association was formed in 1908. Its members and their 
employes have a greater stake than any railway official in a strong 
and stable purchasing power for the railways. But neither in 1910 
nor in any single instance since has this association expressed an 
opinion as to a freight rate or schedule. We do not know what de- 
cisions the Commission ought to make on the issues whose solution 
is indicated in your report. We have no idea what decisions if any 
the Commission is considering. 

We reiterate our oft-expressed plea for the independence of the 
Commission. We urge upon you a reconsideration of the concep- 
tion of your official relation to that body which permits you to 
discuss the merits of an issue joined before it. We hope you will 
come to embrace our view, a view, endorsed through several years 
by many industrial and commercial bodies, that rate adjustments 
pending before the Commission should be discussed in orderly pro- 
cedure like that of a court and never through agitation or political 
pressure. 


The Gooding Bill 


The above letter was written under the caption, “The 
Cabinet and the Commission.” In another letter, captioned, 
“Commission or Congress?—Small Permanent Experienced Trib- 
unal or Shifting Inexperienced Legislative Body Judge Whether 
Departures from the Long-and-Short Haul Rule Shall Ever be 
Sanctioned Because of Water Competition?” Mr. Johnson writes 


to John W. O’Leary, president of the Chamber of Commerce of 
the United States, as follows: 


The Railway Business Association invites your attention to what 
we believe is an opportunity to promote effectively an important plat- 
form plank of the chamber. We suggest that the chamber actively 
oppose the Gooding bill for modification of the discretion of the Inter- 
state Commerce Commission in administering the long-and-short-haul 
clause. The Railway Business Association now as always refrains 
from discussing the merits of railway rate controversies, and neither 
expresses an opinion nor proposes that the chamber should express 
an opinion upon the merits of the Intermountain rates which are 
under review in the Senate hearings on this bill. Examination of 
chamber declarations shows that the officers have no authority to 
speak on that controversy and in our judgment wisely so. 


The course which we urge you to consider is opposition to the 
principle, embodied in the Gooding bill, of legislative instead of ad- 
ministrative exercise of judgment as to whether a given rate is 
unjust, unreasonable or unduly discriminatory. Many years ago the 
question was raised whether it was in the public interest for carriers 
to be permitted under any circumstances to charge less for a longer 
than for a shorter haul. In the present law Congress recognizes this 
as a question of judgment by authorizing the Commission to grant 
relief within certain limits when in its judgment such relief is in 
the public interest. 

The Commission throughout its whole history has adhered to 
the judgment that under the circumstances that existed during that 
period water competition was a factor which sometimes warranted 
departures from a rigid long-and-short-haul rule. It is not necessary 
or pertinent for us or for the chamber to say whether or not we 
think that judgment was correct. We need but note that in the 
passage of years many changes of personnel have occurred in the 
Commission and that those who petition for a rigid rule have had 
their day many times before the tribunial and failed to convert it 
to the rigid application. 


The Gooding bill says that not the Commission but Congress shall 
exercise judgment upon that point; and in the present hearings 
testimony has ignored the major issue of administrative versus legis- 
lative rate-making. Instead an elected group of senators are listen- 
ing (when they happen to be present) with such experience, knowl- 
edge and understanding as their varied careers and current pre-occu- 
pations have given them, to evidence on the merits of a particular 
controversy, where the principle of discretionary relief from the 
long-and-short-haul clause applies. 


On the issue of administrative versus legislative rate regulation 
the officers of the chamber have explicit authority. 

In referendum No. 43, adopted in June, 1924, Recommendation VI, 
was as follows: 

“That, in place of any attempt to deal with rates and other 
problems of regulation of common carriers through legislation—nec- 
essarily inelastic—such problems be handled by proprely constituted 
federal and state administrative agencies.” 

We emphasize the parenthetical remark “necessarily inelastic.’”’ 

The report of the special committee which drafted the referendum, 
headed by Harry A. Wheeler, remarked that Congress from 1887 to 
date had recognized “that the regulation of railroads and other car- 
riers is an intricate problem requiring the skilled judgment and ex- 
perience of an administrative agency and that successful regulation 
can only come about as a result of continuity of policy in the en- 
forcement and development of administrative procedure and practice. 
- . . The Interstate Commerce Commission should retain its control 
over railroad rates.” 

Recommendation VI was carried by 1921%4 to 67144—the largest 
affirmative vote in Referendum 43. 

You have before you this question: When the government de- 
termines whether departure from the long-and-short-haul principle 
shall ever be authorized shall that judgment be exercised through 
“the skilled judgment and experience of an administrative agency” 
maintaining ‘‘continuity of policy” or by a political body whose 
members are neither necessarily nor often selected because of spe- 
cial experience or knowledge of transportation and whose policy is 
subject to upset at every popular election? 

We are informed that in the multiplicity of other subjects this 
precise issué has never been considered by the officers of the cham- 
ber. We believe that they will see but one answer; that they will 
interpret Referendum No. 43 as authorizing opposition to the Gooding 
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bill; and that they will exert the influence of the chamber for the 
defeat of that measure. 

The next hearing is set for Jan. 18, with three days at Present 
assigned. We therefore take the liberty of sending copies of this 
letter immediately to the organization members of the chamber. 


SUSPENDED TARIFFS 


In I. and S. No. 2581, the Commission has suspended fron 
January 16 until May 16 schedules as published in the following 
tariffs: The Pennsylvania Railroad Company (Lines Pittsburgh 
Pa., Oil City, Pa., Erie, Pa., and east): Supplements Nos, 31, 
32 and 33 to G. O.-I. C. C. No. 14156; supplements Nos. 9 ang 
10 to G. O-I. C. C. No. 14316. The suspended schedules 
propose to increase and reduce rates on brick and articles taking 
brick rates from Sligo, Climax, St Charles and New Bethlehem, 
Pa., to points in New York. The following is illustrative: 


From New Bethlehem, Pa., to Buffalo, N. Y., present 205, pro. 
posed 250; Rochester, N. Y., present 230, proposed 275; Hinsdale, Nn, 
Y., present 215, proposed 250. 


In I. and S. No. 2582, the Commission has suspended from 
January 16 until May 16 schedules as published in Chicago, Bur. 
lington & Quincy I. C. C. No. 16439. The suspended schedules 
propose to cancel the use of the rule for constructing combina. 
tion rates, in connection with rates on sand, gravel and crushed 
stone, carloads, from stations in Iowa and Nebraska, to destina- 
tions in Iowa, Missouri and Nebraska, and would result in in. 
creases in rates. The following is illustrative: 


Sand, carloads, from Ashland, Neb., to Weston, Iowa, present 
77, proposed 107; Fort Dodge, lowa, present 158, proposed 188. 

In I. and S. No. 2583, the Commission has suspended from 
January 20 until May 20 schedules as published in supplement 
No. 50 to Leland’s I. C. C. No. 1691. The suspended schedules 
propose to cancel the present all-rail commodity rates on cotton 
fabrics, any quantity, from Monticello, Ark., to Boston, Mass, 
Brooklyn, N. Y., New York, N. Y., and Philadelphia Pa., result- 
ing in the application of higher combination rates in lieu thereof. 
The following statement of rates from Monticello, Ark., is illus- 
trative: 


To Boston, Mass., present 115.5, proposed 182; Brooklyn, N. Y.,, 
present 95.5, proposed 177.5; New York, N. Y., present 95.5, proposed 
177.5; Philadelphia, Pa., present 114, proposed 177.5. 

In I. and S. No. 2579, the Commission has suspended from 
January 15 until May 15 schedules as published in supplement 
No. 4 to Wabash I. C. C. No. 5915. The suspended schedules 
propose to cancel the use of the rule for constructing combina- 
tion rates, in connection with rates on lime, carloads, from 
Hannibal, Mo., Marblehead and Quincy, IIl., to destinations in 
Illinois, Indiana, Iowa, Michigan, Missouri and Wisconsin, and 
would result in increases in rates. 

In I. and S. No. 2580 the Commission has suspended from Jan- 
uary 15, and later dates, until May 15, schedules published by vari- 
ous southern carriers and by Cottrell, Dulaney, Emerson, Galligan, 
Glenn and Speiden. The suspended schedules propose to revise 
the rates and minimum weights on cotton linters and regins and 
cottonseed hull fibre or shavings, carloads, between points in 
Southern territory and from points in Southern territory to 
points in Official Classification territory. The proposed changes 
would have resulted principally in increased rates on cottonseed 
hull fibre or shavings and reductions on cotton linters or regins. 


From Memphis, Tenn. 
Present Proposed 
Linters Shavings Linters and Shavings 
Min. Wt. Min. Wt. Minimum Weight 


To 20,000 30,000 20,000 30,000 40,000 
lbs. lbs. Ibs. Ibs. Ibs. 

Py a . 35.5 70 47 35 
New York, N. Y..... eararcteta 87.5 45.5 87.5 59 44 
ee er 63 28.5 63 43 32 
Oe. CA, Mew tccenismas 2.5 19.5 52.5 35.5 21 


PRESIDENT AND COMMISSION 


The Trafic World Washington Bureau 


Alleged presidential interference with boards and commis- 
sions created by Congress, a subject of debate in the last week 
in the Senate, resulted in inquiry being made at the White 
House as to President Coolidge’s views on the subject. Senator 
Dill, of Washington, in debate in the Senate, cited the case of 
Commissioner Haney, of the Shipping Board, as an illustration 
of an attempt on the part of the President to dictate to a mem- 
ber of the board. 


A spokesman for President Coolidge outlined the Chief Ex- 
ecutive’s views on the subject substantially as follows: 


The responsibility of a commission is to the law that creates it 
and lays down its powers and duties. In some cases Congress under- 
takes to tell a commission what it shall do and some commissions 
exercise legislative functions. For instance, the power of the In- 
terstate Commerce Commission to fix rates is a legislative function 
which involves so intricate a matter that Congress has delegated it 
to the Commission. Some other commissions, however, might be 
more representative of the executive department and a provision in 
the Constitution makes the President the executive who is responsible 
for the execution of the laws. It is his business to see that the pro- 
visions of the Constitution are carried out and to see that a law 
creating a commission is executed as well as any other law. S0 
there is a kind of divided responsibility. 
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Current Topics 
in Washington | 


Amusement for Dawes at Least.—It is hard to gauge the 
public sentiment in Washington on the question that has been 
raised by Vice-President Dawes’ reform in the Senate rules, with 
4 view to cutting down debate in that body. The fact is the 
national capital does not seem to take the matter seriously at 
all, notwithstanding the fact that the Dawes plan for the settle- 
ment of economic troubles in Europe has given him a great 
reputation. Attack upon the rules, at the “phantom radio din- 
ner” of the Massachusetts Institute of Technology, by the Vice- 
president, January 19, however, served to renew attention on 
the subject after it seemed to have died down. Men with long 
experience in Washington appear to be inclined to the view that 
the interests of the country are seldom, if ever, really hurt by 
the fact that the rules of the Senate permit unlimited, trivial 
and irrelevant talk. Those are the adjectives applied to talk in 
the Senate by such as have been disappointed in the hope of 
the early passage of some particular bit of legislation. The late 
Senator Quay, of Pennsylvania, for many years one of the mas- 
ters of the Senate, once said that in the thirty years of his 
experience with that body no piece of legislation that was 
packed, earnestly and whole-heartedly by a real majority, had 
been defeated by filibustering. He said that many times he had 
seen bills defeated, by filibusters, seemingly, but that the real 
cause for the defeat was to be found in the fact that the meas- 
ures had not the support of a real majority, that is, of one 
prepared to stand up and fight to the last ditch for them. Inas- 
much as he had defeated the so-called “force bill” in 1892, his 
views on the value of filibusters was then regarded as of par- 
ticular value. In that fight Quay, a congressional medal of 
honor soldier of the war between the states, talked to death 
a measure offered by Senator Lodge of Massachusetts, intended 
to give the federal government control over elections, with a 
view to forcing southern states to permit former slaves to vote, 
regardless of qualification. The law, of course, would have been 
of general application. It was contended that under its terms 
the President of the United States could send troops to the 
polling places in any or all states to supervise elections and in 
that way overawe the local authorities in such states where the 
majority appeared to be hostile to the man in power in Wash- 
ington. Quay talked that thing to death. His own party never 
seriously renewed the fight for a bill giving the federal gov- 
emment such power over elections. Those inclined to the view 
that defeat of measures by filibuster does seldom, if ever, hurt 
the country, think that what Quay did then was a real service. 
They base that upon the assumption that, on account of party 
feeling, the statute would have been used, in the south, in much 
the same way that federal laws were used in the reconstruction 
period to bring misery to the southern states. Quay, by political 
inheritance, was no kin to the radical reconstruction wing of his 
party, the wing that got control after the death of Abraham 
Lincoln and held that the states that had passed ordinances of 
secession, had really been out of the union and needed to be 
“reconstructed.” On the contrary, he was counted as among 
those who supported the Lincoln view that the states had never 
been out of the union and did not need any “reconstruction.” 
However, there is little inclination, seemingly, in Washington, 
to become much animated on account of the fight the Vice-Pres- 
ident is making for a “reform.” 





Uncle Sam, Dishonest Creditor—Among men who may be 
said to breathe the atmosphere of the Supreme Court of the 
United States because they have so much business with it, there 
is a saying that the government of the United States is the 
most dishonest creditor on earth and, that but for the Supreme 
Court, it would be worse. As individuals the men composing 
the government are admitted to be probably above the average 
in honesty about debts. But when they act Officially, the mob 
Psychology seems to possess them and there is no decency or 
justice in them. Grant of a writ of certiorari to the Skinner 
and Eddy Corporation on its application for a writ of mandamus 
compelling Comptroller General McCarl to do something with 
the claim of that corporation, without reference to the merits 
of the controversy, served to bring about a renewal of the talk 
about the evidences of shady transactions by the government 
about its bills. It is believed to be worth while for anyone in- 
terested, to read the recitals of that corporation, an abstract of 
Which will be found in this issue of The Traffic World. There 
May be only a modicum of truth in the allegations, but the fact 
that they were made and that they impressed the court vividly 
ee to cause it to issue its great equity writ to look into a 
ee about the law caused attention to be given to the matter. 

he allegations accuse the officers of the government of playing 
& great game of now-you-see-it-now-you-don’t with a corporation 
Which was engaged in vital war work and which, therefore, might 
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be expected to receive treatment from the government based 
on a determination to be fair instead of based on what has been 
alleged to be the course of an utterly contemptible shyster; that 
is, a course of shutting the corporation out of an opportunity 
to state its side of the case growing out of disputes arising out 
of contracts. Even a cur is supposed to have his day in court. 
The government may have a perfectly good case, but the Su- 
preme Court wants to know more about it than the petition of 
the corporation shows. 





Need for Cummins’ Amendment Pen.—A third Cummins 
amendment to the interstate commerce law may be demanded 
by live stock interests unless the Commission or the courts do 
away with the “actual value” decision of the first mentioned in 
No. 15548, the Cudahy Packing Co. vs. James C. Davis, as agent. 
In that case the regulating body did just exactly what Com- 
missioner Hall said it would when it made its explanation about 
“actual value” rates in Crown Overall Manufacturing Co. vs. 
Director-General, 100 I. C. C. 471, namely, restore rates on ordi- 
nary live stock, with strings attached. The Cudahy company 
has asked for a rehearing. Thomas Creigh, in the petition of 
that company, said the decision had restored rates to exactly 
the situation that existed at the time of the decision in the 
Croninger case, January 6, 1918, when the railroads required 
shippers of live stock to declare the value of their lading or pay 
an increase in rates, 10 per cent, memory says. The declaration 
was required, it was then thought, so that the carriers might 
limit their liability for loss or damage. Now the declaration 
is required to the end that the proper rates may be assessed, 
according to the argument in behalf of the restricted, limited or 
whatever sort of rates they may be. Creigh makes the point 
that the second Cummins amendment forbids the requiring of 
declarations of value in the case of ordinary live stock, so that 
even the Commission has not the authority, in respect of ordi- 
nary live stock, to make anything other than unlimited liability 
rates. He further contends that, under the decision in his case, 
the railroads could restore the old tariffs without even so much 
as a by-your-leave acknowledgment that there is such a thing 
as the Interstate Commerce Commission. He suggests that it 
is not seemly for the Commission, without a definite hearing on 
the point, to reverse itself and discard the interpretation it made 
of the second Cummins amendment, In the Matter of Express 
Rates, 43 I. C. C. 510, decided April 2, 1917. In that case it said 
it could not authorize or sanction rates on ordinary live stock 
dependent upon value. Creigh said that that was’ the correct 
interpretation of the law and that such should have been its 
ruling in the instant case. The outline of Creigh’s argument 
indicates, it is believed, there can be no half-way disposition of 
the question. Either the Commission or the courts, if they can, 
must set aside the Crown Overall rule in regard to ordinary live 
stock, or a third Cummins amendment, if Congress is of the 
same mind that it was when it adopted, first, the ineffective first 
Cummins amendment, and second, the now ineffective second 
Cummins amendment, according to the Creigh view. 





The Flag and an Appropriation.—A committee of doctors and 
scientists, after studying the effect of tetrethyl lead gasoline 
upon the drivers of cars using the leaded gasoline and upon 
those handling the anti-knock fuel in service stations has told 
Surgeon-General Cumming of the United States Public Health 
Service they have found no detectable symptoms of lead poison- 
ing among the drivers or handlers. They said that, of course, 
the 252 men they had examined were few and had not been 
exposed for more than two years, on the average. Therefore, 
they said the investigation should be continued and Congress 
asked for an appropriation therefor. The investigation was un- 
dertaken to discover what risk, if any, there was to the public 
health created by the use and dispensing of the leaded fuel. 
They found no detectable symptoms of lead poisoning among 
those who had been exposed in the way mentioned. They found, 
however, definite and positive symptoms of lead poisoning among 
sixty-odd men employed in two industrial plants where there 
was a known industrial hazard on account of lead dust. They 
examined those men as checks against the examinations they 
were making of the men who used leaded gasoline in their cars 
and of men who dispensed the ethyl gas. They also examined 
some men in the hygienic laboratory of the Public Health Service. 
The doctors also had a group not exposed to the ethyl gasoline. 
The sob sisters, last May, intimated that leaded gasoline might 
be the agency for the destruction of the human race that some 
pessimists had been talking about. But the doctors and scientists, 
who think Congress should appropriate money to continue the 
work, told the surgeon-general they found practically the same 
amount of lead in the blood and tissues of the men in the three 
groups. In other words, in the men who were not “exposed” 
somewhere they found about as much lead as in those who had 
handled the anti-knock fuel, or lived in the fumes of it, which 
was not in accordance with the predictions of those who sug- 
gested the early end of the human race. The investigators found 
there was real danger in the making of tetrethyl lead and in 
blending the lead with the gasoline. They suggested national 
regulation for plants where there were operations of that sort. 
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If adopted, that suggestion would magnify the Public Health 
Service and cause the movement for a Secretary of Public Health, 
with a seat in the cabinet, to move forward a little farther, even 
if the leaded gasoline was merely one more industrial hazard, 
and not a demonstrable danger to public health In the crude 
days of the republic such recommendations used to be called 
cheering for the flag—and an appropriation. A. Es. 


FINANCE APPLICATIONS 


The Illinois Bell Telephone Company and the Home Tele- 
phone Company of Cairo, Ill., have applied to the Commission 
for authority to buy and sell, the Illinois being the buyer and 
the Home the seller, of telephone properties in Cairo, Mound 
City, Mounds and farmer lines out of Cairo. The Illinois Bell is 
to assume a mortgage or deed of trust issued by the Home 
company for $100,000, under which $37,500 has been issued. 

The Wisconsin Telephone Company has asked for authority 
to acquire the properties of the Pewaukee-Sussex company, op- 
erating in Waukesha county, Wisconsin, for the sum of $20.000. 

The Ohio Bell Telephone Company has asked for authority 
to buy the properties of the Mentor Telephone Company for 
$10,000 and the assumption of $2,500 outstanding liabilities and 
to operate the exchanges in Willoughby and Painesville, O. 

The Southern Railway Company has applied for authority 
to issue $1,774,000 of first consolidated mortgage five per cent 
gold bonds to provide funds for the redemption of an equal 
amount of serial mortgage five per cent bonds of the Virginia 
Midland Railway Company. The issue is to be part of an issue 
of $31,706,800 reserved for the retirement of underlying bonds. 

The Chesapeake & Ohio has asked for authority to issue, 
nominally, by procuring authentication and delivery, of $10,621,- 
000 first lien and improvement twenty-year five per cent mortgage 
bonds, of which $8,121,000 is to be used to reimburse applicant’s 
treasury for expenditures in connection with the acquisition of 
the Sandy Valley & Elkhorn Railroad Company. The Sandy 
Valley & Elkhorn has asked authority to procure the authenti- 
cation and delivery of $2,320,000 of refunding and general mort- 
gage bonds, to be delivered to the Chesapeake & Ohio in settle- 
ment of indebtedness for money advanced for capital expendi- 
tures since 1917. 

The Baltimore & Ohio has asked for authority to create an 
equipment trust and to issue thereunder and dispose of $8,370,- 
000 of certificates bearing interest at the rate of 4% per cent, 
the proceeds to be used in the procurement of $11,191,667 of 
equipment, consisting of 25 locomotives, 4,000 steel box cars, 
1,000 steel hoppers, and 5 dining cars. 

The Seaboard has applied for authority to extend the ma- 
turity, for five years, of its $1,000,000 Raleigh & Augusta Air 
Line Railroad Company first mortgage bonds from January 1, 
1926, and to reduce the rate of interest from 6 to 5 per cent. 

The New York, Lake Erie & Western Coal and Railroad 
Company and Erie Railroad Company have applied for a cer- 
tificate of public convenience and necessity authorizing them to 
abandon a part of the coal and railroad company’s railroad be- 
tween Keyler’s Corners, Pa., and Toby Mines, Pa. The road 
to be abandoned is about 2.3 miles long. The mines which it 
serves have been worked out. 

The Akron, Canton & Youngstown has asked for authority 
to issue and sell $800,000 of its general and refunding mortgage 
bonds to F. R. Sawyer & Co. of Boston for not less than 94, 
to reimburse its treasury for expenditures heretofore made or 
to be made for extensions, improvements and betterments. 

Application has been made to the Commission by the Tre- 
mont & Gulf for a certificate authorizing it to extend its line, for 
a distance of about four miles, from Denkman, La., to reach a 
tract of yellow pine. 


UNCONTESTED FINANCE CASES 


The Commission has authorized the Bell Telephone Com- 
pany of Pennsylvania to acquire specified properties of the 
Mutual Telephone Company. 

The Commission has authorized the Maryland & Delaware 
Coast Railway Company to issue not exceeding $25,000 of 6 per 
cent promissory notes and to pledge all or any part of $75,000 
of first mortgage twenty-year sinking fund 6 per cent gold bonds 
as security for the notes. 

The Commission has authorized the Missouri Pacific to as- 
sume obligation and liability in respect of $4,830,000 of Missouri 
Pacific equipment trust certificates to be issued by the Bank 
of North America & Trust Company and to be sold at not less 
than 96.25 per cent of par and accrued dividends in connection 
with the procurement of equipment. Chairman Eastman dis- 
sented. 

The Commission has authorized the International-Great 
Northern to assume obligation and liability in respect of $1,920,- 
000 of equipment trust certificates to be issued by the Bank of 
North America & Trust Company and to be sold at not less than 
96.25 per cent of par and accrued dividends, in connection with 
the procurement of equipment. Chairman Eastman dissented. 

The New Orleans, Texas & Mexico has been authorized to 
assume obligation and liability in respect of $750,000 of equip- 
ment trust certificates to be issued by the Bank of North Amer- 
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ica & Trust Company and sold at not less than 96.25 per cen; 
of par and accrued dividends, in connection with the Procure. 
ment of equipment. 


TENTATIVE VALUUATIONS 


The Buffalo Creek & Gauley Railroad Company, as of June 
30, 1918, property wholly owned and used, $910,697. 

Duluth & Northeastern Railroad Company, as of June 3 
1919, property owned and used, $1,006,292. % 

The Sterling Mountain Railway Company, as of June 30, 191 
owned and used, $130,000. 

Big Sandy & Kentucky River Railroad Company, as of June 
30, 1918, owned and used, $90,210; used, but not owned, $29,964 

The Apalachicola Northern Railroad Company as of June 30 
1917, owned and used, $1,515,800. ; 

Maxton, Alma & Southbound Railroad Company, as of June 
30, 1918, final value of property owned and used, $132,435; anq 
used but not owned, $28,180. 

Kelly’s Creek & Northwestern Railroad Company, as of June 
30, 1918, final value of property owned and used, $105,000; anq 
used but not owned, $9,210. 

Pacific Coast Railway Company, as of June 30, 1916, wholly 
owned and used property, $1,765,160. 

Wellington & Powellsville Railroad Company, as of June 30, 
1917, owned and used property, $180,550. 

Washington & Vandemere Railroad Co., as of June 30, 1917, 
owned and used, $680,000. 

Dansville & Mount Morris Railroad, as of June 30, 1918, 
owned and used, $169,500; used but not owned, $23,000. 

Bloomsburg & Sullivan Railroad Company, as of June 30, 
1918, owned and used, $560,650. 





FINAL VALUATIONS 


The Commission, in valuation docket No. 352, opinion No. 
B-148, 103 I. C. C. 795-817, has found the final value, for rate- 
making purposes, of the property of the Interstate Railroad 
Company, owned and used for common carrier purposes, as of 
June 30, 1916, to be $1,802,200; and of, property used but not 
owned, $33,020. The company owns and operates a railroad from 
Stonega to Glamorgan, Va., a distance of a little more than 22 
miles. The carrier filed a protest, but not within the 30 days 
allowed by the statute. The Commission said the protest was 
barred and that it.had no authority to enlarge the period in 
which a protest might be filed. Failure to make protest within 
the 30 days, under the terms of the statute, makes the tentative 
valuation final as the date thereof. 

The Commission, in valuation docket No. 98, Milstead Rail- 
road Company, opinion No. B-150, 160 I. C. C. 67-74, has found 
the final value, for rate-making purposes, of the property of the 
company mentioned, owned and used for common carrier pur- 
poses, as of June 30, 1916, to be $31,706 and of the property 
used but not owned, $218. The company owns and operates a 
railroad extending from Conyers to Milstead, Ga., a distance of 


nearly three miles. No protest was filed against the tentative 
valuation. 


VALUATION OF RAILROADS 


Eugene W. Reed, special valuation counsel of the National 
Association of Railroad and Utilities Commissioners, in a bul- 
letin to members on the subject of railroad valuation, says: 


While the policy of the Commission .as to basic principles of valua- 
tion has not changed materially since it announced its decision in 
the Texas Midland case, the bureau of valuation has inaugurated 
many beneficial reforms in the treatment and application of cost 
data, and to eliminate inflation of unit prices due to theoretical as- 
sumptions. While the unit prices employed are not always satis- 
factory to state commissions, it is my belief that the work of the 
bureau of valuation is upon a more substantial and rational basis 
now than it has ever been since the valuation was commenced. It 
may be said that the present year promises interesting and important 
developments in the science of valuation. 


N. Y. P. & C. PROJECT ARGUMENTS 
The Traffic World Washington Bureau 


Particular phases of the issue created by the application of 
the New York, Pittsburgh & Chicago for a certificate of public 
convenience and necessity to construct its proposed line from 
Easton to Allegheny, Pa., and the opposition of the three big 
trunk lines and others thereto were discussed by Clyde Brown 
for the New York Central and C. R. Webber for the Baltimore 
& Ohio. (See Traffic World, January 16.) Henry Wolf Bikle, to 
whom had been assigned all the time allotted to the protestants, 
gave them a part of the time that had been given him. Charle¢ 
E. Hughes closed the argument. 

In the course of his discussion Mr. Bikle pointed out four- 
teen things upon which he said Mr. Hughes Had expressed views 
and which he said were not in the record at all. He did not 
object, but he desired the Commission to know that there 
was nothing in the record on the subject to the end that if they 
were deemed of importance the commissioners who so cousidered 
them would know there were only observations of Mr. Hughes 
on those points and not anything from the other side respect 
ing them. ; 
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ALLENTOWN INTERCHANGE 


A finding of unreasonableness, an order for the future, and 
anaward of reparation have been made in No. 15315, Arbogast & 
Bastian Company vs. Lehigh Valley et al., mimeographed, as to 
the components of through rates, beyond East Penn Junction, 
Pa.,.on cattle and hogs, from Chicago, Indianapolis, and South 
St, Paul, Minn., to Allentown, Pa. The Commission, by division 
No. 3, found the through rates were, are and for the future will 
be, unreasonable to the extent that the component from East 
Penn Junction to the complainants’ plant at Allentown, exceeded, 
exceeds or may exceed 5.5 cents prior to July 1, 1922, and 5 cents 
thereafter, subject to the present carload minimums, and awarded 
reparation to that basis. It said that the correction of the factor 
found unreasonable, would render unnecessary the prescription 
of an order for joint rates. The order reducing the factor re- 
quires the carriers to publish tariffs in accordance therewith not 
later than March 6. 

Commissioner Campbell, dissenting, said the majority found 
the switching charge of 5 cents applicable only between indus- 
tries at East Penn Junction and Allentown to have been reason- 
able for the movement subsequent to July 1, 1922, from the in- 
terchange point, East Penn Junction, to complainant’s plant at 
Allentown, a haul of about three-quarters of a mile. He said he 
saw no reason whatsoever for picking out this industrial switch- 
ing charge instead of using the charge of 63 cents per net ton, 
minimum $9.50 per car, applied by the Lehigh on merchandise in 
general, for switching between the interchange at East Penn 
Junction and complainant’s plant. Certainly, he said, if the lat- 
ter charge was reasonable for merchandise, in general, it was 
reasonable also for live stock and that there was no contention 
or indication upon this record that such a charge was less than 
a reasonable maximum on merchandise in general. He said he 
was firmly convinced that the factor from East Penn Junction 
to Allentown should be found unreasonable to the extent it ex- 
ceeded 63 cents per ton, minimum $9.50 per car, and that com- 
plainant was entitled to reparation on that basis. 


SAND RATES CONDEMNED 


The Commission, by division No. 1, in No. 15329, Pennsyl- 
vania Sand & Gravel Producers’ Association et al. vs. Baltimore 
& Ohio et al. (mimeographed), has found rates on sand and 
gravel, from points in western Pennsylvania to destinations in 
Ohio, West Virginia and New York unreasonable and unduly 
prejudicial. New ones are to be established not later than March 
31. The rates were alleged to be not only unduly prejudicial 
against the complainants but unduly preferential of the shippers 
of crushed stone and slag. The Carnegie Steel Company and 
other producers of slag intervened to oppose any increase in 
the rates on slag. The complainants contended the rates on 
sand and gravel were too high per se and, as compared with 
rates on the same commodities in other territories, that they 
were not uniform, and that they should not be any higher than 
those on crushed stone and slag, with which, for some uses, sand 
and gravel were competitive. The Commission said the evi- 
dence was directed mainly to gravel, but that it was also ap- 
plicable to sand. 


Sand and gravel, it was pointed out, were heavier than slag 

and that for that reason alone the producers and sand and 
gravel had difficulty in competing with the suppliers of slag. 
They felt, however, that, with equal rates, they could compete 
with suppliers of slag and crushed stone, hence their application 
for rates no higher. 
_ Slag producers, the report said, urged that slag accumulated 
in great quantities and that it was essential for the successful 
operation of the blast furnaces that it be disposed of readily 
and freely; and that the transportation conditions surrounding 
the movement of slag justified lower rates than were maintained 
on sand and gravel. They pointed out that slag originated in 
territories of greatest traffic density; that for every ton of slag 
shipped the carriers previously received revenue on from 3.5 to 
6 tons of raw materials; that it moved in large quantities and 
in empty cars that had come into the yards whence the slag 
was to be taken, under load, the slag thereby providing a bal- 
anced movement. 

In disposing of the case the Commission said: 


We find that defendants’ rates on sand and gravel in carloads, 
from complainant’s shipping points in western Pennsylvania to des- 
tinations in Ohio, New York and West Virginia, are, and for the 
future will be, unjust, unreasonable, and unduly prejudicial, to the 
extent that they exceed the rates contemporaneously maintained on 
Slag and crushed stone, in carloads, from and to the same points 
Subject to the application of the following scales as a maximum 
ong Single-line hauls, 20 cents per ton to be added for joint-line hauls. 
inti computing distances under this scale the shortest routes via ex- 
Sting connections for the interchange of carload traffic shall be 
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used embracing as a maximum the lines of not more than three 
line-haul carriers. 


Distance Rate Distance Rate 

(Miles) (Cents) (Miles) (Cents) 
ee ae ee eee 60 135 2d VEE 290.6). 0sccccoseees 110 
ek. ear 70 TOD Ge OVOP Besse cece cesceces 120 
a) eee 80 yi Se rare 130 
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SODA INCREASES JUSTIFIED 


The Commission, by division No. 3, in I. and S. No. 2525, 
Soda Products from Syracuse and Solvay, N. Y., to New York 
Lighterage Points, mimeographed, has found the proposed in- 
creased interstate rates on soda products justified, vacated its 
order of suspension and discontinued the proceeding. The sus- 


-pended schedules, filed to have become effective October 15 last, 


proposed to increase, from 16 to 19 cents, the rates on soda 
products, other than on caustic soda. Upon protest of Colgate 
& Co., Procter & Gamble Company and others the schedules 
were suspended until February 12. 

According to the Commission’s report, the present 16-cent 
rate represented a canal compelled rate of 8.5 cents, established 
in May, 1909, to remove the dissatisfaction of shippers who had 
diverted some of their soda product to the canal route from 
Syracuse, as modified by general changes in the rate structure. 
A 19 cent rate, it said, was maintained by carriers other than 
the respondents. The latter, it said, maintained the 19 cent rate 
on caustic soda on account of the decision in Hooker Electro 
Chemical Company vs. A. C. R. R. Co., 83 I. C. C. 196. In that 
case the Commission said that as to caustic soda the canal com- 
petition appeared to be merely potential and not actual. Under 
that finding the Commission fixed 3.5 cents as the spread be- 
tween the Niagara Falls rate and the rate from Syracuse. The 
resulting rate was 19 cents, or 3.5 cents less than the Niagara 
Falls rate of 22.5 cents. In disposing of the case the Commis- 
sion said: 


Protestants’ witness submitted exhibits showing that a 16-cent 
rate applies on soda products from Saltville, Va., to certain destina- 
tions in Virginia and North Carolina for distances ranging from 200 
to 349 miles. They also instance the 19-cent rate as applying from 
Syracuse to certain destinations in Pennsylvania, Delaware and 
Maryland for distances ranging from 295 to 358 miles and compare 
car-mile earnings under the 16 and 19-cent rates with lower car- 
mile earnings on rates from Syracuse to certain destinations in 
Ohio, Pennsylvania and Virginia, 322 to 551 miles from Syracuse. 
Some of these destinations usually take the New York group basis 
rate although more distant from Syracuse than are the New York 
harbor points. Car-mile earnings may well be somewhat lower on 
traffic to these more distant points. The witness could not testify 
a was a movement under any of the rates shown in these 
exhibits. 

We find that respondents have justified the schedules under sus- 
pension. An order will be entered vacating the order of suspension 
and discontinuing this proceeding. 


RIG-IRON OUTFIT RATES 


The Commission, by division No. 3, in No. 14547, Parkers- 
burg Rig & Reel Co. vs. Chicago & North Western et al. (mimeo- 
graphed), has found rates on rig-iron outfits and fabricated steel 
tank material, including plates or sheets, No. 12 to No. 14 gauge, 
carloads, from Parkersburg, W. Va., to Riverton, Wyo., unrea- 
sonable, awarded reparation and prescribed new rates to be made 
effective not later than March 31. 

A rate of $1.99 was imposed on the rig-irons. It was com- 
posed of the fifth class rate of 40.5 cents to East Clinton, IIl., 
and a commodity rate of $1.585, on oil well outfits, beyond. The 
applicable rate on the tank material, the report said, was $1.925, 
made up of the fifth class rate of 37 cents to Chicago and a 
commodity rate on iron and steel articles of $1.555 beyond. The 
defendants admitted the overcharge. Reparation was sought to 
the basis of a rate of $1.735, composed of the fifth class rate of 
37 cents to Chicago and a commodity rate of $1.365 beyond. That 
was the contemporaneous rate on structural steel and iron, fab- 
ricated and unfabricated, from both Chicago and the Mississippi 
crossings to Riverton over the route of movement. A rate of 
$1.64 was claimed on the sheets or plates. 

The Commission disposed of the case by making the fol- 
lowing findings: 


We find that the rates assailed, applied on these shipments, 
were unreasonable to the extent that they exceeded, on fabricated 
steel tank material, $1.735 per 100 pounds, and on rig-iron outfits, 
$1.69 per 100 pounds; and that the present rates are and for the 
future will be unreasonable to the extent that they exceed or may 
exceed, on fabricated steel tank material, the rate contemporaneously 
maintained by defendants from and to the same points on struc- 
tural iron and_ steel, fabricated or unfabricated, in carloads, and 
on rig-iron outfits, 85 per cent of the rate contemporaneously main- 
tained by defendants from and to the same points on oil-well out- 
fits and supplies, in carloads, the rig-iron outfits to be subject to 
a minimum weight of 40,000 pounds. We further find that complain- 
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ant made the shipments as described, and paid and bore the freight 
charges thereon, that it has been damaged to the extent that the 
charges paid exceeded those which would have accrued at the 
rates herein found reasonable, and that it is entitled to reparation 
in the sum of $313.90, with interest. 


Commissioner Hall dissented, as to the finding on the rig- 
iron outfits for the reasons set forth by him in the report on 
reconsideration in Parkersburg Rig & Reel Co. vs. C. R. I. & P. 
(reference not given, other than that the decision was made 
December 8, 1925). 


INTERMEDIATES REPARATION 


The Commission, by division No. 3, in No. 15637, Canton 
Bridge Company et al. vs. Baltimore & Ohio et al., and fourth 
section application No. 1772, mimeographed, has found unreason- 
able the carload rates on iron and steel articles, from the Pitts- 
burgh group, to Canton and Massillon, O., and awarded repara- 
tion. It found the fifth class rate charged on the shipments un- 
reasonable to the extent it exceeded the aggregate of interme- 
diates over the routes of movement and awarded reparation to 
that basis. It further found that a reasonable rate for the future 
would not exceed 17.5 cents. Inasmuch as that is the rate that 
was established in accordance with the finding in American 
Shipbuilding Company vs. Director-General, 89 I. C. C. 611, no 
order was necessary in this case. 

In awarding reparation to the complainant the Commission 
followed the rule laid down in Atlas Metal Works vs. C. & Y. 
Ry. Co., 100 I. C. C. 173, for ascertaining to whom reparation 
should be awarded when iron or steel was sold on the Pitts- 
burgh-plus plan. 

Interventions were filed by the Canton Drop Forge & Manu- 
facturing Company, The Griscom-Russell Company and the Mas- 
sillon Bridge & Structural Company, but, according to the report, 
they did not specifically ask for reparation. Therefore the de- 
fendants contended that under the Commission’s rules of prac- 
tice, they could not be awarded reparation. The Commission 
said they were not entitled to reparation for the reasons sug- 
gested by the defendants. 

Commissioner Hall, concurring, said that, as in the Atlas 
case, he approved the complainants’ right to reparation under 
class 4, as defined in the Atlas case rule, only as constrained 
thereto by Missouri Portland Cement Company vs. Director-Gen- 
eral, 88 I. C. C. 492. In full on that point he said: 


As in the Atlas case, cited in the report, I approve complainants’ 
right to reparation under class 4 only as constrained thereto by 
Missouri Portland Cement Co. vs. Director-General, 88 I. C. C. 492, 
wherein the majority awarded reparation to a complainant con- 
signor which initially paid the freight charges and was promptly 
repaid by the consignee. They based this award upon their con- 
clusion that the complainant had “‘paid’’ the freight charges within the 
meaning of that term as used by the Supreme Court in Southern 
Pac. Co. vs. Darnell-Taenzer Co., 245 U. S. 541. Whatever doubt may 
have existed as to the meaning would seem to have been resolved 
by the same court in Louisville & Nashville R. R. Co. vs. Sloss- 
Sheffield Steel & Iron Co., decided November 23, 1925. There the 
court said: 

“Tt was likewise settled by Southern Pacific vs. Darnell-Taenzer 
Lumber Co. . . . that where goods are sold f. o. b. destination, it 
is ordinarily the seller who bears the freight, who suffers from the 
excessive charge, and who consequently is entitled to sue. ... 
— purchaser who paid the freight did so solely as agent for the 
seller.” 

Put briefly, no one is entitled to reparation whose withers are 
unwrung. To that view I adhere, but my vote is constrained by 
what has become the established doctrine of this Commission. 


WITHDRAWAL FOUND JUSTIFIED 


The Commission, in I. and S. No. 2519, grain and grain prod- 
ucts from the Northwest to Mississippi Valley (mimeographed), 
by division No. 3, has found justified the proposed withdrawal 
of the Pennsylvania from participation in joint rates on grain 
and grain products, carloads, from Omaha, South Omaha, and 
Council Bluffs to New Orleans and other destinations. It has 
ordered the suspended schedules canceled and the proceedings 
discontinued, without prejudice to the filing of new schedules 
in conformity with the views expressed. 

The suspended schedules proposed the elimination of the 
Pittsburgh, Cincinnati, Chicago & St. Louis, now a part of the 
Pennsylvania, as a participant in joint rates on grain and grain 
products from Minneapolis and other points in Minnesota and 
Wisconsin, and from Missouri river points, to New Orleans and 
other Gulf ports, and destinations in Mississippi Valley territory. 
Upon protest of the Evans Milling Company at Indianapolis, the 
schedules were suspended until January 31, 1926. 

A dispute over divisions caused the proposed withdrawal. 
The respondents were willing to cancel the proposed schedules 
in so far as rates from points in Minnesota and Wisconsin were 
affected. The evidence was confined to the justification of the 
withdrawal of the Pennsylvania from the joint rates from Mis- 
souri river points to New Orleans and the Mississippi Valley. 
The respondents contended that those rates were too low for 
application over routes in which the Pennsylvania participated, 
namely, the Chicago Great Western through Chicago, Pennsyl- 
vania to Louisville or Cincinnati, and thence over the Louisville 
& Nashville or other connecting carriers. The Commission, in 
disposing of the case, said: 
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In Routing on Transcontinental Grain and Grain Products, 7 
I. C. C. 116, we expressed the opinion that the practice of hauling 
grain east to Missouri River markets for distances that exceed 150 
miles, and then back again on its way to the Pacific coast at the 
same rate as would apply for a direct haul, results in wastefy 
transportation and unwarranted loss in revenue to the carriers, Ip 
later cases, Grain to Pacific Coast, 98 I. C. C. 158, and Transit at 
Kansas City, 101 I. C. C. 696, we condemned the out-of-line trang. 
portation of grain without an additional charge for the extra trans. 
portation. In cases where we prescribe distance scales, carriers are 
not required to establish over circuitous routes the rates found 
reasonable for application over rate-making routes. They may dp 
so if section 4 of the act is observed or if relief therefrom js 
granted. Because of excessive transportation costs resulting from 
excessive circuity of travel, we have at times imposed varying limits 
of circuity in the granting of relief from the long-and-short-hay 
provision of section 4 of the act dependent upon the circumstances 
in each case. In Oklahoma Corporation Commission vs. A. & §. Ry. 
Co., 98 I. C. C. 183, and in Oklahoma Corporation Commission ys. 
A. & 8. Ry. Co., 101 I. C. C. 116, circuitous lines or routes longer 
than 1,500 miles and more than 33% per cent circuitous were 
denied fourth-section relief, which would have been required for the 
purpose of meeting the rates of the short lines or routes. 

Although the question of fourth-section relief is not here presented 
the principles as to wasteful transportation applied in fourth-section 
as in other cases have equal application here. We find that the pro- 
posed withdrawal of the Pennsylvania from participation in the joint 
rates from Omaha, Neb., South Omaha, Neb., and Council Bluffs, Ig. 
to New Orleans, La., has been justified. An order will be entered re- 
quiring the cancellation of the suspended schedule and discontinuing 
this proceeding, without prejudice to the filing of new schedules jn 
conformity with the views expressed herein. 


COAL CASE DISMISSED 


The Commission, by division No. 4, has dismissed No. 15698, 
Kalamazoo Chamber of Commerce et al. vs. Chesapeake & Ohio 
et al., mimeographed, finding rates on coal from Ohio and the 
Crescent districts to points in the lower peninsula of Michigan 
and to Elkhart, Ind., not unreasonable or otherwise unlawful. 
The report also embraces a sub-number, Grand Rapids Associa- 
tion of Commerce vs. Same. 

The report, written by Commissioner Woodlock, said the 
complaints, as amended, challenged the lawfulness, under the 
first and third sections, of the rates on soft coal from the 
mining districts in Ohio and from the so-called Inner and 
Outer Crescents embracing parts of Pennsylvania, Maryland, 
Virginia, West Virginia, Kentucky and Tennessee to Elkhart, 
Grand Rapids, Kalamazoo and six other Michigan points in the 
same general vicinity to which the coal rates were the same as 
to one or the other of the points mentioned. 

Commissioner Woodlock said the history and propriety of 
the general adjustment of the coal rates from and to the origin 
and destination territories here under consideration, and of 
the particular rates which formed the subject matter of this 
proceeding had been very carefully considered and exhaustively 
discussed in several previous cases and that, therefore, repeti- 
tion of that discussion would be held down to the minimum. 

He said complainants contended that as the transportation 
took place in central territory, where railroads were plentiful. 
traffic was dense, transportation conditions were good and 
homogeneous in character, and where distance scales of rates 
were widely used, distance should be the controlling factor in 
dealing with these coal rates. They called particular attention, 
he said, to Michigan Traffic League vs. Ann Arbor, 85 I. C. C. 47, 
where the C. F. A. Zone A scale was extended to the southern 
peninsula of Michigan, designated as Zone B, to which a higher 
basis of rates had theretofore applied. In answer to that, Com- 
missioner Woodlock said it should be noted, that in the sub 
sequent report on the case cited, 98-I. C. C. 660, rates to Zone 
B territory were again made differentially higher than Zone A, 
the differentials, however, not being as great as had perviously 
obtained. Defendants’ evidence, he said, was limited. Aside 
from reference to the history of these rates and to the con- 
sideration of, and findings in respect to them in the case cited, 
it consisted, in the main, of distance figures and evidence 
showing the large volume of movement via Toledo. 

Commissioner Woodlock said complainants’ whole case 
was built around an unsound premise, and that their showing, 
based practically altogether on distance, failed to take into con- 
sideration the different conditions affecting the assailed and 
comparative rates which rendered the latter unacceptable as 
the foundation upon which to construct rates on a distance scale. 


WHISKEY STORAGE CHARGES 


The Commission, by division No. 1, in No. 16203, Sunny 
Brook Distillery Company vs. Atchison, Topeka & Santa Fe 
et al., mimeographed, has found the storage charges assessed 
on a carload of whiskey, stored at El Paso, Texas, inapplicable, 
and said the defendants should promptly refund, as an oOver- 
charge, $4,568, with interest. Commissioner McManamy, 4is- 
senting, said the Commission should have found the charges paid 
were applicable. 

The whiskey involved in this case was shipped from Louis- 
ville, Ky., in May, 1920, to El Paso, consigned in care of the col- 
lector of customs, on an order notify bill, the party to be notified 
being a drug store in Juarez, Mex. The drug store denied having 
ordered the whiskey or of having authorized its shipment. The 
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Commission said it was intended for persons in Juarez, who 
failed to appraise the drug store that it was coming consigned 
to the proprietors of the drug store. It was unloaded and 
placed in storage. Two months after it was unloaded it was 
seized by the United States marshal, the district attorney 
fling a libel declaring that the whiskey’ was intended to be 
used for beverage purposes, contrary to law. 

The question was as to the applicability of a tariff rule 
saying that demurrage would not accrue for the detention of 
cars due to “delay by U. S. customs” and that in cases of that 
sort, “such additional free time shall be allowed as has been 
jost through such delay.” The complainant relied upon that 
rule, the report said. There were court proceedings with the 
result that on June 14, 1923, the court case was dismissed and 
the whiskey returned to Louisville, upon payment of charges 
amounting to $4,568 under the rule providing for $2 demurrage 
during the first four days and $5 a day thereafter, exclusive of 
Sundays and holidays. The demurrage charges were assessed 
at the demurrage rates because the tariff said storage would be 
at demurrage rates. 

The Commission said the court record showed that the 
collector of customs would not permit exportation to Juarez, but 
held and detained the shipment on the ground that it was in- 
tended for beverage purposes. 

Commissioner McManamy asserted that the customs delay 
contemplated by the demurrage rules was not of the character 
in this case. He said delay in the sense of the demurrage 
rules meant detention for purposes incident to customs inspec- 
tion and clearance of goods for export. 


BRIMSTONE DIVISIONS 


The Commission, on further hearing, on No. 12969, divisions 
received by Brimstone Railroad & Canal Company, opinion No. 
10879, 104 I. C. C. 415-36, prescribed just, reasonable and equita- 
ble divisions to that company on traffic to and from its connec- 
tions. Former reports were made in 68 I. C. C. 375 and 88 
LC; C. 62. 

Commissioner McManamy, who wrote this report, in review- 
ing the history of the case, said the Commission, in the original 
report, found the Brimstone a common carrier subject to the 
interstate commerce law and provided for divisions of joint rates 
between its connections, the Louisiana Western, referred to as 
the Southern Pacific, and the Kansas City Southern. The record 
was held open for ninety days to permit respondents to make 
cost studies to be used in arriving at the divisions for the Brim- 
stone. In the second report the Commission prescribed divi- 
sions of $7 per car from the Southern Pacific with 10.5 cents as 
the division on less-than-carload merchandise. The divisions 
from the Kansas City Southern were $9 per car and 14 cents 
per 100 pounds on merchandise. 

After the second decision the case was reopened to enable 
the Commission to conduct a cost study and the original date 
of the order was postponed until further notice. Elaborate cost 
studies were made by Commission men. Statements indicating 
the results of those studies were furnished the respondents in 
order that they might prepare rebuttal evidence for introduc- 
tion at the third hearing. It was on that third hearing that the 
instant report was made. 

The big point in the case, in so far as the connections were 
concerned, seemed to be the contention of the Southern Pacific 
that whatever divisions were reasonably necessary to enable 
the Brimstone to defray its operating costs and earn a fair re- 
turn should be established alike on traffic to and from both con- 
nections, notwithstanding the difference in costs reflected by the 
study. It urged that if the amount of the divisions received 
from one trunk line were greater than those received from the 
other, there would be an incentive to the Brimstone to deliver 
its traffic to the trunk line paying the higher divisions. A change 
in the proportion of cars delivered to the respective connections, 
it was insisted, would affect the relative cost per car of making 
such deliveries as to result in improper divisions from the two 
connections. 

The Kansas City Southern argued that the Brimstone divi- 
sions should be based on the results of the cost study, which 
would make the divisions from the Kansas City Southern higher 
than those from the Southern Pacific. It insisted that the spread 
between the divisions to be paid by it and by the Southern Pa- 
cific should not be less than $3 per car, and that despite the 
cost studies made by the Commission men those divisions should 
not be less than $12 per car from it and $9 per car from the 
Southern Pacific. 

Commissioner McManany said that in the second report the 
Commission virtually found that such amounts would be so ex- 
cessive as to constitute a rebate to the proprietary company. He 
Said the Commission adhered to the principle announced in that 
report, namely, that the divisions, so far as practicable, should 
A based upon the cost of the service in each case, plus fair 

returns. He said no substantial evidence was introduced to 
pew & modification of the former findings in respect of the 

Visions on less-than-carload traffic. In disposing of the case 
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, reports and it is deemed unnecessary to repeat them herein. 
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the Commission, making its decision retroactive to July 1, 1922, 
said: 


The divisions accruing to the Brimstone are shown in our ag 

ur 
former findings in this proceeding are modified to the extent indi- 
cated below: 

Based upon the cost of the service and a fair return upon the 
value of the property held for and used in the service of transporta- 
tion for the public generally, we find that during the period from 
August 1, 1921, to but not including July 1, 1922, just, reasonable, 
and equitable divisions to the Brimstone would have been: 

From the Southern Pacific: 

On all carload traffic, $7.22 per car; on merchandise, less than 
carloads, 11.5 cents per 100 pounds. 

From the Kansas City Southern Railway Company: 

On all carload traffic, 8.89 per car; on merchandise, less than 
carloads, 15.5 cents per 100 pounds. 

We further find that on and after July 1, 1922, just, reasonable, 
ane cca divisions to the Brimestone were, are, and for the future 
wi e: 

From the Southern Pacific: 

On all carload traffic, $6.50 per car; on merchandise, less than, 
carloads, 10.5 cents per 100 pounds. 

From the Kansas City Southern Railway Company: 

On all carload traffic, $8 per car; on merchandise, less than car- 
loads,,14 cents per 100 pounds. 

We further find that the divisions received by the Brimstone 
should be adjusted on a basis not in excess of the charges above 
found just, reasonable, and equitable during the periods named. 

Nothing herein contained shall be construed as an indication of 
the value of the property which we may determine under section 
19(a) of the act. 


MONTANA GRAIN CASES 


The Commission, in a report written by Commissioner 
Campbell, on I. and S. No. 2380, Export Rates on Wheat and Its 
Products, Montana to North Pacific Coast Ports, and No. 14572, 
Board of Railroad Commissioners of the State of Montana vs. 
Butte, Anaconda & Pacific et al., mimeographed, has found not 
justified, the proposed cancellation of export rates on grain and 
its products, from points in western Montana to Seattle and 
other north Pacific coast ports, and that domestic rates on grain 
and grain products, from points in Montana to Minneapolis, 
Seattle and other destinations are not unreasonable or otherwise 
unlawful. It has discontinued the suspension case and dismissed 
the formal docket case, leaving the rate adjustment unchanged. 

State commissions or Montana, Oregon and Washington and 
various groups of Montana grain growers and dealers and com- 
mercial organizations and port authorities of the Pacific coast 
cities affected, nearly all of whom were interveners in the formal 
docket case, which was filed before the proposal to cancel the 
export rates was made, procured the suspension of the cancella- 
tion schedules. 

The formal complaint, as explained by the complainant, was 
aimed, not at the export rates applying from the western part of 
Montana but toward having them extended to the eastern part 
of that state. It alleged the domestic rates were unreasonable 
and discriminatory to the extent they exceeded, for equal dis- 
tances, the westbound export rates from Montana to north 
Pacific coast ports. 

Representatives of most of the Montana mills, and milling 
and grain interests in Minnesota, the report said, intervened in 
support of the proposed cancellation of the export rates. Millers 
and grain interests at Seattle and other ports intervened in sup- 
port of the continuance of the export rates. The railroads op- 
posed extension of the export rates to the eastern part of Mon- 
tana, but defended the westbound export rates, and the lawful- 
ness of the entire domestic rate structure. 

After the hearing in the formal complaint, the railroads pro- 
posed to cancel the export rates. Thereupon the Commission 
reopened the formal case, which had not gone to a determina- 
tion, and set the two down for hearing and disposition jointly. 
Commissioner Campbell said no material change had taken 
place in the respondents’ grain rates since the first hearing, ex- 
cept that the old relationship of the coarse grain rates to those 
on wheat had been restored in the mountain-Pacific group by 
raising the former to the level of the wheat rates pursuant to 
the Commission’s report in Rates on Grain, Grain Products and 
Hay, 80 I. C. C. 362. 

The Commission considered the formal complaint first and 
came to the conclusion that the domestic rates, as a whole, were 
not unreasonable or otherwise unlawful, without prejudice, how- 
ever, to a different conclusion which might be reached in No. 
17000, the Rate Structure Investigation. In disposing of the 
suspension case, he said: 

That the maintenance of these export rates can not in them- 
selves be regarded as unusual, or as discriminatory or pernicious 
by affording opportunities for substitution of domestic for export 
tonnage, is demonstrated, according to protestants, by the mainte- 
nance of similar export rates by other carriers from Chicago, 
Minneapolis and Duluth to Atlantic and Gulf ports. Eastern millers 
have the advantage of these rates, which are explained upon the 
ground of port equalization. The fact that the eastbound rates 
apply from and not to primary markets and are not in effect directly 
from the territory under consideration is not regarded by protestants 
as distinguishing them in principle from the eastbound rates. They 
also state, in answer to the objection that under the export rates 

Pacific coast millers are given an advantage in reaching European 
markets, that the real competition is with Canadian exporters, and 
that, even if these export rates were permitted to be canceled, 


the Canadian wheat and flour movement would not be affected. 
From the record it is clear that the maintenance of export rates 
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has been of great benefit to the Montana producer, and that it has 
Qsupplied him with an additional market and competition for his grain 
which has énabled him to secure a higher price for his grain. The 
export basis is open to the miller in western Montana as well as 
to the miller on the Pacific coast, so that if the transit provisions 
of the tariff are properly applied there can be no undue prejudice 
as between them. ‘ine conditions affecting the eastern miller are not 
similar, and the commercial and transportations reasons which 
actuated respondents in establishing the export rates originally have 
no application to a movement eastbound. They apply only from the 
western part of Montana, which is naturally tributary to the Pacific 
coast, leaving to the eastern millers the remainder of the state as 
well as the large grain-producing areas to the east thereof. 

The further question is presented of whether, as a matter of 
law, we can prohibit the cancellation of these export rates when they 
are lower than the rates which we have found to be reasonable 
for domestic movements. At the original hearing in the complaint 
case respondents sought to show that certain conditions, including 
Canadian competition, empty car movement westbound, and a 
desire to furnish tonnage for vessels of the United States Shipping 
Board, warranted the maintenance of the existing export rates on 
a basis lower than the domestic rates. That evidence was not re- 
,. pudiated by them at the further hearing and is still a part of the con- 

solidated record. The only modification of it is the general state- 
ment of respondents that Canadian rail rates have been still further 
reduced, thereby intensifying the competition which influenced the 
establishment of the export rates. Despite that testimony, respondents 
now seek to justify the cancellation of the export rates upon the 
general ground that, as a matter of law, they may not be required 
to maintain rates on export traffic lower than the reasonable domestic 
rates. This contention, in other words, presupposes the existence 
of that similarity of conditions affecting the export and domestic 
traffic which respondents stated at the original hearing did not 
exist. The burden to show that similarity is upon respondents. They 
have not shown it, or even attempted to show it, and the testimony 
upon that subject is to the contrary. Reasonable domestic rates 
do not necessarily afford the exact measure for reasonable maximum 
export rates. Pittsburgh Plate Glass Co. vs. P. C. C. & St. L. Ry. Co., 
13 I. C. C. 87; Texas & Pacific Ry. Co. vs. Interstate Commerce Com- 
mission, 162 U. S. 197. This is especially true, in view of the terms 
of the recently enacted Hoch-Smith Resolution, in respect of such 
rates on products of agriculture. . 


Chairman Eastman, concurring, took up cudgels for private 


management, being joined in that expression by Commissioners 
Hall and Woodlock. In part, he said: 


Much of the record, I may say, seems to me to be immaterial and 
irrelevant. It may be that the present export rates benefit the 
grain producers of Montana; but that does not show that higher 
rates would be unlawful. It may be, also, that the carriers would 
be financially injured by the cancellation of the export rates because 
of the competitive conditions to which this traffic is subject; but 
that does not prove that the cancellation would be unlawful. The 
carriers were returned to private management in order that the 
country might have the benefit of private initiative. So long as the 
carriers do not charge rates which are unreasonable per se, unjustly 
discriminatory, unduly prejudicial or preferential, or unlawful in 
other respects, it is a matter for them to determine in the exercise 
of their private initiative whether it is wise for them to meet com- 
petitive conditions and how far they will go in that direction. We 
have not been made managers of the carriers nor given power to 
encroach upon such fields of managerial discretion. These are matters 
which, in my judgment, are left by the law to private initiative. 
They are not matters of public initiative. 


However, in this proceeding the carriers have apparently not been 
desirous of making .@ case and centainly they have not made one. 
I, therefore, concur in the results reached by the majority. 


Commissioner Lewis, also concurring, said the proposal of 
the complainant that there be established a territory approxi- 
mately 400 miles wide, in Montana and applied therefrom east- 
bound to Minneapolis and westbound to Seattle about the same 
domestic rates for equal distances, appealed to him. In that 
manner, he said, Twin Cities and Seattle would have the advan- 
tages of equal opportunities in the Montana wheat growing sec- 
tion, and grain would flow both directions to market and the 
producers would have the advantage of competition. He said 


the rate could be so adjusted that carriers would not be 
penalized. 


EXCESSIVE RATES FOUND 

The Commission, by division No. 3, in No. 16683, George C. 
Speir & Co., Inc., vs. Alabama Great Southern et al., mimeo- 
graphed; found the rates charged on shipments described as cot- 
tonseed-hull fibre or shavings in carloads, from Sylacauga, Ala., 
to Meridian, Miss., were in excess of the rates applicable and 
awarded reparation. The Commission found that the applicable 
rate was a combination of 48 cents made up of 20.5 cents, min- 
imum weight 30,000 pounds, to Birmingham, and 27.5 cents, min- 
imum weight 15,000, beyond. 


AGRICULTURAL LIMESTONE 


A finding of unreasonableness and an award of reparation 
have been made in No. 15948, Dolese Brothers Company vs. 
Chicago, Rock Island & Pacific et al., mimeographed, as to the 
applicable rates on agricultural limestone from Buffalo, Ia., to 
destinations in Illinois on the Burlington. The Commission, by 
division No. 3, found that the applicable rates to Oliver, Ill. 
were unreasonable to the extent they exceeded $1.03 per net 
ton. It found that the applicable rates to the other destinations 
in Illinois were unreasonable, on and after July 1, 1922, to the 
extent they exceeded the subsequently established specific joint 
commodity rates on limestone having value for purpose of soil 
treatment only, from and to the same points, and that between 
August 5, 1921, and June 30, 1922, the applicable rates were un- 
reasonable to the extent they exceeded rates computed by 
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dividing the subsequently established rates by ninety-one hun. 
dredths. It awarded reparation to that basis. 


CRUSHED STONE RATES 


An order of dismissal has been made in No. 16638, Raleigh 
Freight Traffic Bureau vs. Atlantic Coast Line et al., mimeo. 
graphed, as to rates on crushed stone, from Columbia, S. C. to 
Wilford and Edwards, N. C. The Commission, by division No, 
3, found the past and present rates to Dean Siding, N. C., not 
unreasonable. It found that the reasonable rate from Columbia 
to Dean Siding, in the period of movement between January and 
September, 1924, would have been $1.89 per ton, and that the 
defendants should adjust their charges on the shipments to that 
point to the basis of that rate. 


LETTERED LAMP GLOBES 


The Commission, by division No. 3, in No. 16242, Doyle-Day. 
ton Company vs. Atchison, Topeka & Santa Fe et al., mimeo. 
graphed, has found the assailed rate, double first class, of $10.50 
per 100 pounds, on glass lamp globes, lettered, in boxes, in less 
than carloads, from Cincinnati and Brighton, O., to Los Angeles, 
Cal., applicable, but unreasonable, to the extent it exceeds $3.45, 
a commodity rate applicable to glass lamp globes, in less than 
carloads. The complaint alleged the higher rate was unreason- 
able and inapplicable. The globes in question are those put atop 
gasoline pumps lettered “Filtered Gasoline.” The defendants 
contended they were glass-globe signs and that, inasmuch as no 
commodity rate was provided, double first class applied on them. 
The report agreed with that contention, but said the rate was 
unreasonable to the extent indicated. Commissioner Cox dis- 
sented, but did not say why. The carriers are to publish the 
lower rate not later than March 6, and to make reparation. 


ROUGH LUMBER REPARATION 


A finding of unreasonableness and an award of reparation 
have been made in No. 16860, Liberty Cooperage & Lumber Com- 
pany vs. Erie et al., mimeographed, the Commission finding that 
a sixth class rate of 22 cents, applied to a carload of rough lum- 
ber shipped from North Lewisburg, O., to Chicago, in September, 
1923, was unreasonable to the extent it exceeded a commodity 
rate of 18.5 cents from Woodlawn (Cincinnati) to Chicago, North 
Lewisburg being directly intermediate over the route of move- 
ment. The Commission said its tariff check disclosed that the 
18.5 cent rate was subject to rule 77. It also added a quotation 
from Producers Refining Co. vs. Director-General, 69 I. C. C. 403, 
that it was not necessary to ask for the publication of the lower 
rate from the shipping point prior to the shipment in order that 
a shipper might take advantage of the rate held out by the rule. 


FRUIT AND VEGETABLE RATES 


The Commission, by division No. 3, in No. 15084, Walter 
Hill et al. vs. Atchison, Topeka & Santa Fe, mimeographed, has 
found rates on fresh fruits and vegetables, in carloads and less 
than carloads, from California points to Prescott, Ariz., un- 
reasonable. It has awarded reparation on shipment's from the 
Los Angeles group and prescribed new rates, applicable not 
later than March 6, on less than carload shipments. The Com- 
mission found that the rates on straight and mixed carloads from 
the Los Angeles group were unreasonable to the extent they 
exceeded 86.5 cents prior to April 12, 1922; that the rates on less 
than carloads from the same group were unreasonable to the 
extent they exceeded $1.55 prior to July 1, 1922, and from that 
date they had been, are, and for the future will be unreasonable 
to the extent they exceeded, exceed or may exceed $1.395; and 
that the rates on less than carload shipments from the San 
Francisco group are and for the future will be unreasonable to 
the extent they exceed or may exceed $1.60. It awarded repara- 
tion on shipments since June 26, 1921. 


STONEWARE RATES 

The Commission, by division No. 3, has dismissed No. 16776, 
American Clay Products Company vs. Pennsylvania et al., mimeo- 
graphed, finding the rates on stoneware, carloads, applied on 
three shipments from Crooksville and Roseville, O., to Phila- 
delphia, Baltimore, and Bushwick, L. I., were not unduly prejudi- 
cial. The complaint alleged the rates violated the first three 
sections. The Commission said that a case of undue prejudice 
was not made out by a mere showing of lower rates on a com: 
petitive commodity, in this instance, glassware. Commissioner 
Campbell dismissed, but did not say why. 


PULPWOOD REPARATION 


A finding of unreasonableness and an award of reparation 
have been made in No. 16229, Watab Paper Company vs. North- 
ern Pacific et al., mimeographed, as a rate on 63 carloads of 
pulpwood shipped from Soo Junction and Hendrie, Mich., to 
Sartell, Minn., in September, October, and November, 1920. The 
Commission, by division 3, found that the rate applicable on 
these shipments and the charges ultimately collected were UD 
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reasonable to the extent they exceeded 22.5 cents and awarded 
reparation to that basis. The Commission also discussed the 
question of the proper apportioning of the reparation between 
the Duluth, South Shore & Atlantic and the Northern Pacific. 
Upon the facts, it said, the proposed distribution of the 22.5 cent 
rate, 14.5 cents to the South Shore and 8 cents to the Northern 
Pacific, would seem to be reasonable. It said that it expressed 
that opinion at the request of the defendants in an effort to 
facilitate agreement. It said it made no definite finding and no 
order to that effect. It added that it did not claim any authority 
to apportion the rate found reasonable on these shipments when 
there was no prayer for a joint rate or any such rate prescribed 
for the future. 


GASOLINE CASE DISMISSED 


The Commission, by division No. 3, has dismissed No. 16041, 
Texas Company vs. Texas & Pacific et al. (mimeographed), find- 
ing the rate on gasoline and kerosene, in tank cars, from Gates, 
Tex. to Port Arthur, Tex., for export, not unreasonable. The 
complaint alleged the rate, between July 17 and October 26, 
1923, was unreasonable and unduly prejudicial. A rate of 24.5 
cents was applied. The Commission recited the facts with re- 
gard to changes in the rate and came to the conclusion that 
the variations therein were not causes for condemnation, al- 
though the carriers professed a willingness to make a reduction 
that was subsequently made. Complainant, the report said, 
conceded that neither a reduction of a rate by the carriers 
voluntarily, nor the expressed willingness to make such a re- 
duction was sufficient to prove that the former higher rate was 
unreasonable, but contended that this principle had no appli- 
cation where, as here, a request had been made to the carrier 
for a reduction prior to the time the carrier itself made the 
reduction and prior to the time the shipments moved. 

Commissioner Campbell, dissenting, said that if comparable 
rates had any value at all in determining the reasonableness 
of a rate, this one seemed to be a case where such method of 
proof was convincing that the assailed rate was unreasonable 
to the extent that it exceeded 22 cents. The complainant con- 
tended the rate was unreasonable to the extent it exceeded 20.5 
cents and asked for reparation exceeding $9,000. 


MISROUTING REPARATION 


A finding of misrouting and an award of reparation have 
been made in No. 16709, Dewey Brothers Company vs. Hocking 
Valley et al. (mimeographed), the Commission, by division No. 4, 
finding that two shipments of baled hay, from Delaware and 
Prospect, O., to Waynesville, N. C., made in 1923, were mis- 
routed by the Hocking Valley. The shipments, unrouted by the 
complainant, moved via Cincinnati. The Commission found that 
they should have been routed via St. Paul, and the Carolina, 
Clinchfield & Ohio. The Norfolk & Western claimed that a rate 
of 39.5 cents, cited in the case, was not applicable via that route. 
The Commission, however, interpreted the tariffs so as to have 
it apply. It awarded reparation for the difference between the 
applicable rate and combinations of 52.5 and 54 cents, which 
were collected. 


REPARATION ON ZINC DROSS 


Upon reconsideration, in No. 15752, B. Lissberger vs. Ches- 
apeake & Ohio et al., mimeographed, the Commission, by divi- 
sion No. 4, has found charges on zinc dross, carloads, from Ash- 
land, Ky., to Newport News, Va., unreasonable to the extent 
they exceeded 28.5 cents and has awarded reparation. Charges 


were collected at the rate of 30 cents. The original report was 
made in 101 I. C. C. 23. 


BULK APPLE RATES 


An order of dismissal has been made in No. 16610, William 
D. Lane et al. vs. Southern Pacific et al., mimeographed, the 
Commission, by division No. 4, finding the rates on apples, in 
ulk or in lug boxes without tops, in carloads, from California 
points to Detroit, in effect in 1921, unreasonable and unduly pre- 
judicial. The Commission authorized the waiver of undercharges 
because the rates collected were those applicable on apples in 
crates. In this case it found the applicable rates unreasonable 
to the extent they exceeded $1.50, the contemporaneous rate on 
apples in crates or boxes, 30,000 minimum. 


COTTONSEED RATES 


_ The Commission, by division No. 4, has dismissed No. 16415, 
Cairo Cotton Mills, Inc., vs. Mobile & Ohio et al., mimeographed, 
finding the rates on cottonseed, in carloads, from Light, Ark., to 
Cairo, Ill, not unreasonable. It further said the complainant 
had not been shown to have been damaged by any undue preju- 
dice that might have existed. It said the fact that the rate 


charged was subsequently reduced did not, of itself, show un- 
Teasonableness. 


SCRAP RATES INAPPLICABLE 


I Rs Commission, by division No. 4, has dismissed No. 16898, 


McCabe Lathe and Machinery Corporation vs. New York, 
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New Haven & Hartford et al., mimeographed, finding the rate on 
“scraps or pieces of iron or steel having Value for re-melting 
purposes only” not applicable to shipments of obsolete lathe 
parts from Providence, R. I., to Jersey City. Five carloads of 
obsolete lathe parts were shipped in April, 1924. The parts had 
been discarded, stored in the open at point of origin and at point 
of destination and were used for re-melting only, but the Com- 
mission said the arguments did not disclose any fundamental 
difference between this case and Western Cartridge Company 
vs. Director-General, 74 I. C. C. 654. 


CLAIM FOUND BARRED 


The Commission, by division No. 4, has dismissed No. 16560, 
Armour and Company vs. Director-General, as agent, mimeo- 
graphed, finding a claim for reparation on shipments alleged to 
have been misrouted, in 1918 and 1919, is barred by the statute 
of limitations. The claimant contended that the misrouting 
caused overcharges such as were contemplated by section 206(c). 
The complainant, the Commission said, relied principally on the 
wording of conference ruling 214(c) and various formal docket 
decisions. It said that in Brown Coal Company vs. Director- 
General, 87 I. C. C. 130, and in informal considerations of the 
question it had found that such damages as these were not 
overcharges. 


OVERCHARGE REPARATION 


A finding of overcharge and an award of reparation have 
been made in No. 16345, S. P. Bowers Company vs. Director- 
General, as agent, mimeographed, as to the charges on a ship- 
ment of piles, moving in two cars, from Hadley, Ala., to West 
New Brighton, N. Y. In this case the Director-General sent a 
check to the Gulf, Florida & Alabama, a non-controlled line for 
his share of the alleged overcharge, which, the report said, was 
not paid to the complainant. Under court procedure the prop- 
erty of that carrier was sold. The Director-General claimed the 
dispatch of his voucher was payment to the complainant. The 
Commission did not read the pertinent correspondence in that 
way. 


OUTSIDE SHOP REPAIR REPORT 


The Commission, in No. 12066, Construction and Repair of 
Railway Equipment, opinion No. 10864, 104 I. C. C., 352-66, has 
found the cost of repairs to locomotives of the Central Railroad 
Company of New Jersey, at outside shops, in the fall of 1921, 
and in 1922 and 1923, exceeded the cost of substantially similar 
work in its own shops. It further found the greater portion of 
such excess cost was an unreasonable expenditure for mainte 
nance of equipment and not in the interest of efficient and 
economical management as required by section 15a of the inter- 
state commerce act. A former report, 89 I. C. C. 751, was made 
as to repairs in shops other than those of the company, prior to 
September 16, 1921, the date of the earliest of the contracts 
discussed in this report. 

Five contracts were investigated, one with the American 
Locomotive Co. for the repair of ten locomotives; one with the 
Baldwin for the repair of fifteen; another with Baldwin for 
the repair of twenty-five; another with the American for the 
repair of seventeen and one contract with the Crucible Steel 
Co. for the repair of fifty, a total of 117. 

The Commission found that the total cost of repairs to the 
ten locomotives under the first contract, including materials 
furnished by the railroad company, was $168,055, which it 
calculated was an average excess of $595, on two of the ten and 
an average excess of $1,428 on the other eight. On the first 
Baldwin contract the Commission estimated the excess average 
of $4,484 per locomotive. Under the second Baldwin contract 
of October 11, 1922, the Commission estimated an average 
excess of $8,528. The average excess on the two contracts was 
estimated at $5,223 per locomotive. It treated each group 
separately and subdivided some of them into smaller groups. 

The average cost of repairs to the locomotives sent to the 
Crucible shops was stated at $18,530 per unit, with an average 
excess of $13,358.55 per locomotive, or a total excess of 
$667,927.51. 

In its conclusions the Commission said the respondent had 
failed to show any necessity for incurring excess expenditures 
as a result of sending out locomotives in the fall of 1921. It 
said no necessity existed for a resort to outside shops. Specifically 
it said its action in executing the American and Baldwin con- 
‘tracts of 1921 was not the exercise of efficient and economical 
Management. As to the American and Baldwin contracts in 
1922 it said that the situation then confronting the company 
justified it in seeking some outside help. But it said it was 
unable to say to what extent the situation would have been 
relieved had the company increased the hours of work at its 
Elizabethport shop. 

As to the Crucible contract and in summing up an investiga- 
tion in which Commissioners Hall and Woodlock did not 
participate, the Commission said: 


The Crucible contract of March 18, 1923, presents a situation 
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somewhat different from that which existed during the preceding 
fall. Respondent contends that the primary purpose of this cost- 
plus contract was to prepare for the following winter, then nine 
months off. At the time this contract was executed, respondent’s 
principal shop was manned with a full force of competent em- 
ployes, including a large number of former employes who had 
returned to work. The scheduled hours at the Elizabethport shop 
were lower than during previous claimed emergencies. Delivery was 
expected of 46 new locomotives, which would add 13 per cent to 
respondent’s existing power, and 35 locomotives remained to be 
repaired under the American and Baldwin contracts. With this 
situation existing, and with a period of nine months in which to 
prepare for the coming winter, it does not appear that it was in the 
interest of economical and efficient management for respondent to 
bind itself for the repair of 50 locomotives, on a contract based on 
the cost of labor, plus 150 per cent, plus cost of material, plus 10 per 
cent of the total profit, and with a concern that had practically no 
experience and no suitable equipment for making locomotive repairs. 
Clearly, had some outside assistance been necessary at that time, it 
would have been a more practical demonstration of economical and 
efficient management had respondent first operated its shops to their 
fullest capacity, instead of reducing the hours during the life of the 
— contract, after it became apparent that such help must be 
ad. 

Upon this record we find that the excess expenditures under the 
Crucible contract represent improvidence in management which 
should be considered when fixing rates intended to yield the standard 
return contemplated by law. 


SWITCHING CHARGES ILLEGAL 


The Commission, by division No. 3, in No. 16352, Sturges 
Company et al. vs. Alabama & Vicksburg et al. (mimeographed), 
has found switching charges on shipments received in transit 
at Meridian, Miss., were illegally assessed and awarded repara- 
tion. The complainants, shippers of grain, grain products, 
alfalfa meal, hay, and other feedstuffs, alleged the Mobile & 
Ohio collected, illegally, switching charges of $1.50 prior to July 
1, 1922, and $1.35 thereafter. They claimed there was an ab- 
sorption provision in the tariff to the benefit of which they were 
entitled, but that notwithstanding such provision, no refunds 
had been made to them. The Commission said the sole point 
in issue was whether the absorption provisions of the outbound 
carriers published for application at Meridian should be found 
applicable on the shipments involved, notwithstanding the fact 
that the shipments did not originate at and were not ultimately 
destined at Meridian, but merely stopped temporarily at that 
point on their through journey. The Commission found that on 
outbound shipments made by the complainants on and after June 
30, 1922, to competitive points on all connecting lines, defend- 
ants herein, other than the Southern, as defined in their re- 
spective tariffs, and on all outbound shipments forwarded on 
and after that date over the lines of the Southern, switching 
charges of $1.50 prior to July 1, 1922, and $1.35 thereafter, were 
illegally assessed and that complainants were entitled to rep- 
aration. 


SECTION 154A APPLICABLE 


The Commission, by a six to five vote, in finance docket 
No. 3392, sub No. 1, Application of Section 15a to the Lacka- 
wanna & Wyoming Valley Railway, mimeographed, has found 
that the provisions of section 15a of the interstate commerce 
law are applicable to the carrier mentioned. The Commission- 
ers dissenting are Meyer, who wrote his views, Aitchison, 
Esch, Lewis and Woodlock, who, Commissioner Meyer said, 
authorized him to say they joined in the expression of dissent 
made by him. 

In its report in Application of Section 15a, 86 I. C. C. 751, 
the report pointed out, the Commission announced certain gen- 
eral principles to be applied in determining whether individual 
electric railroads were included within or excluded from the 
provisions of the section. That report was issued following a 
hearing at which a considerable number of electric lines, such 
as the Lackawanna & Wyoming, expressed their views as to 
the construction tio be placed upon that part of the statute. No 
attempt, said the report, was made at that hearing to establish 
a record upon which the status of any particular carrier could 
be determined. It was announced then that such further pro- 
ceedings would be had as might be found necessary in dealing 
with individual companies. 

General orders issued under section 15a, requiring reports 
of value and of railway operating income, were served upon 
the Lackawanna & Wyoming. It failed to file the reports re- 
quired by the orders, claiming exemption from the provisions 
of the section. A formal hearing was had and the case was 
argued, orally, and on brief. 

The road was formed by the merger of four electric lines. 
It was testified, said the report, that these lines were not 
intended for the regular handling of freight, but that the effort 
to engage in freight transportation, regularly, was made later 
with a view to increasing revenue. The main line of the carrier, 
double-tracked extends between Wilkes-Barre and Scranton, 
Pa., distance of approximately 20 miles. It has a branch, about 
31%, miles long from Scranton to Dunmore, Pa. Its freight 
revenue in 1923 was 20.02 per cent of the whole revenue and 
the average from 1912, to 1923, inclusive, the report said, was 
about 14.6 per cent. The line was not under federal control, 
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claimed no recognition under either section 204 or under see. 
tion 209 of the transportation act. It was held not to be sub- 
ject to the jurisdiction of the Railroad Labor Board. Its rates 
for transportation, both passenger and freight, and the wages 
paid its employes are lower, says the report, than those of the 
steam roads in the same territory. In disposing of the case, 
the Commission said: 


Notwithstanding the substantial disparity between the circum- 
stances of this carrier and those of most steam roads, it does not 
follow that we can give that fact controlling weight in construing 
the law. Had Congress intended that section 15a should be applied 
to only such electric lines as are substantially similar in their opera- 
tions and traffic to steam railroads generally, it could easily have 
made that intention plain by appropriate language. The fact that 
in some sections of the statute Congress, in effect, specified the pro- 
portion of freight revenue constituting the jurisdictional qualifica. 
tion must be taken as an indication that it purposely omitted such 
a specification in the jurisdictional paragraph of section 15a. In that 
paragraph which we must here construe, interurban electric rail- 
ways are segregated from street or suburban electric railways. From 
the term ‘“‘carrier’’ as used in that section there are certain spe- 
cific exclusions, among them: 

“(b) Street or suburban electric railways unless operated as a 
part of a general steam railroad system of transportation.” 

But the exclusion of interurban electric railways is made subject 
to an additional and alternative condition. It reads: 

“(c) Interurban electric railways unless operated as a part of 
a general steam railroad system of transportation, or engaged in 
the general transportation of freight.” 

It is significant that in none of the other statutory provisions 
to which the carrier refers in support of its contention is there to 
be found the phrase ‘‘engaged in the general transportation of freight.” 
It is significant, also, that in those other provisions street or urban, 
suburban and interurban electric railways are treated collectively. 

We are unable to find warrant for a holding that a carrier which 
not only makes provision by its facilities and through the publication 
of tariffs for the handling of practically all classes of freight, but 
does, in fact, carry a large variety of commodities in substantial 
amounts, is not engaged in the general transportation of freight 
within the meaning of section l5a. 

We find that, under the circumstances existing during the period 
covered by this record, the provision of section 15a of the inter- 
State commerce act are applicable to the Lackawanna & Wyoming 
Valley Railroad Company. The carrier will be expected to comply 
promptly with our orders issued under that section, for the period 
in question and until otherwise notified. Future changes in the traf- 
fic or operations of the carrier may justify a change in its classi- 
fication. In order that we may be advised of any such changes, the 
carrier will be required to furnish periodical or special reports, as 
stated in our report in Application of Section 15a, supra. 


Commissioner Meyer, dissenting, said: 


In determining the intent of Congress as to the application of 
section 15a to electric lines, consideration must be given to the 
section as a whole, and to the effects that would follow the in- 
clusion or exclusion of carriers of any particular class. In the de- 
velopment of the plan for rate-making and for the recapture of a 
portion of the earnings of the carriers which under the general rate 
adjustment received a return of more than six per cent, Congress 
evidently had in mind the steam railroad system of the country, 
then very largely under Federal control. The collective treatment 
of the carriers, including the sharing of benefits as well as burdens, 
made necessary the limitation of the application of the law to such 
classes of carriers as were in position to take part in the general 
scheme. It appears that only about seven per cent of this carrier’s 
revenue for the year 1922 was derived from rates subject to our 
jurisdiction and the record indicates that the proportion is now 
even less. This situation is characteristic of interurban electric 
freight-carrying lines. The report of the majority will place us in the 
anomalous position of fixing the fair return of a considerable group 
of carriers whose traffic is very largely beyond our jurisdiction. 

It may be that when this question shall have been presented, 
as a matter of law, the Supreme Court will sustain the majority 
view. However, until this happens we shall give the phrase “er- 
gaged in the general transportation of freight’? a practical and work- 
able construction, consistent with the orderly progress of our work. 
I find nothing in the letter of the law, nor in its spirit, which com- 
pels us to adopt the construction which the majority report sus- 
tains. 


REORGANIZATION OF I. C. C. 


The sub-committee of the Senate interstate commerce com- 
mittee, headed by Senator Smith, of South Carolina, appointed 
to draft a bill providing for appointments to the Commission 
on a regional basis, held an executive session January 16, at 
which Commissioner Esch, of the Commission, appeared. Mem- 
bers of the committee said they had simply sought information 
in connection with the proposed legislation and that the question 
of whether or not there should be such legislation was not taken 
up with Commissioner Esch. 


Senator Smith said this week his sub-committee had tenta- 
tively agreed on increasing the memebrship of the Commisson 
by one in connection with the proposed bill providing for ap- 
pointments on a regional basis. He said the sub-committee had 


_ not yet determined the number of geographical districts from 


which appointments would be made. 





ALL STEEL TARIFF FILE 


The Automatic File and Index Company is now producing 
an all steel tariff file with all the improved features of its 
automatic expanding wood-steel line. It has also adopted a sell- 
ing plan whereby responsible concerns have the privilege of 
installation on trial to test adaptibility of equipment to their 
requirements. 
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OUT-OF-LINE WAIVER CASE 


A dismissal of No. 17159, Southern Kansas Grain and Grain 
Products Association vs. Chicago, Rock Island & Pacific et al., 
has been proposed by Examiner G. J. Hall. He said the Com- 
mission should find the defendants’ (Rock Island and Missouri 
Pacific) transit rules and regulations and waiver of out-of-line 
charges at Kansas City, on grain and products originating at 
points in Kansas, Nebraska, Colorado and Missouri, destined 
to interior points in Texas and Louisiana, or to Texas and 
Louisiana gulf ports for export, were not unjustly discriminatory 
or unduly prejudicial. 

Examiner Hall said except only that the form of the pro- 
ceeding was different and that different carriers were involved, 
the situation complained of was substantially similar to and was 
a direct outgrowth of that considered in I. and S. No. 2420, 
Transit at Kansas City, 101 I. C. C. 696. He said the issue in 
that case was the justification of a tariff filed by the Santa Fe 
proposing to waive out-of-line charges on grain and grain prod~ 
ucts, transited at Kansas City, for reshipment, under domestic 
and export rates to destinations in Texas and Louisiana, and to 
Texas ports, from points on its line, in the same general terri- 
tory as that covered by the formal complaint, with which was 
joined for hearing and disposition a sub-number, Same vs. Mis- 
souri Pacific. In that case the Commission found the proposals 
of the carriers not justified because they involved out-of-line 
hauls ranging from 273 to 538 miles, the average being 278 miles. 
In that case it said that although the record would not support 
the conclusion that the earnings derived from the application 
of the rates via Kansas City, would be non-compensatory as a 
whole, that fact of itself did not establish that the substantial 
out-of-line hauls did not constitute wasteful transportation. 

In this case the complainant alleged the rates were unjustly 
discriminatorv and unduly prejudicial to complainant’s members 
at interior points in Kansas and unduly preferential of their 
competitors at Kansas City in that the effect of such transit 
rules and regulations was to influence the movement of grain 
and grain products from the origin territory, west and southwest 
of Kansas City, to Kansas City, thereby depriving its members, 
for whom like transit arrangements were not published, of the 
advantages of their locations. ‘ 

Atchison, Kansas City and St. Joseph grain, milling and feed 
interests intervened in oppositiof to the complaint. The Santa 
Fe also intervened, but, according to the examiner, neither sup- 
ported nor opposed the relief sought, which was the publication 
of non-discriminatory and non-prejudicial transit rules for the 
future. He said the testimony was limited to situations at Ar- 
kansas City and Wichita, although the complainant represented 
grain and milling interests at other points in southern Kansas. 

While the examiner said this case was similar to and the 
direct outgrowth of the suspension case mentioned he said the 
determination of the question in this case was not to be judged 
in the light of what the Commission found, on a different record 
in I. and S. No. 2420. In summing up this case, he said: 


The reasonableness of the existing rates from the interior points 
is not here questioned. Neither does complainant contend that the 
movement of grain should be restricted wholly to the direct routes, 
despite the fact that that would be the only logical result of granting 
the relief sought. It is generally admitted that the conditions sur- 
rounding the handling and marketing of grain are such that this 
commodity must be able to move freely to all points at all times, 
and to do so there must be a choice of routes available, some of 
which necessarily will be longer than others. The route of the 
Missouri Pacific through Kansas City is of the latter type, but it 
is not longer than numerous other routes open to complainant of 
which no complaint is made. Therefore, the Kansas City route may 
be condemned, if at all, only in the event that it produces some 
unlawful result. The determination of this question is not to be 
judged in the light of what the Commission found on a different 
record in L & S. No. 2420, but rests upon the facts of record here. 
Do these facts sustain. complainant’s allegation of undue prejudice 
under section 3? If not, the complaint must be dismissed. More- 
over, the average out-o-line haul in this case is just about equal 
to the minimum out-of-line haul condemned in I. & S. No. 2420. 

To constitute undue prejudice under section 3, two conditions are 
essential: (1) The prejudice suffered by one party must be the 
source of positive advantage to the one alleged to be preferred, 
and (2) a competitive relationship must exist between the parties or 
the commodities concerned. If these conditions do not coexist, 
there is no undue prejudice. This is settled doctrine. It is also 
settled that the prohibition of the third section is directed against 
undue prejudice or undue preference arising from the voluntary and 
wrongful act of the carriers complained of, and does not relate to 
acts the result of competitive conditions wholly beyond the control 
of such carriers provided the rates established thereunder are com- 
pensatory and no lower than necessary to meet such competition. 
The record is conclusive that the two conditions essential under 1 
and 2 do not coexist. There is competition between Kansas City 
and the interior points, but no positive advantage results to 
Kansas City because of the rates established under the assailed 
transit rules. These rates are also shown to be compensatory. As 
heretofore stated, these competing points pay the same rates from and 
to practically all points involved. Under the transit rules defendant 
has merely established rates via Kansas City which will enable 
it to meet competitive conditions beyond its control at that point. 
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These competitive conditions still prevail. The relationship existing 
between Wichita, for example, and Kansas City has not been 
affected by the establishment of the transit rules, and would not 
be altered if such rules had not been established or were now with- 
drawn. Complainant made no investigation to ascertain the effect 
of these rules on the grain trade at the interior joints, nor was 
it able to say whether such rules had influenced the movement of 
a single carload of grain to Kansas City which would otherwise 
have gone to Wichita. Its principal reason for bringing these 
complaints was to forestall another attempt of the Santa Fe to 
cancel its rules. 

Complainant’s contention that it is entitled to rightfully con- 
sider the southern Kansas grain fields its own territory to the 
exclusion of other markets, is not well taken. To admit the sound- 
ness of this contention would be equivalent to giving its members 
a monopoly of the grain trade therein. That would not be to the 
best interests of the Kansas farmer, who is entitled to the full 
benefit of his location just as much as the interior buyers are. The 
best that complainant can ask for is a reasonable and nonprejudicial 
basis of rates from this territory. Peoria Board of Trade vs. A. T. 
& S. F. Ry. Co., 44 I. C. C. 42, 419, and cases therein cited. While 
this Commission has said that it is not the function of a railroad 
to so adjust its rates as to offset or neutralize the natural advantages 
or disadvantages accruing to any points because of its location, 
it,has also said that the opportunity to buy in a widely extended 
market is a valuable one to merchants in that it presents a larger 
field for competition and ordinarily offers the best quality at the 
lowest price; that a carrier has no right, by refusing reasonable 
through routes and joint rates, to restrict or circumscribe this op- 
portunity either in the interests of itself or of the industries located 
along its line; and that railroads must so adjust their rates as to 
permit commerce to move freely. 

The Commission should find that defendants’ transit rules and 
regulations and waiver of out-of-line charges at Kansas City on 
grain and grain products from and to the points covered by the com- 
plainants, are not unjustly discriminatory or unduly prejudicial. 
The complaints should be dismissed. 


NORTHBOUND CANNED MEATS 


Attorney-Examiner F. C. Hillyer, in No. 14629, Armour & 
Company vs. Louisville & Nashville et al., said the Commission 
should find the rates on canned meats, carloads, from Atlanta to 
Chicago unreasonable, prescribe new ones and award reparation. 
The report is based on a rehearing. The original report was 
made in 93 I. C. C. 360. In that report the Commission, by divi- 
sion No. 3, found the rates not unreasonable and dismissed the 
complaint. The case was reheard on the complainant’s petition. 
The complaint contains a claim for reparation on 21 carloads 
shipped from the complainant’s branch at Atlanta to Chicago, 
between November 1, 1921, and October 1, 1922. Charges were 
assessed on the applicable fifth class rates of 83 cents to the 
Ohio river and 31.5 cents beyond prior to July 1, 1922, and 74.5 
and 28 cents on and after that day. The complaint was directed 
to the component from Atlanta to the Ohio river. 

After citing rate comparisons, and decisions on the question 
of rates and reparation, the examiner said: 


In Cakes & Co. vs. Oregon Short Line R. R., 96 I. C. C. 95, 
reparation was awarded on one carload of canned goods, including 
chili sauce, from Fairport, N. Y., to Boise, Idaho. This article was 
not included in the commodity description along with catsup, kraut, 
milk, etc. The commodity rate on canned goods, on which reparation 
was based, was 65% per cent of a prescribed class rate. In a num- 
ber of decisions the Commission has awarded reparation where specific 
articles were omitted from tariff description under generic terms. 

The Commission should find: That the through rates assailed were, 
are and for the future will be unjust and unreasonable to the extent 
that the factors from Atlanta to the Ohio River crossings exceeded, 
exceed or may exceed the contemporaneous factors of the through 
rates on canned goods, in carloads, from and to the same points 
namely, 39.6 cents prior to July 1, 1922, and 35.5 cents on and since 
that date; that complainant made the shipments as described and 
paid and bore the charg éreon at the rates herein found un- 
reasonable; that complainant has been damaged thereby in the 
amount of the difference between the charges paid and those which 
would have accrued upon the bases herein found reasonable and is 
entitled to reparation with interest. Complainant should comply with 
rule V of the Rules of Practice. 





PRINTING PAPER RATES 


Examiner Horace W. Johnson, in No. 16816, Jessup & Moore 
Paper Company vs. Baltimore & Ohio et al., said the Commis- 
sion should find charges collected on a carload of printing paper, 
in bundles, from Providence, Md., to Richmond, Va., not unrea- 
sonable or otherwise unlawful, but that it should find the charges 
collected on another carload of printing paper, in bundles and 
boxes, from Providence to Richmond, unreasonable, prescribe a 
reasonable basis for the future and award reparation. He said 
the Commission should find the rate on printing paper, carloads, 
from Wilmington, Del., to Richmond, Va., not unreasonable or 
otherwise unlawful. 

The complaint alleged the rates in effect from Providence 
and Wilmington to Richmond on printing paper in carloads were 
and are unjust and unreasonable to the extent they exceeded 
or exceed 19 cents. The Commission was asked to award rep- 
aration on two carloads forwarded by the complainant from 
Providence to Richmond on November 12 and 22, 1924, and to 
prescribe just and reasonable rates for the future. As to the 

































































































shipment of November 12, 1924, containing paper in both bun- 
dles and boxes, the examiner said the Commission should find 
the rate unreasonable to the extent it exceeded 30 cents. 

A further finding, the examiner said, should be that the 
present charges on printing paper from Providence to Richmond, 
when in straight carloads, in boxes, or in mixed carloads, in 
bundles and boxes, are and for the future will be unreasonable 
to the extent they exceed or may exceed the charges which would 
accrue at a rate of 30 cents per 100 pounds, minimum 36,000 
pounds. 


COMMON BRICK REPARATION 


A finding of unreasonableness and inapplicability and an 
award of reparation have been proposed by Attorney-Examiner 
John McChord, in No. 17450, W. G. Bush and Company vs. Lou- 
isville & Nashville et al., as to rates charged on common brick 
from Nashville, Tenn., to Morehead, Ky.. The complainant al- 
leged that the rates on nine carloads shipped in December, 1924, 
and subsequent dates, were unreasonable, unjustly discrimi- 
natory, unduly prejudicial and unlawful, in violation of the first 
three and sixth sections of the interstate commerce law. The 
Commission was asked to establish reasonable rates from Nash- 
ville to Morehead and Ashland and points taking the same rates 
and to award reparation. 

McChord said the Commission should find the charges col- 
lected on the shipment of December 6, 1924, were illegal as an 
overcharge to the extent they exceeded those that would have 
accrued at the applicable rate of 16.4 cents a 100 pounds and 
were unreasonable to the extent they exceeded those that would 
have accrued at a rate of 14.5 cents; that the charges collected 
on shipments made between December 12, 1924, and May 6, 1925, 
were illegal as overcharges to the extent they exceeded those 
which would have accrued at the then applicable commodity 
rate of 13 cents; that the charges on shipments after May 6, 
1925, were unreasonable to the extent they exceeded those that 
would have accrued under a rate of 15.5 cents, minimum 30,000 
pounds, and that complainant was entitled to reparation. 


COTTON PULP BOARD 


Examiner Henry B. Armes, in No. 17013, Viscose Company 
et al. vs. New York Central et al., said the Commission should 
find the rates on cotton pulp board, carloads, from Nitro, W. 
Va., to Marcus Hook and Lewistown, Pa., and Roanoke, Norfolk 
and Newport News, Va., not unreasonable and dismiss the com- 
plaint. Complainants were the Viscose company and a subsidi- 
ary. They alleged the rates on cotton pulp board were unjust 
and unreasonable. 

The existing rates are 90 per cent of sixth class. The com- 
plainants asked for rates not exceeding 80 per cent of that class. 
The examiner said that in the recent case of Lafayette Box 
Board Paper Company vs. Akron, Canton & Youngstown, 101 I. 
C. C. 273, cited by the defendants, the complainants sought a 
rate basis of 80 per cent of sixth class on strawboard between 
points in central territory and from points in that territory to 
Canadian and Trunk Line territories and offered to accept a min- 
imum of 40,000 in connection with such a basis. One of the cir- 
cumstances urged by the complainant in that case in support of 
its contention, said the examiner, was the existence of com- 
modity rates on strawboard, in a part of central territory ranging 
from 43 to 73 per cent of sixth class. But the Commission dis- 
missed that complaint, saying, in the course of its decision, that 
all the boards in the general list on which the rating of 90 per 
cent of sixth class applied, “are so similar from the standpoint 
of manufacturing process, value, use and transportation char- 
acteristics that they naturally fall into one group and should be 
accorded a common basis of rates. This has been thoroughly 
established by earlier cases.” 

He indicated that the Commission, for the same reason, 
should dismiss this complaint. 





NITRATE OF SODA REPARATION 


A finding of unreasonableness, undue prejudice and an 
award of reparation have been recommended by Examiner C. W. 
Griffin, in No. 16673, Canton Chemical Company vs. Lehigh Val- 
ley Railroad Company, as to a rate of 13 cents on imported 
nitrate of soda, carloads, from New York, N. Y., to Greensand, 
N. J. Griffin said the Commission should find the rate was un- 
reasonable to the extent it exceeded 11.5 cents, and award repa- 
ration to that basis. 


DRESSED GRANITE RATES 


Attorney-Examiner John McChord has recommended the dis- 
missal of No. 16862, Henry A. Mason vs. Montpelier & Wells 
River et al., on a finding that rates charged on six cases of 
dressed granite, from South Ryegate, Vt., to Columbus, O., were 
applicable. The rate charged was 61 cents in alleged accord- 
ance with Rule 26. It was complainant’s contention that since 
no authority was granted for establishing rates dependent on 
value on this traffic, the limitation attached in the tariff was 
void, but that the rate without the restriction, was lawful and 
applicable. The examiner said that following the decision in 
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Crown Overall Manufacturing Company vs. Director General, 100 
I. C. C. 471, it should say that the rate of 28.5 cents limited to 
granite of certain value was not a released but an actual value 
rate, and that the restriction therewith was not void. 


RATES ON SULPHURIC ACID 


Examiner Paul O. Carter, in No. 16935, Apache Powder 
Company vs. Atchison, Topeka & Santa Fe et al., said the Com- 
mission should find rates on sulphuric acid, carloads, from El] 
Segundo and Nadeau, Cal., and points taking the same rates, to 
Curtiss, Ariz., unduly prejudicial between April 1, 1923, and May 
29, 1925, and unreasonable since April 1, 1923, but not unjustly 
discriminatory. He said it should prescribe rates for the future, 
in connection with the finding of unreasonableness not greater 
than 41 cents, actual weight in tank cars. 

The report also embraces No. 16966, Apache Powder Com- 
pany vs. El Paso & Southwestern et al., relating to the rate on 
sawdust, from Los Angeles and points taking the same rates to 
Curtiss, since April 7, 1923. Carter said that the rate on saw- 
dust should be found unreasonable to the extent it exceeded, ex- 
ceeds or may exceed 30 cents, and award reparation to that 
basis. 


REPARATION ON GASOLINE 


A finding of undue prejudice and preference and an award 
of reparation have been proposed by Examiner John H. Howell, 
in No. 15352, Pioneer Oil and Refining Company vs. San Antonio 
Southern et al., as to a rate of $1.445 charged on ten carloads of 
gasoline shipped between February 9 and 21, 1921, from Somer- 
set, Tex., to Phoenix, Ariz. He said the Commission should find 
the assailed rate subjected the complainant to undue prejudice 
and disadvantage and unduly preferred its competitors at other 
Texas points to the extent that the $1.445 rate exceeded $1.26 
per 100 pounds. 


WINDOW GLASS RATES 


Examiner John H. Howell has recommended the dismissal 
of No. 16895, Towers Hardware Company vs. Pennsylvania et al., 
on a finding that a rate of 59 cents on one carload of window 
glass from Jeannette, Pa., to Jacksonville, Fla., over a rail and 
ocean route, in September, 1924, was not unreasonable, unjustly 
discriminatory, or unduly prejudicial. 


SOYA BEAN RATE CASE 


Examiner R. L. Shanafelt has recommended the dismissal 
of No. 16020, Manufacturers’ Association of Chicago Heights vs. 
Baltimore & Ohio et al., on a finding that the rate applicable on 
soya beans, carloads, from Norfelk, Va., to Chicago Heights, IIl., 
in June, 1922, was not unreasonable. Thirteen shipments were 
involved. A rate of 51.5 cents was charged on ten shipments 
and 52.5 cents on three of them. The complainant contended, 
the Examiner inferred, from his testimony, that the rate on 
wheat should have been applied to soya beans. 


LUMBER REPARATION PROPOSED 


A finding of undue prejudice and an award of reparation 
have been proposed by Examiner R. N. Trezise in No. 16909, 
S. A. Foster Lumber Company vs. Valley & Siletz et al., on a 
finding that rates charged on many carloads of lumber from 
Foster, Ore., to destinations in Colorado, Iowa, Kansas, Missouri, 
Nebraska, Utah and Wyoming to the extent that the rates from 
the shipping point of the complainant exceeded those contem- 
poraneously maintained from the coast group to the destinations 
named in the complaint. Trezise found that the complainant 
had been compelled to shrink its prices to meet the competition 
from the coast group mills and that it was damaged to the 
amount of the difference in the rates. The railroads contended 
that an award of reparation to the complainant would result in 
undue prejudice to other shippers who might have paid the 
higher basis of rates under the competition alleged in this case. 
The examiner said there was no evidence to show that other 
shippers were compelled -to shrink their prices in order to meet 
the competition of shippers in the coast group. Had other ship- 
pers, he added, been damaged as the result of undue prejudice, 
proper recourse was at their command. 


SAND TO INDIAMA 


Examiner Burton Fuller has advised the Commission to dis- 
miss No. 16250, Indiana State Chamber of Commerce vs. Balti- 
more & Ohio et al., on a finding that rates on sand, carloads, 
from the Ottawa, IIl., district, to destinations in Indiana are not 
unreasonable. The report also covers No. 16296, Terre Haute 
Chamber of Commerce vs. Baltimore & Ohio Chicago Terminal 
et al. 


CANNEL COAL RATES 


Examiner J. F. Eshelman has recommended the dismissal of 
No. 16642, Francis M. A. Leach vs. Cincinnati, New Orleans & 
Texas Pacific et al., on a finding that rates on cannel coal from 
Cannel City, Ky., to destinations in New York and New Jersey 
are not unreasonable. The examiner said that the complainant 
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sought reparation to the basis of subsequently established rates. 
He said that while that was what the complainant sought he 
claimed that rates of $3.42 to New York rate points and $3.65 to 
Tuckahoe, equal to the Cannel City-Cleveland combination and 
the rates from Bessemer, Pa., to those destinations which ap- 
plied through Cleveland would have been reasonable. 


KNOCKED DOWN BOXES 


A finding of unreasonableness and an award of reparation 
have been proposed by Examiner J. Edgar Smith in No. 16858, 
Beatrice Creamery Company vs. Atchison, Topeka & Santa Fe 
et al., as to rates charged prior to July 10, 1922, on paper boxes, 
knocked down, flat, not corrugated, in carloads, from Chicago, 
Ill., to Oklahoma City, Denver, Topeka, and Lincoln. He said 
the Commission should find that reasonable rates on the ship- 
ments in question would have been those made in accordance 
with the Commission decision in Minnesota & Ontario Paper 
Company vs. Northern Pacific, 66 I. C. C. 571, and that repara- 
tion should be awarded to that basis. 


TRANSFORMER CORE RATES 


A finding of unreasonableness, and an award of reparation 
have been recommended by Examiner Myron Witters, in No. 
16987, Tennessee Electric Power Company vs. Louisville & Nash- 
ville et al., and parts of fourth section application No. 1952, as 
to the rating and rates on transformer cores. He said the Com- 
mission should find the first class rating in Southern Classifica- 
tion on such cores, in carloads, unreasonable to the extent it 
exceeds fifth class and the charges collected on one carload of 
cores from Ocoee, Tenn., to Pittsfield, Mass., unreasonable and 
award reparation, amounting to $553. A rate of $2.195 was ap- 
plied. The examiner said reparation should be awarded down 
to a rate of $1.13. 


CRUDE FELDSPAR RATE 


Examiner John H. Howell, in No. 15980, Green Hill Mining 
Company et al. vs. New York Central et al., said the Commission 
should find unreasonable the rate on crude feldspar, in carloads, 
from DeKalb Junction, N. Y., to Manchester, Conn., and award 
reparation. The complainants alleged the rate of 25 cents was, 
is, and will be, unreasonable, unjustly discriminatory, and, as 
compared with relatively lower rates on the same and similar 
commodities, between other points, unduly prejudicial to them 
and unduly preferential of other shippers, consignees and locali- 
ties. The Commission was asked to prescribe reasonable rates 
and to award reparation. The examiner said the Commission 
should find the rate was, is, and will be, unreasonable to the 
extent it exceeded, exceeds, or may exceed 19 cents per 100 
pounds and award reparation on that basis. 





RAILROAD LEGISLATION 


Representative Morrow, of New Mexico, has introduced a 
bill (H. R. 8045) amending the transportation act so that the 
Commission would not have jurisdiction over construction of 
new railroads wholly within states. 

Representative Doyle, of Illinois, has introduced a bill 
(H. R. 7480) to prohibit the collection of a surcharge on travel 
in parlor and sleeping cars. 

Representative Yates, of Illinois, has introduced in the 
House a bill (H. R. 7472) identical with that recently intro- 
duced in the Senate by Senator Cummins, to punish the trans- 
portation of stolen property in interstate and foreign commerce, 
and referred to as the national property theft act. 


EMERGENCY CONTROL PROPOSED 


Representative Bloom, of New York, has introduced the 
following bill (H. R. 7671) to authorize the President to take 
control of and transport the necessities of life: 

Be it enacted by the Senate and House of Pepresentatives of 
the United States of America in Congress assembled, That when an 
emergency exists in the production of or transportation of any neces- 
sity of life through the suspension of or lessening of operation of 
A € means of production of or transportation of any necessity of 
ife for a period of at least thirty days, so that the normal supply of 
the necessity of life for a period of at least thirty days, so that the 
normal supply of the necessities of life and transportation thereof are 
Suspended or lessened and the free and normal operation of industry 
are impaired, the President, in order to safeguard the public health 
= protect and promote the public welfare, is authorized to take 
ha oraty control of any or all means of production or of transporta- 
a of any necessity of life and proceed with the production and 
fansportation thereof until the emergency shall have passed. 


ANTHRACITE COAL STRIKE 


; Senator Copeland, of New York, has offered a resolution di- 
recting the President to take possession of and operate anthra- 
cite coal mines because of the strike in the anthracite fields. 
The resolution would authorize and direct the President to des- 
‘gnate the Interstate Commerce Commission as federal fuel 
distributor during the emergency. The Commission would have 
ull power to deal with the transportation and distribution of 
sathracite coal. The sum of $10,000,000 would be appropriated 
; Pst out the terms of the resolution. The resolution was 
elerred to the interstate commerce committee. 





THE TRAFFIC WORLD 221 


GOODING BILL APPROVED 


The Trafic World Washington Bureax 


Within less than 24 hours after it had concluded hearings 
on the Gooding bill, the Senate interstate commerce committee, 
at an executive session on the afternoon of January 21, adopted 
a favorable report on the measure. Members of the committee 
said no roll call vote was taken. Chairman Watson said four 
members of the committee were against the bill. The senators 
who were present were Watson, Cummins, Gooding, Couzens, 
Pine, Sackett, Smith, Pittman, Bruce, Wheeler and Mayfield. 
The members of the committee who were absent were Fernald, 
Fess, Howell, Goff, Underwood and Dill. The members of the 
committee who were understood to favor the bill included Cum- 
mins, Gooding, Couzens, Smith, Underwood, Pittman, Dill, 
Wheeler, Mayfield and Howell. 

Senator Pittman predicted early passage of the bill by the 
Senate. He said there would be more votes for the bill at this 
session than for the Gooding bill that was passed by the Senate 
last year. 

As soon as the Senate has passed the bill, which it is gen- 
erally believed it will do, proponents of the measure will seek 
action before the House committee on interstate and foreign 
commerce. Proponents of the bill are optimistic as to the 
chances for favorable action in the House. The Gooding bill 
was killed by the House committee last year, but, because the 
present bill is restricted to prohibition of fourth section relief 
on the ground of water competition, its proponents assert it will 
get through the House at this session. 


Commission Opposes Bill 


Commissioner Esch, speaking for a majority of the Com- 
mission, opposed enactment of the Gooding bill before the com- 
mittee January 18. Mr. Esch read separate expressions of opin- 
ion by Chairman Eastman and Commissioners Campbell, Mc- 
manamy, and Woodlock. Commissioners Campbell and Mc- 
Manamy said they could not join the majority in opposition to 
the bill. Chairman Eastman and Commissioner Woodlock, in 
effect, opposed enactment of the bill. 


The statement submitted by Mr. Esch on behalf of the ma- 
jority follows: 


The proposed bill provides that section 4 shall be amended so 
as to prohibit the granting of authority under that section to charge 
lower rates for longer than for shorter distances over the same line 
or route in the same direction, on account of ‘‘water competition, 
either actual or potential or direct or indirect.’’ Under this section 
at present no relief may be granted to charge lower rates for longer 
than for shorter distances on account of potential water competition. 
Relief may be granted, however, to meet actual water competition. 
Competition of this character is generally understood to mean that 
which occurs when railroads and water carriers are in direct competi- 
tion with each other for traffic between points served by both rail 
and water lines, for example, between points on the Atlantic Sea- 
board, Gulf ports and points on the Pacific Coast. There are several 
situations of this kind where rail lines have been granted relief to 
charge lower rates for longer than for shorter distances to meet the 
rates of water carriers operatings between the same points. One 
of the most important situations of this kind is that existing with 
respect to rates between San Francisco, Calif.,. and Portland, Ore. 
The tonnage moving between these ports is considerable and there has 
always been very severe competition between the rail carriers, on 
the one hand, and water lines, on the other, for this business. There 
are a number of first-class water lines operating between these ports 
and their rates are considerably lower than the rates ordinarily 
charged by rail lines for hauls over the distances involved. The 
distance by rail from San Francisco to Portland is 745 miles and by 
water 749 miles. The Oe rate on canned goods in carloads by 
water is 21 cents per 100 pounds. The all-rail rate from San Fran- 
cisco to Portland is 28% cents per 100 pounds, while higher rates 
are charged from San Francisco to intermediate points. The South- 
ern Pacific operating between San Francisco and Portland has an 
application pending before the Commission to reduce the rate on 
canned goods from San Francisco to Portland to 25 cents per 100 
pounds in carloads of 60,000 pounds. Under the proposed amendment, 
relief could not be granted the Southern Pacific to make the proposed 
reduction. The rail line, therefore, could not reduce the rate to Port- 
jand to meet the water competition without observing that rate as 
the maximum rate to intermediate points, which would necessitate 
substantial reductions in the present rates over a considerable por- 
tion of its line. It is not improbable, therefore, that the rail carrier 
would prefer to retire from the Portland business rather than to 
sacrifice its rates at intermediate points, with the result that prac- 
tically all of the business between the Coast points would go to the 
boat lines. This would not benefit the intermediate points but 
would reduce the revenues of the rail lines, and if these in turn 
became insufficient to meet the costs of operation, upkeep and 
maintenance, return on investment, taxes and other necessary ex- 
penses, increased rates on other traffic which must largely be borne 
by the intermediate points, or impairment of service, or both, are 
eventualities which sooner or later must be considered. 

The proposed amendment provides that authorizations under the 
fourth section on account of water competition lawfully in effect 
December 7, 1925, shall not be required to be changed except upon 
the further order of the Commission. There is some doubt as to the 
meaning of this provision. Apparently it would enable the Commis- 
sion to leave in effect for a reasonable period fourth section orders 
granting relief entered prior to December 7, 1925, but in view of para- 

1 of section 4 which makes it unlawful to charge more for a 
shorter than for a longer distance over the same line or route in the 
same direction, the shorter being included within the longer distance, 
except by authority of the Commission, and the prohibition in the 


roposed amendment against the granting of any authority to charge 
ower rates for longer than for shorter distances on account of 
water competition, it is not understood that orders granting relief 
on account of this competition may be continued indéfinitely, or in 
fact ee | longer than may be reasonably necessary to revise the rates 

If this is not the intent of the 


involv to conform to section 4. 








































































































































































amendment, however, that is to say, if it is not intended to provide that 
relief heretofore granted shall be withdrawn as soon as it is practicable 
to do so but may be continued indefinitely, it is reasonable to antici- 
pate that situations will develop where carriers in the future may 
desire relief to meet water competition where the conditions will be 
practically the same as those prevailing in situations where relief 
was granted prior to December 7, 1925, yet under the proposed bill 
no relief could be granted in such cases. This would create such 
an unequal condition as between carriers that it is difficult to believe 
that it was intended. It must be assumed, therefore, that the intent 
and purpose of the bill is not only to prohibit any further fourth sec- 
tion relief on account of water competition, but to compel the can- 
cellation of all outstanding relief which has been granted on account 
of such competition, and in my judgment it will actually have that 
effect if enacted into law. 


The addition of the proposed paragraph (3) would not only leave 
standing the words in paragraph (1), viz.: 


“No such authorization shall be granted on account of merely 
potential water competition not actually in existence.” 


quite unreconciled with the new paragraph (3), but would also leave 
standing paragraph (2) unreconciled with paragraph (3). It should 
be noted that the proviso in the new paragraph (3) only extends to 


“authorizations lawfully in effect December 7, 1925’ 


and does not cover situations protected by applications not yet acted 
upon as is done in the last proviso of paragraph (1). 

Under the wording of the new paragraph (3) it is provided that 
“no common carrier shall be authorized to charge, etc.’”’ If the words 
last quoted mean ‘authorized by the Commission,’ that meaning 
should be made plain. 

Moreover, the limitation ‘in effect on December 7, 1925’’ would 
seem an attempt to render void by act of Congress authorizations 
lawfully granted under the law in force and taking effect between 
that date and the date of enactment of this bill, e. g., orders ef- 
fective December 8-31, inclusive, and from Jan. 1, 1926, on until the 
bill is approved, whenever that may be. 

The proposed amendment, as stated above, also prohibits the 
granting of relief on account of indirect water competition. By 
this it is assumed it is meant that no authority shall be granted 
to charge a lower rate for a longer than for a shorter distance 
from any point of origin to any point of destination on account of 
competitive conditions created at the latter point by the movement 
of traffic by water from other points of production. This is usually 
referred to as market competition. For example, it frequently de- 
velops that carriers serving manufacturing and producing points in 
the interior find it desirable or necessary to make rates to a water- 
competitive point lower than the normal rates to such point to enable 
the manufacturer or producer in the interior to compete at the 
water-competitive point with rival manufacturers or producers lo- 
cated at other points who have the benefit of cheaper water trans- 
portation to the competitive point. These rival manufacturers or 
producers may be in the United States or foreign countries. 

The effect of competition of this character must be recognized 
and considered in the construction of freight rates and the Com- 
mission’s administration of the act. This question was involved in 
one of the earlier cases before the Commission, H. W. Behlmer vs. 
Memphis & Charleston R. R. Co., et al., 6 I. C. C. 257, decided 
June 27, 1894. In this case the Commission held that competition 
of markets did not create conditions justifying lower rates for longer 
than for shorter hauls and this ruling was sustained by the Circuit 
Court of Appeals. Upon appeal to the United States Supreme Court, 
however, the court reversed the finding of the lower court and held 
that competition of this character should be given the same con- 
sideration as other competition and in passing upon the matter, 
stated as follows: 

“It is then settled that the construction given in this cause by 
the Interstate Commerce Commission and the Circuit Court of Ap- 
peals to the fourth section of the act to regulate commerce was 
erroneous, and hence that both the Interstate Commerce Commission 
and the Circuit Court of Appeals mistakenly considered, as a matter 
of law, that competition, however material, arising from carriers who 
were subject to the act to regulate commerce could not be taken 
into consideration, and likewise that all competition, however sub- 
stantial, not originating at the initial point of the traffic, was equally, 
as a matter of law, excluded from view.” 


Since the decision in this case market competition, whether 
created by the movement of traffic by rail or water, has been con- 
sidered as grounds for relief from the provisions of the fourth sec- 
tion and such relief has been granted by the Commission and is. re- 
lied upon by carriers in cases now pending before the Commission. 
The law has not been changed in any way since the Behlmer Case 
to justify the exclusion of market competitive conditions as grounds 
for charging lower rates for longer than for shorter distances over 
the same line or route. By amendment June 18, 1910, Section 4 of 
the Interstate Commerce Act was changed so as to require the car- 
rier to obtain permission from the Commission before charging 
rates of this character, but the circumstances which would operate 
to create conditions justifying lower rates for longer than for shorter 
distances are the same now as when the decision was rendered in 
the Behlmer Case. In this connection I invite your attention to the 
following except from the decision of the United States Supreme 
Court in Inter-Mountain Rate Cases, 234 U. S. 476 (484-485): 


‘With the light afforded by the statements just made we come to 
consider the amendment. It is certain that the fundamental change 
which it makes is the omission of the substantially similar cir- 
cumstances and condition clause, thereby leaving the long and 
short-haul clause, in a sense, unqualified except in so far as the 
section gives the right to the carrier to apply to the Commission 
for authority ‘to charge less for longer than for shorter distances 
for the transportation of persons or property,’ and gives the Com- 
mission authority from time to time ‘to prescribe the extent to which 
such destinated common carrier may be relieved from the opera- 
tion of this section.’ From the failure to insert any word in the 
amendment tending to exclude the operation of competition as 
adequate under proper circumstances to justify the awarding of 
relief from the long and short-haul clause and there being nothing 
which minimizes or changes the application of the preference and 
discrimination clauses of the second and third sections, it follows 
that in substance the amendment intrinsically states no new rule 
or principle, but simply shifts the powers conferred by the section 
as it originally stood; that is, it takes from the carriers the deposit 
of public power previously lodged in them and vests it in the Com- 
mission as a primary instead of a reviewing function.” 

In the same decision at page 483 the Court reaffirmed its 
finding in the Behlmer Case in the following language: 

‘We observe, moreover, that in addition it came to be settled 
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that where competitive conditions authorized carriers to lower their 
rates to a particular place the right to meet the competition by 
lowering rates to such place was not confined to shipments made 
from the point of origin of the competition, but empowered a] 
carriers in the interest of freedom of commerce and to afford 
enlarged opportunity to shippers to accept, if they chose to do go, 
shipments to such competitive points at lower rates than their gen. 
eral tariff rates: a right which came aptly to be described as 
‘market competition’ because the practice served to enlarge markets 
and develop the freedom of traffic and intercourse.”’ 

Situations in which relief has been sought by carriers to make 
lower rates for longer than for shorter distances to meet market com- 
petition may be illustrated by the following example: 

Newsprint paper is produced in Wisconsin and Minnesota, also 
Maine, Canada and the Scandinavian countries Norway and Sweden. 
Assuming the paper produced in each section to be of substantially 
the same quality, the consumer at New Orleans naturally will buy 
from the manufacturer from which he can obtain his material at the 
lowest cost. In a recent investigation of the Commission upon an 
application filed by the carriers serving Wisconsin and Minnesota 
mills, the evidence showed that while these mills had been supplying 
the New Orleans market with print paper for years, they had lost 
the market to Scandinavian manufacturers on account of the lower 
prices quoted by the latter and the cheaper freight rates by water 
from Scandinavia to New Orleans. This meant the loss not only 
of the business to the interior manufacturers but to the railroads 
operating from Wisconsin and Minnesota to New Orleans and the 
latter applied for fourth section relief to make a lower rate to New 
Orleans than to intermediate points on account of this foreign competi- 
tion. It was shown that the carriers could make some profit on the 
proposed lower rate to New Orleans and afford the interior manu- 
facturer an opportunity to compete on a more -equitable basis with 
the foreign manufacturer, but that the carrier would not be willing 
to make a reduced rate to New Orleans if compelled also to reduce 
its rates to intermediate points. The majority of the Commission 
felt that the conditions shown by the evidence to be present at New 
on justified relief from the fourth section and such relief was 
granted. 

Another example of competition of this character may be found 
in the existing adjustment of rates on bituminous coal from mines 
in Pennsylvania and Maryland to points located on navigable waters 
in New England. There is a considerable movement of Coal to this 
section from mines in Virginia by rail to Hampton Roads, and 
thence by vessel. Coal producers in Pennsylvania must compete 
with this coal at such points as Boston, Fall River, Providence, New 
Bedford and other water points. To meet this competition the rail 
lines forming routes from Pennsylvania have reduced rates to 
these water competitive points. Thus the rate from the Clearfield 
district in Pennsylvania to Boston, Mass., on bituminous coal, a 
distance of 686 miles, is $4.22 per long ton while the rates to inter- 
mediate points in New England, beginning approximately 80 miles 
west of Boston, vary from $4.35 to $4.73 per long ton. Coal consti- 
tutes a very substantial portion of the total traffic handled by the 
New England lines and the tonnage to these intermediate points is 
considerable. Under the provisions of this bill no relief could be 
granted these lines to continue the lower rates made to Boston to 
meet the competitive conditions existing at that point without reduc- 
ing rates to the intermediate points. This would entail a very heavy 
loss and it is not improbable that if the carriers are confronted with 
the alternative of suffering this loss or retiring from further partici- 
pation in the Boston business, they will adopt the latter course with 
the result that the mines at Clearfield and other interior points 
dependent upon rail transportation for the marketing of their product 
at Boston will be excluded from that market. It is not apparent 
that any benefit would result to the intermediate points from this 
action. On the contrary, it is more likely that they may sooner or 
later be called upon to supply the deficit which would result in the 
carriers’ revenues from the loss of the substantial business which 
they now carry to the water competitive points. 

Similar situations are developing from time to time at different 
points in the United States, but under the provisions of this proposed 
amendment no relief in cases of this kind could be granted and 
unless in such cases the railroads are willing to reduce their rates 
at all intermediate points where competitive conditions of this kind 
develop at points on or in close proximity to the water, the interior 
producer or manufacturer will necessarily be excluded in many cases 
from these markets. 

We can see no necessity for the passage of a bill which will have 
the effect of eliminating to a considerable degree if not entirely the 
competition between rail and water carriers between points between 
which both forms of transportation are now in operation, nor can 
We see any reason why producers and manufacturers at interior 
points should be excluded from water-competitive points where 
earriers would be willing under proper fourth section relief to 
establish rates without unjust discrimination or undue prejudice that 
would enable the interior producer and manufacturer to engage in 
business at such points. There is no proposal in the amendment to 
prohibit the granting of fourth section relief to meet competitive 
conditions created by rail carriers, and in our opinion there should not 
be. We believe there is no more reason for an absolute prohibition 
against the granting of relief to meet competition created by the 
movement of traffic by water, than where such competition is created 
by the movement of traffic by rail and are unable, therefore, to give 
our approval to the proposed amendment. 


“Strong arguments can be advanced in favor of eliminating 
water competition, actual or potential, direct or indirect, as a 
justification for relief from the long-and-short-haul provision of 
the fourth section,” Chairman Eastman said in the statement 
read by Commissioner Esch. “Railroads have great advantages 
in competitive warfare with water carriers. In general, rail- 
road service is quicker and better than water service. The 
ability of the railroads to receive and deliver freight at private 
sidings without transfer or trucking expense is an important 
factor in their favor even at the ports. A further advantage is 
in the fact that in a rate war with water carriers they may 
be able to recoup any deficiencies in profit on the competitive 
traffic by recourse to their non-competitive traffic. It may be 
argued, indeed, that section 15a of the interstate commerce act 
sanctions such recouping of deficiencies. On the other hand, 
water carriers seldom, I think, have any non-competitive traffic 
to fall back upon.” Continuing, Chairman Eastman said: 


There is danger, therefore, that if the railroads are helped to 
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compete with water carriers by relief from the long-and-short-haul 
rovision, they will subject the water carriers to, what is in reality, 
unfair competition and make their operation difficult, if not im- 
possible, carrying on this unfair competition at the expense of their 
non-competitive business. That this has frequently happened is, 
I think, shown by the success which the railroads have met in the 
ast in wholly eliminating much water competition. This danger 
is enhanced by the difficulties and doubts surrounding the interpre- 
tation of the words “reasonably compensatory” now contained in the 
section. 

re ae “indirect” water competition is merely a form of 
market competition. My views in regard to market competition as 
a justification for fourth section relief have been indicated in a 
dissenting opinion in Paper and Paper Articles to New Orleans, 
98 I. C. C. 345, 351-3. 

The facts mentioned above and other similar facts ought all 
to be taken into consideration by the commission in determining 
whether and to what extent and under what limitations fourth 
section relief should be granted in a given case. My study of the 
subject, however, has not yet brought me to a conviction that relief 
ought to be denied in every case where water competition is urged 
as a justification for relief, and that is what the proposed bill would 
involve. 2 

Woodlock’s Views 


Commissioner Woodlock’s views, as submitted by Mr. Esch, 
follow: 


Absolute prohibition of fourth section relief to carriers to enable 
them to meet water competition is unsound in principle and con- 
trary to public interest. It is unsound in principle because it prefers 
one form of transportation as against another, and it is contrary to 
public interest because it deprives the public of the full use of existing 
rail facilities. 

Fourth section relief is justified wherever it enables a carrier to 
use profitably facilities which can not be as profitably used in any 
other way. Whether it is justifiable or not depends entirely upon the 
facts at a time and in a place. No universal rule can be laid down 
for automatic application. Every case must be judged in the light 
of the facts in that case. The test is in the question—‘‘Is that the 
best or the only use to which the facilities can be profitably put? 
The public interest demands that rail facilities shall be put to the 
fullest economical use. If they are not so used, commerce is unduly 
burdened. 

It is not in the public interest that railroad shall kill waterway 
or waterway railroad. It is in the public interest that each shall 
compete with the other. Exclusion of fourth section relief to the 
railroad prevents such competition. 


Campbell’s Views. 
Commissioner Campbell’s statement, as submitted by Mr. 
Esch, follows: 


I do not share the views expressed by the majority with reference 
to the proposed amendment of section 4 of the interstate commerce 
act as provided in Senate Bill 575. In the first place, I believe this 
to be a matter of policy for determination primarily by the Congress, 
but inasmuch as the views of this Commission have been requested 
I feel constrained to again record my personal views. 

I am in favor of the proposed bill (with such minor modifications 
as appear necessary to reconcile the entire section 4), because if 
enacted into law I believe it will be an effective safeguard against 
the creation or continuance of many prejudicies to which the inter- 
mediate or interior people have been subjected. Furthermore, the 
Congress already has declared its policy under section 500 of the 
transportation act, 1920, to promote, encourage, and develop water 
transportation, service, and facilities in connection with the commerce 
of the United States and to foster and preserve in full vigor both 
rail and water transportation. Under the provisions of this amend- 
ment, as I read the proposed bill, the carriers would no longer be 
able to use fourth section authority as an effective weapon to drive 
the boats from our navigable streams and waterways through the 
maintenance of rates on an out-of-pocket basis. 

The memorandum which the majority approves points out the 
situation existing along the Pacific Coast with reference to canned 
goods. The distance by rail from San Francisco, Calif., to Portland, 
Oreg., as stated, is 745 miles and by water 749 miles. The water rate 
on canned goods, in carloads, is 21 cents per 100 pounds, as compared 
with the present all-rail rate of 28.5 cents and proposed all-rail rate 
of 25 cents. It is urged in the memorandum that under the proposed 
amendment no relief could be granted the Southern Pacific to reduce 
its rate as proposed. Certainly not, and I am strongly inclined to 
the belief that the proposed bill is directed against such rate dispari- 
ties and prejudices as the majority refers to. The real detrimental 
effect of these fourth section departures will be more apparent from 
a study of the following table showing the contemporaneously exist- 
ing rates to several intermediate points: 

Earnings 
(Cc. L. Minimum 
60,000 Pounds) 


Distance Rate Car- 

San Francisco to Miles Cents Per Car Mile 
RONDO GE oo <x arse bie hwesies 745 .285 $171 22.9 
POUME, WON aiosiocisaeansicloetoe eee 745 25 150 20.1 
POUMMIROM: (CRIES cc ciled:casencis baer 102 315 189 185.0 
SE ERE 425 103. 618 145.0 
RPGMA ERIE, ORDG Ho .o.cs0:0:5 c- oisiaeinrscueetvews 431 104. 624 145.0 


If the rates of 28.5 or 25 cents from San Francisco to Portland, 
the competitive points, earn some profit for the distance of 745 miles, 
the rate of $1.03, or four times as high for a haul of slightly more 
than one-half the distance, must be unreasonably and unconscion- 
ably high. Such a rate structure as is set forth in the above table, 
and similar ones which exist throughout the country, are the im- 
mediate and direct cause of mueh dissatisfaction among shippers and 
receivers of freight. And I further believe that the Hoch-Smith 
resolution was aimed in part at just such discriminations in the 
existing rate structure when it directed the Commission ‘“‘to make a 
thorough investigation of the rate structure * * * in order to de- 
termine to what extent and in what manner existing rates and 
charges may be unjust, unreasonable, unduly discriminatory, or un- 
duly preferential, thereby imposing undue burdens, or giving undue 
advantage as between the various localities and parts of the country 

* * and to make, in accordance with law, such changes, adjust- 
ments, and redistribution of rates and charges as may be found nec- 
essary to correct any defects so found to exist.’ 

Reference is also made in the memorandum to the effect that 
the proposed amendment would have upon so-called market com- 
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petition, and the majority decision in Paper and Paper Articles to 
New Orleans, 88 I. C. C. 345, is given as an instance in which fourth 
section relief was granted on the ground of market competition. A 
copy of that decision is attached hereto, and I desire to direct your 
especial attention to the dissenting expression of my colleague, Mr. 
Commissioner Eastman, appearing on page 351 thereof. That dissent, 
in which I concurred, points out quite clearly the many piffalls to 
which the country is subjected under fourth-section relief based on 
market competition. 

The Commission is constantly changing in personnel and unless 
a definite policy is announced by Congress, which can not be mis- 
construed, the country will be constantly menaced by fear and un- 
certainty and its development retarded. I favor the passage of the 


McManamy’s View 


Commissioner McManamy’s statement, as submitted by Mr. 
Esch, follows: 


I can not join with the majority in their disapproval of this bill. 

Whether the rail lines or the water lines shall control the traffic 
is, after all, not the Eye sig issue in this case. The broad question 
of public interest and fair treatment for all who are served by com- 
mon carriers whether rail or water is the primary question and that 
should be determined in the interest of all the people, without regard 
to any special interest. 

Specific illustrations either for or against the long-and-short-haul 
provision can be quoted by the score but they prove nothing because 
each rests on a different set of facts. I think, however, that the 
majority was peculiarly unfortunate in their selection of the San 
Francisco-Portland case as an illustration because this case can be 
used as an argument both for and against the views expressed, 
depending upon the commodity used. The majority refer to rates 
on canned goods in support of their conclusions and perhaps it does 
support them, but let us look at the rates on automobiles. The 
present water rate is $1, while the rail rate for 746.4 miles is 72 
cents. Having been granted fourth-section relief, the rail rates from 
San Francisco to intermediate points are as follows: To Roseburg, 
546.5 miles, the rate is $1.73%4; to Grants Pass, 447.6 miles, the rate 
is $2; and to Medford, 415.5 miles, the rate is $1.90%. If the rate 
of 72 cents to Portland, for a distance of 746.4 miles, is compensatory, 
the rate of $2 to Grants Pass, 447.6 miles, is unreasonably high. If 
the rate to Portland is not compensatory, the intermediate points are 
helping to pay the rates on Portland shipments. Either proposition 
is unjustifiable. 

Fourth Section Application No. 12378, decided July 7, 1925, granted 
the Florida East Coast Railway permission to disregard the long- 
and-short-haul provision of the fourth section between Jacksonville 
and Miami, Fla., because of water competition. At no time since 
has the railroad been able to move all the freight offered for trans- 
portation between those two points. And at the present time there 
is a serious shortage of building material, furniture, household goods, 
automobiles, and many other commodities in Miami because of the 
inability of the railroad to transport. Carload shipments of all kinds, 
except perishables, are embargoed and the railroad is now refusing 
to move carload freight from the wharves to consignees either within 
or without the city limits, - they have sought and obtained per- 

e long haul to Miami than they charge 
to intermediate points in order that they may compete with the water 
line for business, which the railroad is unable to handle. Without the 
water line the City of Miami would suffer far more than it is now 
suffering because of shortage of material. Why then should the 
railroad be allowed to charge less for the long than for the short 
haul in order to take business away from the water line? 

Illustrations almost without number can be cited, but, as stated 
above, they are not conclusive because they rest on a different set 
of facts. The railroads serve a field which to a limited extent only 
can be invaded by the water lines, and the reverse is true of the 
water carriers. Each in its own field is supreme. Both are essential 
to the welfare of the people. I have yet to be convinced that it is 
profitable for either, by means of fourth-section relief or rate wars, 
to attempt to control the field that peculiarly belongs to the other. 
it may be to the advantage of certain communities or sections but 
certainly the public as a whole is not benefited thereby. 


Commissioner Esch replied to certain statements made by 
Commissioners Campbell and McManamy. As to statements 
made by Mr. Campbell, Mr. Esch said the Commission did not 
grant fourth section relief to a rail carrier to establish lower 
rates for longer than for shorter hauls where such lower rates 
would create or continue undue prejudice against intermediate 
points, and could not without violating section three of the act 
which made rates of that character unlawful. Referring to Com- 
missioner Campbell’s statement that, if the Gooding bill were 
passed, the carriers would no longer be able to use fourth sec- 
tion authority as an effective weapon to drive the boats from the 
navigable streams and waterways through the maintenance of 
rates on an out-of-pocket basis, Commissioner Esch asserted 
that, under the present act, the Commission was prohibited from 
granting a carrier relief to establish rates on that basis, and that 
no relief had been granted to establish rates to meet water com- 
petition that were so low as to drive the boats from the water- 
ways. He quoted from the Commission’s decision in the Trans- 
continental Cases of 1922 wherein the words “reasonably com- 
pensatory” were defined. He said he was unable to see the 
necessity of a further amendment of the law to insure against 
the granting of relief to establish such rates. 


Esch Answers Ashburn 


Referring to testimony given by General Ashburn, head of 
the Inland Waterways Corporation, who appeared in support of 
the bill, Commissioner Esch said he desired to call attention to 
some of the statements made in this testimony “which seem to 
be either erroneous and at variance with the facts or stated in 
such a way as to create an erroneous impression.” Exception 
was taken to a statement by General Ashburn that the Commis- 
sion might, under the law, effectually deny the railroads the 
right to enter into any form of unbridled competition with water 
carriers which aimed at or might cause the destruction of val- 
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uable water service, “except for fourth section exceptions.” Mr. 
Esch said that that was an “erroneous statement,” as the fourth 
section placed no restrictions on the Commission in its ad- 
ministration of the other sections of the act, and that no relief 
had been or would be granted by the Commission that would 
destroy water competition. 


Mr. Esch referred to rate situations discussed by General 
Ashburn which he said did not come under the fourth section 
and which would not be affected by enactment of the Gooding 
bill. He quoted references by General Ashburn to rates on cot- 
ton by rail and water from Oklahoma points via Memphis to 
New Orleans, which the rail connection of the barge line said it 
desired to cancel because a railroad operating from Oklahoma 
to Galveston had threatened to reduce the rates from Oklahoma 
to that port in order that it might continue to handle cotton that 
was being diverted to New Orleans. Section 4 would have no 
bearing on this situation, Mr. Esch said. He also said the situa- 
tion referred to by General Ashburn with respect to rates on ore 
in the Warrior river territory would not be affected by enact- 
ment of the Gooding bill. He pointed out that the Inland Water- 
ways Corporation had just as much right as any other party in 
interest to protest rate changes but that it made no protest with 
respect to the rates on ore. 


“Apparently it is the view of General Ashburn that the Good- 
ing bill will be a remedy for many of the difficulties which have 
been encountered by his administration in the operation of the 
Inland Waterways Corporation,” said Mr. Esch. “For example, 
he discusses very fully throughout his testimony conditions that 
would not be affected one way or the other by the passage of 
the Gooding bill, such as the establishment of joint through 
rates and divisions with the rail lines; in fact, I believe that it 
can be said fairly that the greater part of his testimony has 
reference to situations of that kind. It should also be noted that 
the Commission has not granted fourth section relief to rail 
carriers to meet water competition on the Mississippi river 
since the period of federal control and the rates of the rail lines 
between points on the Mississippi river now conform to the 
provisions of the fourth section.” 

Senator Pittman thought that General Ashburn knew that 
certain situations to which he referred did not come under the 
fourth section, but that he was simply referring to them to show 
the difficulties faced when it was attempted to establish water 
transportation. 

Mr. Esch said General Ashburn had made frequent state- 


ments which were apparently intended to convey the impression - 


that rail carriers had been granted fourth section relief to meet 
water competitive conditions and to reimburse themselves for 
losses on that traffic by charging higher rates to intermediate 
points than would have been charged if the lower rates were not 
applied on the competitive traffic. He said such statements 
were without any foundation in fact and that in no case had the 
Commission granted carriers permission to establish bigher 
rates on traffic to intermediate points to make up losses on the 
water competitive traffic. 

In reply to a question by Senator Gooding as to whether he 
did not think that the intermountain country should be per- 
mitted to develop, Mr. Esch said that when he was in Spokane 
in 1904 it had a population of 65,000 and that now the census 
credited it with a population of 125,000, and that Spokane would 
probably say that that figure was too low. Questions were asked 
as to the amount of revenue the transcontinental lines might get 
if fourth section departures were permitted, but Commissioner 
Esch indicated that he was not prepared to give any definite 
estimates as to that. He referred to testimony that had been 
given in rate cases as to how much the railroads might get. He 
said he doubted, if the fourth section departures were permitted, 
that the rail lines would get more than a fourth of the competi- 
tive Panama canal traffic. 


Other Opposition to Bill 


Fred Farrar, general counsel of the Colorado Fuel and Iron 
Company, appearing in opposition to the bill, said the life of 
his company depended on being able to meet competition in the 
Pacific coast markets of the eastern steel manufacturers which 
shipped to the Atlantic coast and thence by the Panama canal. 
He said his company had been practically driven from the 
Pacific coast market and that his company was being crushed 
by the competition through the canal. He said unrestricted 
operation of boats through the canal, without regulation, was at 
the bottom of the trouble. He said he was not speaking for the 
railroads but that he wished to point out that his company paid 
approximately $10,000,000 annually in freight charges to the 
railroads, leaving the inference as to what would be the effect 
on the railroads in the west if the company were compelled to 
go out of business. He believed that instead of the railroads 
driving out water lines operating through the canal, the danger 
was the other way around—that the boat lines would drive the 
railroads out of business. 

Mr. Farrar said he believed the boat lines should be regu- 
lated. Senator Cummins asked if the situation would not be 
met by proper regulation of the rates on the traffic moving 
through the Panama Canal and whether then there would be 
so much difficulty about the fourth section. Mr, Farrar thought 
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the senator had touched upon the fundamental proposition. Sep. 
ator Cummins said the middle west was paying for the cana] 
twice—that it had paid for the cost of construction and that 
now it was paying for it again in higher freight rates. He saiq 
if the rates through the canal were put up where they should be, 
there would be no need for fourth section relief. He said people 
who had access to the canal should have the benefit of it, but 
that such a waterway ought to be made to pay what it cost. 
He said the tolls should pay the cost of operation and a reg. 
sonable rate of interest on the investment. The senator said 
he was in favor of the Gooding bill, but that the problem would 
not be solved by the passage of the bill. 

E. M. Antrim, traffic manager of the Tribune Company, 
publisher of the Chicago Tribune, said he appeared in behalf 
of his company in opposition to the bill. He said the Tribune 
Company had a vital interest in the bill. He said its attempt 
to enact a rigid long-and-short-haul provision in connection with 
rates made to meet water competition was admitted by pro- 
ponents of the bill “to be inimical to the interests of the manu. 
facturers and producers in the middle west territory tributary 
to Chicago—the very territory in which the Chicago Tribune 
has its largest circulation.” Senators Gooding and Wheeler 
took exception to that statement on the ground that they made 
no such admission. 


“Our income is derived from advertising and anything which 
curtails the markets of our advertisers or otherwise damages 
them financially is directly reflected in our revenues,” Mr. 
Antrim said, adding, however, that “our desire to see this bill 
defeated is caused by a further interest on broader and more 
unselfish grounds.” 


“We do not believe it will be a good thing for the country 
as a whole, including the citizens of the so-called intermediate 
territory,’ said he. Continuing, he said, in part: 


I want to try and give you our idea of the two outstanding 
theories of rate making and then show you how the present fourth 
section of the interstate commerce act lines up with the first 
theory, which I will call the American Plan, and at the same time 
demonstrate that this bill is closely allied with the second theory, 
which, for want of a better name, I will call the European Plan. 

The United States is the greatest industrial nation in the 
world today. The main reason for this greatness is that our 
industries have been fostered and developed by the American Plan 
of making freight rates primarily on value of the service. In 
other words, what the traffic will bear. The European idea is to 
base freight rates on the cost of the service. This results in 
rates made strictly according to mileage. The American plan 
goes hand in hand with private ownership and operation of our 
common carriers. The European plan is the child of government 
ownership. 


The American scheme is intended to develop initiative in our 
transportation industry, the second largest industry in the country. 
It contemplates financially rewarding the owners and managers 
of our railroads for successful operation, management and ex- 
pansion and at the same time it has provided a government regu- 
lating body in the form of the Interstate Commerce Commission, 
which protects the public against unreasonable or discriminatory 
rates and which also has the power and duty to see that the 
carriers are allowed a fair return on their investment. The pres- 
ent fourth section of the act is in line with this idea. The other 
side of this picture is the European plan, which carries with it 
government ownership, rates made on cost of service theory, 
strictly mileage scales and rates made by the legislative branch 
of the government under political pressure. In my opinion this 
bill is closely related to this idea. 


The American plan allows an industry to sell its products in 
markets far distant from their place of manufacture because it 
takes into consideration the fact that transportation is a com- 
modity which must be sold on a competitive basis just the same 
as wheat or coal or cement is sold. When the price for trans- 
portation is right the traffic will follow the rates. The present 
fourth section of the act makes an allowance for the natural 
fluctuation in the natural law of supply and demand. The reverse 
of this is the European plan, which restricts the markets of an 
industry making its activities a local instead of a national prop- 
osition. It attemtps by legislative enactment artificially to con- 
trol the natural law of supply and demand which fixes the price 
of transportation, thereby making a political question of a matter 
which is purely one of economics. 


Senator Gooding branded Mr. Antrim’s so-called American 
plan as having been productive of the greatest tyranny to which 
any country had been subjected, referring to the senator’s con- 
viction that because of the freight rate structure his part of the 
country had not been permitted to develop as had other sections. 

Senator Wheeler remarked that Mr. Antrim thought that 
Senator Gooding got his bill direct from Russia. Senators Good- 
ing and Pittman, referring to the Tribune’s program favoring 
waterways to the Atlantic and to the Gulf, asked what Chicago 
would do if an attempt was made to take away, by an adjust- 
ment of rates, the benefit accruing to Chicago because of it being 
at the head of the waterways. Mr. Antrim said he would pre- 


sent the case to the Commission and take what the Commission 
decided. 


Senator Gooding remarked about the remarkable growth of 
Chicago. He said he was for the waterways Chicago was asking 
for but that he wasn’t for them if Chicago was going to try to 
destroy the Panama canal. 

“You better come here with clean hands,” the senator said 
to Mr. Antrim. 

“Chicago is so big today that it is a menace to the country. 
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There are more murders in Chicago than in England, France and 
Germany combined.” 

The senator condemned an economic policy that developed 
one part of the country at the expense of another. 

“Before you get much bigger you better get conditions in 
Chicago so that it will be safe to travel in your streets,” Senator 
Gooding told Mr. Antrim. 

Mr. Antrim aroused Senator Gooding when he quoted from 
the address of E. M. Sweeley, formerly a member of the Public 
Utilities Commission of Idaho, November 5, 1924, on the long- 
and-short-haul question with reference to the intermountain 
country. Mr. Sweeley’s address was printed in The Traffic 
World and his testimony against the Gooding bill at the last ses- 
sion of Congress was given before the House committee on in- 
terstate and foreign commerce. 

Senator Gooding asked whether Mr. Antrim knew that the 
Idaho legislature had passed a resolution repudiating Mr. 
Sweeley’s fourth section views. Mr. Antrim said he did not care 
anything about that. 

Mr. Antrim said if the Gooding bill became a law and the 
transcontinental rail rates were not reduced the boat lines would 
advance their rates to a point just low enough to enable them to 
get all the business. He said that that was a certainty was 
borne out by recent developments and referred to a 10 per cent 
increase in the eastbound rates via boat lines through the canal, 
effective January 1, and increases on “seasonal” commodities by 
specific amounts, effective March 1. He said it was also con- 
ceivable that if the bill became a law, it would result in an ad- 
vance in all western rail rates. Instead of stabilizing rates in 
the intermountain territory, Mr. Antrim expressed the opinion 
that passage of the bill would render commercial conditions even 
more unstable than they were now and that the period of rate 
readjustment would last until the western roads found some way 
of obtaining the revenue they needed to handle the traffic of the 
western country. 

W. H. Day, manager of the transportation department of the 
Boston Chamber of Commerce, appeared in opposition to the 
bill, declaring that without fourth section relief New England 
would be seriously handicapped. He said he thought that 
wherever water competition existed, it was a fair proposition to 


. permit the railroads to meet that competition. He gave a num- 


ber of illustrations of fourth section departures that were bene- 
ficial to New England. He referred to the C. A. T. Line case, in 
which he said New England interests had supported a request 
for fourth section relief although they would be required to pay 
higher rates at intermediate points. 

In answer to a question, Mr. Day said he did not wish to see 
the Panama canal put out of business. Senator Cummins re- 
marked that he hoped no one would understand by the remarks 
he had made that he undervalued the helpfulness of the Panama 
canal. Mr. Day also said in reply to a question that he did not 
favor regulation of intercoastal rates by the Commission. 

Question arose as to just what effect the Gooding bill would 
have. Alfred P. Thom said he was meeting the bill with the 
understanding that it would prevent a railroad from obtaining 
fourth section relief to meet competition by rail to the Atlantic 
coast and thence by water to the Pacific coast. He asked if that 
was the purpose back of the bill. Senator Gooding said he didn’t 
care to answer that question at that time. Senators Watson, 
Cummins and Wheeler said they agreed with Mr. Thom’s under- 
standing of the bill. 

Herman Mueller, traffic director of the St. Paul Association 
of Public and Business Affairs, read a statement from the Min- 
nesota Railroad and Warehouse Commission in opposition to the 
bill. The commission said it was unanimously opposed to the 
bill because of the ultimate effect it would have on the industrial 
development of Minnesota. Passage of the bill, the commission 
said, would serve to build up the water routes and cripple the 
railroads to the detriment of the Middle West. It said the rail- 
roads were not attempting to drive the water lines out of busi- 
ness, that they were not asking authority to meet boat line rates 
but were asking permission to establish rates that possibly 
would fill the empty freight cars that must go west to bring 
products back to the east. The commission said it was unable 
to understand what benefit the interior would get out of passage 
of the bill but that it was able to understand that it would result 
in injury to the railroads serving the Northwest. , 

Mr. Mueller was questioned by Senators Gooding and Pitt- 
man with reference to development of water transportation on 
the upper Mississippi and as to whether he would favor reduc- 
tions in rates by the railroads to meet such competition. Mr. 
Mueller said he would favor such reductions as were fair to 
enable the railroads to compete with the service on the river. 


Railway Executives Protest 


Alfred P. Thom, general counsel of the Association of Rail- 
way Executives, told the committee, January 19, that particular 
rate situations that might be brought forward in arguments 
for or against the Gooding bill could not be safely determined 
in committee hearings and that, therefore, he would confine his 
discussion to the principles involved in the proposal to make 
the fourth section rigid as to water competition. Before Mr. 
Thom began, Senator Pittman said it was agreed that the bill 
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would prohibit fourth section relief to a railroad to meet com- 
petition either wholly by water or by rail and by water. 


Mr. Thom emphasized his point that, in the nature of things, 
the committee could deal only with the principles involved and 
not with individual rate situations. If it attempted to go into 
the latter phase of the matter and get the facts on which a 
decision could be reached, he said, it would be engaged in 
such a task for months. He said that was the reason why 
Congress had created the Commission to go into such matters 
and to reach a decision on the facts. He asserted that individual 
rate situations did not have anything to do with the question 
before the committee. He said if the committee did go into 
them, however, it would find there were reasons for such situa- 
tions. He said he wished to have a determination of principles 
unencumbered by individual rate complaints. 


Passage of the Gooding bill, Mr. Thom continued, would 
forbid all inquiry into the facts of a particular case involving 
competition between rail and water lines. He said it would 
make no difference whether a great producing district would be 
destroyed, there would be no tribunal to which the facts could 
be submitted. The law would pursue its cruel course regardless 
of the consequences, he said, and there could never be any 
mitigation of the injury caused by it. 


Senators Gooding, Pittman and Couzens said the bill would 
not disturb existing departures, but Mr. Thom said he did not 
read the bill that way. 


Mr. Thom asked the committee to suppose that there was 
a larger and larger encroachment of the boat lines operating 
through the Panama Canal on the traffic of the rail lines and 
the railroads were compelled to increase their revenues on 
other business. He said in the event of such a development 
there would be no power in any tribunal to give the remedy. 
Senator Couzens thought that even if the business through the 
Panama Canal did increase, the railroads would be taken care 
of through the natural growth of tonnage. 

“That is your prophetic view,” replied Mr. Thom. “If you 
are mistaken, there is no remedy if this bill is passed.” 

Senator Couzens said if the bill were passed and it worked 
injury, Congress could correct that situation. Mr. Thom said 
Congress would have to be shown that there was an injury 
and not the body dealing with the regulation of rates. 


Senators Pittman and Gooding asked many questions of 
Mr. Thom who finally said he could not proceed if he was to 
be interrupted every minute. 


Senator Sackett, of Kentucky, asked if the bill passed and 
the Lakes-to-Gulf waterway were created, what the effect would 
be on the railroads in the territory served by the waterway. 
Mr. Thom said the roads, no doubt, would lose tonnage to the 
water lines. If the railroads were allowed to meet this com- 
petition, Senators Pittman and Couzens believed, the water lines 
would go out of business. Senator Pittman said the great propo- 
sition was whether the country was going to have water or rail 
transportation. 

Mr. Thom said no matter what the merits of a particular case 
might be, there could be no relief under the Gooding bill. His 
argument was that the matter of determining whether or not 
a railroad should be permitted to violate the fourth section to 
meet water competition should be left to a proper governmental 
tribunal. He said the great interior in the Mississippi Valley 
should have some tribunal to which it might appeal on the 
ground that it did not wish its industries transferred to the 
Atlantic coast. 

“I am saying that it might have such a case that had merit,” 
Mr. Thom said, adding that it should have the opportunity to 
present that case to an impartial tribunal. 

“Your bill says this case can never be heard,” he continued. 

‘The bill says there shall be no rebating to communities,” 
interjected Senator Gooding. 

“You are asking that certain shippers or certain communities 
be given preferential treatment?” asked Senator Pine, of Okla- 
homa. 

“No, I am asking that they have a right to show what they 
are entitled to,” replied Mr. Thom. 

“You favor repeal of the fourth section?” asked Senator 

* Cummins. 


Mr. Thom said he did not—that he favored a tribunal to 
decide the particular cases that arose under the section. He 
said it was proposed to change a policy that had stood inquiry 
for 38 years and which had been decided only one way. He 
asked if it should turn out that the intermountain country would 
be injured rather than helped by the bill, should the door to 
inquiry be closed. Senator Gooding said he didn’t think the 
wildest imagination could paint a picture showing that the 
interior would be injured by passage of the bill. Mr. Thom 
remarked the senator would hear some “wild imagination” on 
that front. 

Senator Pittman engaged in a discussion as to the meaning 
of the words “reasonably compensatory.” Senator Cummins 
said the same arguments were advanced against insertion of 
those words in the fourth section in 1920 as were now advanced 
against the Gooding bill. 
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Senator Cummins asked whether Mr. Thom approved the 
“American plan” of rate making as set forth by Mr. Antrim. 

Mr. Thom said he would prefer not to discuss the testimony 
of another witness. 

Senator Cummins remarked that he would think Mr. Thom 
wouldn’t wish to discuss Mr. Antrim’s testimony on that point. 
The senator said the fact was that, in the main, the cost of 
service was the rule of rate making—that otherwise there would 
be no necessity of having a Commission to fix rates for service. 
The senator also said he could not see how a lower charge for 
a longer haul than for a shorter haul could be justified except 
on a showing that it cost less to render the service over the 
longer haul than the shorter haul. 

Senator Watson said he had received “a pile of letters” 
protesting against the Gooding bill. 


Haynes Appears for Traffic League 


J. P. Haynes, traffic director of the Chicago Association of 
Commerce, appearing for the National Industrial Traffic League 
in opposition to the bill, said the League did not assume to 
speak for each one of its shipper members but that it did speak 
for an overwhelming majority of them. He said the League was 
organized in 1907, eighteen years ago, and that throughout that 
period had combated every effort to enact a rigid long-an-short 
haul clause. 


Mr. Haynes said he appeared as chairman of the League’s 
special committee on the fourth section which was specifically 
instructed to oppose any effort further to restrict the exercise 
of discretion by the Commission in granting fourth section relief 
when the public interest would be promoted thereby. 

“It will not be denied that competition has been a powerful 
factor in the development of the trade and commerce of the 
country and the country as a whole has prospered under the 
present flexible fourth section provisions,” said Mr. Haynes. 

While the bill differed in some respects from that considered 
in the last session of Congress, Mr. Haynes said, in its practical 
application the results would be almost equally detrimental. 
Enactment of the bill would be in direct conflict with the policy 
laid down by Congress in section 500 of the transportation act 
“to foster and preserve in full vigor both rail and water trans- 
portation.” Safeguards now in the law made it inconceivable 
that rail carriers would resort to use of fourth section relief 
for the purpose of stifling water transportation, he said. 

Mr. Haynes said the proposed legislation would prevent the 
use of existing transportation agencies at a time when every 
available avenue of transportation should be left open. He said 
it would restrict industry, prevent mass production, localize 
markets and hurt the producer and consumer by eliminating the 
free play of competition. He said the shippers’ principal objec- 
tion to the bill was that it would inevitably close many essen- 
tial routes. Continuing, he said, in part: 


Under its provisions no rail nor rail and water route could meet 
the rates of all-water or of shorter rail and water routes at com- 
petitive points without in every case reducing their rates at the inter- 
mediate points and thus unnecessarily depleting their revenues. Thus, 
wherever water routes or joint water and rail routes operate between 
competitive points they would be given a complete monopoly of the 
business. The loss of such business by some of the routes now 
serving such competitive points under fourth section relief would 
in many cases necessitate increases in their rates on the non-com- 
petitive traffic left to them. The elimination of legitimate competi- 
tion always results in increased cost of transportation to the public. 

A notable illustration of this fundamental truth now confronts 
the people throughout the entire territory lying west of the Indiana- 
Illinois state line. We refer to the application made to the Interstate 
Commerce Commission by all of the railroads serving that vast terri- 
tory for a general increase in rates, the official title of which is 
“Revenues in Western District, Ex-Parte 87,’’ and in which pro- 
ceeding the final hearings are now being held in Kansas City. The 
plea of the railroads is based upon the fact that under existing rate 
levels it has been impossible for them to earn net revenues equal to 
the statutory requirements under section 15a of the interstate com- 
merce act. Among the reasons contributing to this unfavorable condi- 
tion the western railroads stressed the loss of business to the Panama 
Canal routes. Failure, thus far, to obtain relief from the fourth sec- 
tion has made it impossible for them to meet this water competition 
on trans-continental business. The resulting loss of revenue, as 
already stated, which they allege has contributed materially to their 
poor financial showing, now threatens the public, including the farm- 
ers, with another substantial general increase in rates. 

In this connection we also respectfully remind the committee of 
the action of the last Congress in passing the so-called Hoch-Smith 
resolution which recites the depression in agriculture, including live 
stock, and commands the Interstate Commerce Commission to insti- 
tute a general investigation of all rates for the purpose of making such 
revisions as will insure to the products of agriculture and live stock 
the lowest possible lawful rates. This investigation has been insti- 
tuted by the Commission under its Docket No. 17000, and hearings 
in the western territory are being held in conjunction with the hear- 
ings in the advance rate case already referred to. Under this 
mandate from Congress the Commission must make similar investiga- 
tions in the eastern and southern territories. If the proposed 
Bill is enacted the railroads operating in the eastern and southern 
territories will likewise be deprived of revnues now enjoyed by them 
under Fourth Section relief. Their inability to compete will divert 
all of this water competitive business to the water routes and we 
respectfully submit that the resulting depletion of the rail carriers’ 
revenues will make it very difficult, if not absolutely impossible, for 
the Commission to effect a readjustment of rates in the interest of 
agriculture and live stock. The greater likelihood is that all traffic, 
including agriculture and live stock, will be called upon to pay 
increased rates instead of securing the expected reduction if this 
proposed legislation is enacted. * * * 

The law vests in the Interstate Commerce Commission the sole 
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power to determine the measure of and the reasonableness, of inter- 
state rates and to determine whether or not there is undue preference 
or prejudice in rates or in the practices of the carriers. These are 
very important powers and, needless to say, they cannot always be 
exercised to the entire satisfaction of all concerned. Yet we do not 
hear any agitation for the abolition of the Commission or the curtail- 
ment of its powers over these matters because of this fact. ‘As we 
view it, there is no more reason to assume that the Commission is 
incompetent to administer a flexible fourth section in the public 
interest than there is to assume that the Commission is incompetent 
to perform its many other important duties. 


Mr. Haynes filed letters from commercial organizations, 
shippers, bankers and manufacturers, representing 29 states, in 
opposition to the bill. He submitted a protest of the Illinois 
Commerce Commission. He read a telegram from the president 
of the Los Angeles Chamber of Commerce in opposition to the 
bill. This was in rebuttal to testimony given by Mr. Ford, of 
Spokane, to the effect that the Los Angeles Chamber of Com- 
merce was supporting the intermountain contention. C. G. Fer- 
ris read a statement on behalf of the Illinois Chamber of Com- 
merce in opposition to the bill. John Glenn, of the Illinois 
Manufacturers’ Association, said the asscoiation approved the 


National Industrial Traffic League’s position with respect to the 
bill. 


Mr. Thom completed his statement on the afternoon of Jan- 
uary 19, after many interruptions by committee members. He 
said the only cause of complaint that he could see with respect 
to the intermountain interests was that the railroads did not 
agree with that region as to industrial and jobbing development 
of that territory. He insisted that the roads made rates to the 
east to enable the producers in that region to get their products 
to market. Senator Gooding declared the railroad policy was 
dictated by Wall Street and that if the roads were run by those 
who lived in the intermountain country there would be no 
trouble. Mr. Thom submitted figures to show the volume of 
Panama Canaal tonnage and Senators Pittman and Gooding also 
put figures in the record on that point. Mr. Thom submitted 
testimony to show that steamship lines had not been destroyed 
by the Commission having discretion to permit departures from 
the fourth section. He said the Commission had been very care- 
ful in granting departures. 


Opposition from the West 


Seth Mann, of the San Francisco Chamber of Commerce, 
appearing at the hearing January 20, in opposition to the bill, 
said those for whom he spoke wished to see development of 
water carriers, but not to the injury of rail carriers—that they 
wished both to be effective. He asserted that the effect of the 
bill, if made a law, would be to raise both rail and water rates— 
that the rail rates would be raised at the terminal points and 
at the interior points. He also expressed the belief that if 
the bill were passed, the next step of the intermountain interests 
would be to seek westbound graded rates. 


A. C. Callan, of the Portland Chamber of Commerce, said 
passage of the bill would increase steamer rates. He referred 
to a number of situations in his section of the country in which 
fourth section relief had been obtained to the benefit of in- 
dustries and producers. He said he was opposed to legislative 
rate making and said the bill was a rate-making bill. 


S. J. Wettrick, attorney for the traffic department of the 
Seattle Chamber of Commerce, and appearing also for a number 
of other organizations opposed to the-bill, said enactment of 
the measure would not help the intermountain section. The 
Pacific coast cities, having water transportation, would not suf- 
fer as much as the intermountain section if the bill became 
law, he said. 


F. B. McElroy, representing the Manufacturers’ Associa- 
tion of Chicago Heights, testified against the bill. 


Herman Mueller, of the St. Paul Asosciation of Business and 
Public Affairs, said the Twin Cities were interested in the 
development of water service on the upper Mississippi and had 
no fear that this service would be killed under the present 
fourth section. 


R. C. Fulbright, of Houston, Tex., appearing for Texas ports, 
opposed the bill. He said the Texas ports were vitally interested 
in the development of water transportation, but that they were 
confident that, under existing law and the administration thereof 
by the Commission, railroads would not be permitted to drive 
water lines out of business. He said the minimum rate power 
held by the Commission gave it sufficient authority to encourage 
and foster water transportation in the adjustment of rates 
charged by the railroads. 


J. A. Streyer, traffic manager in Southern Classification ter- 
ritory for the American Short Line Railroad Association, in a 
statement filed with the committee, said enactment of the bill 
would seriously impair the revenues of many short line rail- 
roads and restrict the handling of traffic via available routes. 

William J. Pitt, chairman of the traffic committee of the 
Paint Manufacturers’ Association of the United States; the 
National Varnish Manufacturers’ Association; and the National 
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Paint, Oil and Varnish Association, Inc., filed a statement in op- 
position to the bill. 


Steamship Men Want Bill 


Frank Lyon, counsel for the Luckenbach Steamship Com- 
pany, and W. S. McCarthy, of Salt Lake City, president of the 
Intermediate Rate Association, testified in support of the bill on 
the afternoon of January 20, after which the hearing was de- 
clared closed. 

Mr. Lyon said the Commission was in a tight place in Ex 
Parte 87 and that with the railroads saying that the intercoastal 
traffic was good prey, it would be natural for the Commission 
to let the railroads take that business to increase their revenues. 

“We want competition on the basis of reasonable rates and 
on that basis we can survive,” said Mr. Lyon. 

Mr. Lyon asserted that the entire time of the Commission 
was taken up in looking after the “lame, halt and blind,” and 
that there would be need for only one member on the Commis- 
sion if that were not true. His point was that when shippers or 
carriers could not meet the commercial competition of com- 
petitors they came to the Commission for relief. He said the 
lake cargo coal case was a case in point—that the Commission 
had decided it several times and that the more it decided it, the 
worse it became. 

“We object to the railroads taking business away from us 
by charging less than reasonable rates,” Mr. Lyon said. 

The Commission had always construed the fourth section 
as operating in the benefit of the railroads, Mr. Lyon said, add- 
ing that this was a misconstruction of the law. He said he had 
told the Commission that when he was an examiner and attor- 
ney for it. He said if the railroads took 50 per cent of the inter- 
coastal traffic under fourth section relief the inevitable result 
would be a dwindling of boat line service. He said it was a 
crime to take public funds for the development of the waterways 
and then retain in the law the cross on which water transporta- 
tion would be crucified. 

The straightforward thing for Congress to do, he said, if it 
did not want boat lines, would be for it to take the money ap- 
propriated for waterway improvements and turn it over to the 
railroads as a bonus so they could reduce rates in the West. He 
said the fourth section allowed the railroads to come in and 
nullify the coastwise laws restricting the coastwise service to 
American ships. He also contended that Congress meant, when 
it forbade railroad ownership of boat lines operating through the 
Panama Canal, that water competition through the canal should 
not constitute a special case for fourth section relief. 

Mr. McCarthy said that, although the Commission had not 
approved the bill, it had in effect done so by virtue of the fact 
that it had denied fourth section relief on westbound transcon- 
tinental traffic. He said much had been said about the havoc 
that would be created by passage of the bill but that the bill 
would simply make permanent what had been in effect for the 
last eight years. He said the proposed amendment had prac- 
tically been in effect since March, 1918. He said the Commis- 
sion had protected the intermountain country to the limit of its 
ability, but that the reason enactment of the bill was necessary 
was that until it was passed there would be constant demands 
for fourth section relief, with the result that business in the in- 
termountain country would be disturbed and conditions kept 
uncertain. 

Mr. McCarthy said he was constrained to the belief that the 
transcontinental lines were seeking to drive out Panama canal 
competition rather than to find loads for westbound empty cars. 
He quoted from a letter written by M. L. Countryman, of the 
Great Northern, in July, 1923, in which the statement was made 
it had always been necessary for that road to haul empties west- 
bound to handle the eastbound traffic. 

Mr. McCarthy also read a letter to railroads written by the 
Seattle Chamber of Commerce under date of April 10, 1925, 
in protest against proposed changes in grain rates, in which 
the statement was made that sentiment in the north Pacific 
coast region was about equally divided on the fourth section 
question, and in which attention of the railroads was directed 
to the fight made by the Chamber in behalf of fourth section 
relief for the railroads. 

Mr. McCarthy said the Seattle Chamber of Commerce and 
the Chicago Association of Commerce were on record as opposing 
the Gooding bill ‘for a valuable consideration.” 

Referring to the empty car movement, Mr. McCarthy said 
that the percentage of empty car movement, eastbound and 
Westbound, of the Northern Pacific in 1924, was 30 per cent; 
for the Union Pacific, 30.7 per cent; for the Santa Fe, 35.2 per 
cent; and that the average of the Western district was 34.1 per 
cent, while the average for the United States was 34.9 per cent. 

or the first ten months of 1925, he said, the percentage for 

the Western district was 34.5 per cent while for the United 


States, as a whole, it was 35.3 per cent. Continuing, Mr. Mc- 
Carthy said: 


On Page 16 of Exhibit No. 74, presented at the San Francisco 
hearing Nov. 16, 1925, I. C. C. docket 17000, is a statement showing 
the accumulated surpluses of lines serving California as reported 
to the California State Railroad Commission by the carriers named for 
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each year, 1916 to 1924 inclusive. To illustrate, the record of 1916, 
1918 and 1924 are shown: 


So. Pac. Santa Fe Western Los Angeles & 

Sy: System PacificR.R. Salt Lake R. R. 
BU i oriresdreetreone $210,382,595  $273,159,125 $5,153,444 $1,563,040 
ae 148,048,145 129,853,064 2,623,069 1,077,396 
WW. ein aaixaniore 117,628,599 106,169,451 1,433,938 *1,245,142 


* Indicates deficit. 
From the Bureau of Statistics of the Interstate Commerce Com- 
mission I obtained similar information as to the following named lines: 
Northern Pacific Great Northern Union Pacific 


Rwy. Co. Rwy. Co. R. R. Co. 
BED hv cwcerinseceae verses $176,805,159 $132,134,125 $173,703,995 
CC See rere ee 114,873,854 114,936,578 131,370,737 
De wes hes aaa ena 98,603,199 106,511,552 116,402,413 


If lack of fourth section relief has the blighting effect upon rail- 
road revenues which opponents of this bill tell us it has, these very 
substantial increases, ranging from 18 million dollars in the case of 
the Great Northern to 144 million for the Santa Fe, from 1919 to 1924 
inclusive, during which time they did not have Fourth Section 
relief, give no evidence of it. 


Senator Wheeler brought out that the Great Northern and 
Northern Pacific had reduced their dividend rate in the last 
few years from 7 to approximately 5 per cent. 

Mr. McCarthy referred to testimony of Mr. Thom as to what 
the railroads had done to develop the intermountain territory. 
He said he would not deny that the railroads had done a great 
deal, but that whenever he had had occasion to analyze the situa- 
tion, he had found that the intermountain territory had always 
borne its full share of the transportation burden. He said Utah 
was developing a steel industry with the assistance of the car- 
riers. He added that the railroads had been well paid for what 
they. had done in the intermountain country. 

A favorable report on the bill is expected from the com- 
mittee. The committee favorably reported the Gooding bill at 
the last session and the Senate passed it. 


ATTACK TERMINAL CHARGE 
The Traffic World Washington Bureau 


A long continued controversy over the three cent terminal 
charge on oranges, at New York and other points in transcon- 
tinental group A territory, particularly in New England, and 
Canada, has been brought formally to the attention of the Com- 
mission in No. 17862, California Citrus League et al. vs. the 
Akron, Canton & Youngstown et al. The complaint alleges the 
total rates and charges since their establishment on December 3, 
1923, and February 5, 1924, are, and for the future will be, 
excessive, unjust, unreasonable, and unlawful in violation of 
section 1, to the extent that they exceed the charge of $1.55 
per 100 pounds, minimum weight 36,000 pounds per car, gen- 
erally referred to as the line-haul charge. In addition, the 
complaint makes similar allegations as to the terminal charge. 
The complainants also contend that the rates and charges are 
violative of the second and third sections. 

The complaint sets forth in detail the tariff situation from 
the time that the rate was $1.15 down to the present day, ap- 
parently, so as to bring into high relief the attack upon the 
terminal charge of three cents. At one point it specifically sets 
forth that the intention is to attack the terminal charge and 
that failure to mention any other part of the rates and charges 
on the traffic, nor failure of the carriers to defend other parts, 
are to be taken as admission by the complainants that the 
other parts of the charges are lawful and satisfactory; nor, the 
complaint adds, will the complainants take the fact that the 
carriers do not defend other parts of the charges as an 
admission against their interests. 

Complainants treat the terminal charge as the result of a 
controversy between the carriers about divisions. The Erie 
is represented as the carrier responsibile for the imposition of 
the terminal charge. They said that they had refrained from 
attacking the terminal charge in 1924, under an agreement to 
withhold action in that year pending the disposition of No. 
14244, known as the Erie Division Case. They said that while 
the case was not decided until after the expiration of the 
calendar year of 1924, they adhered to the purpose of the agree- 
ment by refraining from attack upon the terminal charge until 
after the Commission had not only issued its decision in the 
division’s case, but-had also disposed of petitions for rehearing 
and reargument. They asserted there was no justification or 
excuse for the Erie to continue the collection of the terminal 
charge, or to retain such charges as it had collected since 
February 25, 1924. 

The citrus complainants asserted that the controversy 
between the New England carriers and the western lines con- 
cerning the divisions of the rate on oranges and other trans- 
continental rates, had not been settled but had been submitted 
to the Commission in No. 11756, Bangor & Aroostook vs. Aber- 
deen and Rockfish, on which extensive hearings had been held 
and on which decision was now pending. They said that in 
that proceeding the just and equitable division of the through 
rates, including those on oranges and other citrus fruits, would 
be determined and prescribed by the Commission. Therefore, 
they alleged there was no justification or excuse for the New 
























































































































































































England carriers to continue the collection of the terminal 
charges of three cents, or to retain such charges as they had 
collected since December 3, 1924. 

Specifically, the complainants asked for a return of that 
three cent charge. 


RAILROAD LABOR BILL 


The Traffic World Washington Bureau 


James A. Emery, counsel of the National Association of 
Manufacturers, and speaking also for other manufacturers’ asso- 
ciations, submitted to the Senate interstate commerce committee, 
January 15, the objections of his clients to the railroad labor 
bill. These objections were outlined, in the main, in the state- 
ment issued after representatives of the manufacturers had 
conferred with President Coolidge. (See Traffic World, 
January 16.) 

Mr. Emery summarized his views as follows: 


The fundamental issue presented by the pending “Railroad 
Labor Disputes Bill,” is whether or not it adequately protects the 
paramount public interest in uninterrupted transportation and 
retains efficient control over any agreements which may be made 
between carriers and their employes which would impose arbitrary 
or uneconomic burdens upon the users of transportation. We 
charge that the measure is defective in both particulars. The 
terms which are alleged to confer upon the President the power to 
appoint a committee to investigate an unadjusted dispute which 
threatens a paralysis of transportation are ambiguous and inade- 
quate. The President’s original discretion depends for its exercise 
upon the prior discretion of a board of meditation. The committee 
which the President appoints does not possess the power to make 
an efficient inquiry. It cannot summon witnesses or require the 
production of documents under penalty, as can the private arbi- 
tration boards, created by agreement between the parties them- 
selves. The representatives of the public have less power to 
investigate in a crisis than the disputants by agreement between 
themselves. 

There is nothing in the bill to retain unchanged the condition 
which confronts the President’s committee when it begins its in- 
vestigation. No conduct by the parties interrupting service during 
inquiry is made illegal or penalized. The subject matter of dis- 
pute is thus not protected until investigation can be had. The 
power of the courts to effectively protect the public interest in 
a great crisis is threatened by prohibitions which have no place 
in the measure and which may impair the remedies of individuals 
and the Government on behalf of the public. 

Finally, the power possessed by the Labor Board to suspend 
any wage agreement made by the carriers and their employes, 
until its effect upon the cost of transportation could be determined, 
is destroyed. Yet the Chairman of the Railroad Executives and 
their counsel a year ago declared emphatically before the com- 
mittees of Congress that men and management should not be 
left to uncontrolled agreement imposing burdens upon transporta- 
tion. They declared this control ‘a great step forward,” and 
challenged Congress to dare abandon it. Yet they now propose 
to repeal it, and offer no substitute. 

The proponents of this measure, during the hearing, de- 
scribed it as a gentlemen’s agreement to adjust disputes and 
prevent the interruption of transportation. In their opinion, 
despite the above defects, it provides adequate public protection. 
They plainly intimate that if it is changed in any particular 
they are under no moral obligation to execute it. If the proposal 
be regarded as a private contract, it requires no legislation, but 
since it proposes the repeal of existing safeguards, Congress, as 
the trustee of the public interest, must determine its adequacy or 
abdicate its authority and responsibility to a private agreement. 

All thoughtful persons will hail with approval any legitimate 
proposal emanating from carriers and men, which adequately 
safeguard the public. In the light of twenty years of experience, 
they can accept nothing less. 


To provide some governmental control over wage agree- 
ments entered into between the railroads and their employes, 
Mr. Emery suggested that provision in the bill be made for the 
filing of such agreements with the Interstate Commerce Commis- 
sion which he said should have power to suspend the operation 
of an agreement if it was of opinion that the agreement would 
necessitate a substantial readjustment of rates of any carrier. 
He said the Commission should also have power to modify an 
agreement if, in its judgment, it would impose an uneconomic 
burden on the cost of transportation. 

Mr. Emery also suggested amendments that would give the 
emergency board to be appointed by the President in the event 
of threatened interruption of transportation service compulsory 
investigation powers and that would prohibit a strike or lockout 
while the board was investigating and for thirty days after 
the board had submitted its report to the President. He also 
said that if the provision in the bill relating to no employe 
being required to work against his will was intended only as a 
declaration of the constitutional guaranty against involuntary 
servitude, as contended by the drafters of the bill, it was not 
necessary and should be eliminated because the ambiguity of 
the section in question would later cause disputes and misunder- 
standings. He construed the section as applying to groups of 
employes as well as individuals. 

Mr. Emery said exercise of the power of compulsory inves- 
tigation of a dispute that threatened interruption of transporta- 
tion was the least that could be asked in the interest of the 
public and he asked whether Congress intended to abandon 
that protection which it had provided in the present law creating 
the Labor Board. 

Mr. Emery said experience had shown that even the President 
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of the United States had been flaunted in attempts to get the 
parties to disputes to refrain from interrupting the transporta- 
tion service and that in the bitterness that existed at such 
times he feared that the emergency board, unless it had sufficient 
power to make an investigation, would be flaunted. 

Senator Wheeler remarked that he understood President 
Coolidge had approved the bill. Mr. Emery said he did not 
understand that. 

Senator Bruce asked Mr. Emery if the Labor Board had 
prevented strikes and the latter replied that he thought it had. 
Senator Bruce said he assumed members of the board would be 
called before. the committee to show why the board’s “throat 
shouldn’t be cut.” 

W. N. Doak, vice-president of the Brotherhood of Railroad 
Trainmen; B. M. Jewell, president of the railway employes’ de- 
partment of the American Federation of Labor; William §S. 
Brown, president of the National Marine Engineers’ Beneficial 
Association, and F. H. Fljozdal, president of the United Brother- 
hood of Maintenance of Way Employes and Railroad Shop 
Laborers, made brief statements in support of the bill. 

Alfred P. Thom, general counsel of the Association of Rail- 
way Executives, and Donald R. Richberg, general counsel for the 
organized railway employes, in replies to the attack of James A. 
Emery, counsel for the National Manufacturers’ Association, on 
the railroad labor bill, appealed to the committee January 16 to 
approve the bill as submitted by the railroads and the employes. 

Mr. Thom said he wished to do everything in his power to 
“clarify the atmosphere.” He referred to quotations from testi- 
mony given by Hale Holden and himself last year before the 
committee on the Howell-Barkley bill which were cited by Mr. 
Emery as to sustaining the power of the Railroad Labor Board 
to suspend and modify wage agreements. He remarked that 
Senator Couzens had asked what had happened to justify a 
departure in the attitude of the spokesmen for the railroads. Mr. 
Thom said the Senate committee had rejected the argument 
made by Mr. Holden and himself and had reported favorably the 
Howell-Barkley bill in the last session. He said that that was 
one thing that had happened. He also referred to the support 
for the Howell-Barkley bill in the House at the last session. Mr. 
Thom said if he was to be of any usefulness whatever in his 
work he had to know a fact when he met it in the road. Asa 
consequence, he said, a treaty of peace had been negotiated be- 
tween the roads and the employes. He said he believed the time 
had come when weapons of controversy should be laid aside. He 
said if the plan proposed were tried out and the public was 
crucified, it would be time enough to take up the old weapons 
of controversy and for Congress to use its supreme power to 
protect the public interest. 

Mr. Thom said the railroads and their employes came to 
Congress with a plan which they believed would adequately pro- 
tect the public interest and that if it were used as it was pro- 
posed to use it, it would protect the public interest. If it failed, 
he said, there would be time to go back to the field of contro 
versy. He said Mr. Richberg and himself had nothing to do 
with the negotiations that led to the formulation of the policy 
contained in the plan—that they had been called in at the last 
to put the plan in legal form—that the plan had been formulated 
by leading railway executives and railroad labor leaders of long 
experience in the matter of relations between the managements 
and the employes. He said these leaders were responsible for 
uninterrupted transportation service. He said each side had been 
obliged to give up something. He said the section with ref- 
erence to creation of an emergency fact-finding board marked an 
advance on the part of labor never before conceded by it. As 
to the question that it did not go far enough, he said, the labor 
leaders maintained that, in view of the opinion of the employes, 
it was as far as they could go at this time. 

“I appeal to you to let this plan work out,” said Mr. Thom, 
“and see where it will lead to, and hold the two parties respon- 
sible for the success of the effort, and the party responsible for 
its failure can not complain of the use of larger authority for the 
protection of the public interest.” 

As to wage agreements being negotiated that would affect 
adversely the public interest in the way of increased transporta- 
tion charges, he said that if the committee knew the difficulties 
the railroads were having in preserving their present level of 
rates, it would dismiss the idea that the roads would enter into 
a conspiracy to increase rates. He said there were two elements 
of protection of the public interest if the plan became effective. 
He said one was the power of the Commission of saying whether 
or not an increase in wages was proper and whether rates should 
be increased to meet it. He said the other element was that if 
the Commission increased rates and allowed the public to suffer, 
then the matter would come back to Congress. 

In his reply to Mr. Emery, Mr. Richberg, in part, said: 


Mr. Emery attempts to speak for the public interest. He rep- 
resents only a very small fraction of the public. He represents 
organizations which do not accept obligations of public service; 
organizations which do not seek cooperation with their employes. 
By his suggestions he shows that he is seeking to uphold the despotic 
rinciple in industry. We speak not only for two million employes, 
t for their families, friends and associates, who comprise more 
than ten million a. 
Mr. Emery advocates theories of compulsion that were written 
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into law six centuries ago and which have been gradually written out 
of the law after ‘centuries of failure. He asks Congress to abandon 
the intelligence of the twentieth century and return to the wisdom 
of the middle ages. 

(1) He asks that the bill be amended to give the Interstate Com- 
merce Commission power to annul wage agreements and arbitration 
awards. The Supreme Court of the United States has flatly held that 
such a power cannot be exercised by public authority under the con- 
stitution of the United States. . : 

(2) He asks that the bill be amended to give a purely investiga- 
tive board the power to compel testimony. The bill intends to create 
a body of public investigators who may either bring about a set- 
tlement of a controversy or place the responsibility for failure to 
settle upon the party in the wrong. Mr. Emery seeks to convert 
this useful body into another useless and mischief-making labor 
board to sit as a court, hear evidence and issue unenforceable opin- 
ions. The Supreme Court of the United States has held, in cases 
brought by Mr. Emery’s associates, against the Federal Trade Com- 
mission, that such an investigative body cannot be authorized to 
compel the production of evidence. Mr. Emery, therefore, seeks to 
impair the usefulness of the investigating board by granting it 
powers which it cannot lawfully exercise. 

(3) The sponsors of this bill, the railways and their employes, 
have agreed and written into the bill a provision that during an 
investigation of a dispute conditions shall remain unchanged. Mr. 
Emery seeks in place of this ample protection of the public to have 
a vicious anti-strike provision written into the bill, well knowing 
that his proposition is an unnecessary and intolerable affront to 
the good faith of the employes. 

(4) Mr. Emery also asks that the simple protection of the con- 
stitutional rights of an individual employe, which is now the law 
of the land and which is written into this bill in language almost 
identical with that of existing law, shall be amended so as to weaken 
the protection afforded. 

Mr. Emery and his associates deal so frequently with conspiracies 
that they seem to be unable to see two parties together without sus- 
pecting a conspiracy. The spectacle of employers and employes mak- 
ing an agreement arouses Mr. Emery’s conspiracy complex. We 
must meet the charge that we are conspiring and we admit that 
we are conspiring in the public interest. This is a charge which Mr. 
Emery and his associates are not likely to meet. Mr. Emery wants 
the defects of human nature cured by laws of prohibition and com- 
pulsion. We want them cured by public aid in bringing out the bet- 
ter qualities of human nature. Mr. Emery turns back to the dark 
pages of_ history and reads the record with groans and prophecies 
of evil. We are trying to turn a new page and write a new record 
for the better world of tomorrow. 


At an afternoon session of the committee January 16, Bird 
M. Robinson, president of the American Short Line Railroad 
Association; Charles L. Henry, of the American Electric Railway 
Association, and P. J. Shea, of the Amalgamated Association of 
Street and Electric Railway Employes, submitted their views. 

Mr. Robinson explained that the short lines, with the assur- 
ance that provisions in the bill would leave them free to nego- 
tiate with their employes and not be bound by the measure, were 
not opposing the bill. He said the short line railroads as such, 
nor the association participated in the preparation of the bill 


and had no responsibility either for its provisions or its presen- 
tation. 


“We are of the opinion that in so far as that class of roads 
which we represent is concerned,” said he, “the proposed law is 
not workable; that there is no need for such a law, and we are 
therefore not in a position to advocate its enactment.” 

Mr. Robinson pointed out that living and working conditions 
of employes on short lines were materially different from those 
of employes on large systems. He said the managers and em- 
ployes of the short lines were in close and constant contact and 
except in very rare instances had close and cordial relationships. 
He said strikes on such roads were rare indeed, and that it was 
seldom that such strikes as did occur interfered to any material 
extent with the general transportation interest of the public. 
Continuing, Mr. Robinson said: 


The bill provides for certain procedure and limitations which 
if attempted to be put into practice on the short lines would be- 
come a real burden. For example: 

First, it is unnecessary in the interest of the public or the short 
lines and their employes for them to make collective agreements 
with reference to rates of pay, rules and working conditions, as may 
be provided for in section 2, page 3; this in view of the fact that 
the majority of said roads have a very small number of employes, 
do not have collective agreements, hence at the present time are free 
to provide for such relationships as to them seems best. The present 
plan is serving all public purposes satisfactorily, and it will, in 
many instances, prove impracticable, if not impossible, for them to 
adopt different plans. 

Second, the provisions in section 3, page 5, requiring the crea- 
tion of adjustment boards, will be practically unworkable on a great 
majority of the short line railroads; this for the reason that the 
number of their employes is limited, and in many instances there 
would not be a sufficient number of any special class or craft to 
compose the membership of such a board. 

Third, section 6, page 13, freezes present rates of pay, rules and 
working conditions by law for a minimum of thiry days, and prob- 
ably much longer, whereas the short line railroads are frequently 
compelled to much more quickly settle such questions, and should 
not be limited or restricted in accomplishing such result. We really 
believe that the proposed law is so inappropriate and impracticable 
for short lines, that they ought to be exempted just as the in- 
terurbans are. 

The statements made to this committee on Thursday by the 
general counsel of the Association of Railway Executives, and the 
general counsel of the associated organization of railway employes 
that the bill has been prepared and was presented for the purpose 
of providing machinery for the settlement of disputes between the 
carriers and employes, and that it was not intended as a coercive 
measure or a law to force carriers and their employes to adopt and 
act under its provisions, coupled with paragraph 2 of section 3 on 
page 7, which provides that ‘‘rioting in this act shall be construed 
to prohibit an individual carrier and its employes from agreeing upon 
the settlement of disputes through such machinery of contract and 
adjustment as they may mutually establish” is reassuring in so far 
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as the short lines are concerned. We understand therefrom that 
there is nothing in the bill to deprive such carriers and their em- 
ployes from po Be any and all of their differences in their own 
way. In other words, they are left full liberty of action, and can 
therefore proceed in the future as they have in the past, without 
being compelled to follow the procedure outlined in the bill, ¢# 
they decide to deal directly, one with the other. 

We recognize that the larger systems and their employes are 
confronted with great problems, and that it is their desire to have 
the law changed so as to provide for the adjustment of disputes over 
rates of pay, rules and working conditions, and we have no desire 
to interfere with the enactment of the law that will aid such carriers 
and their employes to receive adequate compensation for the services 


rendered, and that the public be provided with adequate transporta- 
tion at a fair cost. 

In view of the importance of some adequate provision in the 
law in that respect, and in view of the fact that the representatives 
of the large lines and their employes have agreed upon the provisions 
of the bill, we will refrain from offering either any extended amend- 
ments or any proposition to the bill. If, however, any amendments 
are proposed by interested parties or by the committee, the effect of 
which will be to interfere with or restrict the right of our class of 
carriers and their employes to adjust their disputes as» between 
themselves, we will want to have the privilege of presenting our 
views with respect thereto. 


In so far as the roads we represent are concerned, we see no 
objection to the amendments offered by Mr. Emery, general counsel 
of the National Association of Manufacturers, especially that amend- 
ment which would confer wpon the emergency board the power to 
compel the attendance of witnesses and the production of necessary 
records; but we wish to couple with that statement the further state- 
ment that we do not feel that we have any special interest therein 
beyond that of the ordinary citizen. 


Mr. Henry recommended that the word “steam” be inserted 


in the language defining the term carrier. The language in the 
bill follows: 


The term “carrier” includes any express company, sleeping-car 
company, and any carrier by railroad, subject to the interstate com- 
merce act, except a street, interurban, or suburban electric railway 
not operating as a part of a general railroad system of transporta- 
tion, including all floating equipment such as boats, barges, tugs, 
bridges, and ferries, and other transportation facilities used by or 
operated in connection with any such carrier by railroad, and any 
receiver or any other individual or body, judicial or otherwise, when 


a ee of the business of employers or carriers covered by 
s act. 


_Mr. Henry urged that the word “steam” be inserted before 
“railroad” in that part of the paragraph reading “a general rail- 
road system,” etc., so that it would read “a general steam rail- 
road system,” etc. He believed that amendment necessary to 
make certain that electric interurban lines would be exempted. 
He said that was the definition used in the labor provisions of 
the transportation act, and that the definition, “a general steam 
railroad system” had a well-defined legal meaning, while “a 
general railroad system” would be subject to interpretation. Mr. 
Shea urged a similar amendment to make it plain that members 
of his organization would not come under the terms of the bill. 
Mr. Robinson said he thought the word “steam” should be in- 
serted as proposed. 

Members of the committee, however, appeared to feel that 
the language of the bill was plain enough with respect to ex- 
empting street, interurban or suburban electric railways not 
— as a part of a general railroad system of transpor- 
ation. 

Mr. Richberg said there was no desire to include employers 
and employes who did not desire to come under the bill when 
representing a different type of transportation than that in- 
tended to be covered by the bill. His objection to the insertion 
of the word “steam” as suggested was that it might be con- 
strued as exempting roads which were operated partly by steam 
and partly by electricity. He mentioned electrified terminals as 
an illustration, and one or two electrically operated railroads 
that otherwise had all the characteristics of a steam railroad 
system. 

Chairman Watson adjourned the hearing to a date to be 
fixed later. The chairman of the Railroad Labor Board and sev- 
eral other witnesses will be heard by the committee before it 
closes the hearings. 

The House committee on interstate and foreign commerce 
may begin hearings on the railroad labor bill next week. Rep- 
resentatives of the railroads and of the employes took the 
matter up with Chairman Parker, of the committee, but a definite 
decision as to the date for the beginning of the hearings was 
not reached. 


RAILROAD LABOR BILL 


(From “The Nation’’) 


There is not a little humor in the fact that, except for 
one relatively unimportant change (permitting local rather than 
requiring national adjustment boards) this measure (the rail- 
road labor bill), blessed by the Administration and introduced 
by none other than “Jim” Watson, is the same proposal which, 
as the Howell-Barkley bill, was fought with crusading fervor by 
the Administration in the last session. It is the same proposal 
which the railroad supply companies and special propaganda 
bureaus denounced to chambers of commerce throughout the 
West as “an attempt to force the closed shop upon the railroads.” 
One inspired railroad president denounced it as “a dastardly 
attempt to sovietize the railroads.” The truth is that even now 























































































































the railroads would be glad enough to let railroad labor legis- 
lation alone if the antagonism and tension of the men, after 
almost six years of the Labor Board, had not reached the 
danger-point. 


COMMISSION ORDERS 

The Wisconsin Traffic Association, Fort Frances Pulp and 
Paper Company, Limited, Kenora Paper Mills, Limited, and Min- 
nesota and Ontario Paper Company have been permitted to in- 
tervene in No. 17633, Chamber of Commerce of El Dorado, Ark., 
et al. vs. Chicago, Rock Island & Pacific et al. 

The Mystic Works has been permitted to intervene in No. 
17718, the Hanna Furnace Company et al. vs. New York Central 
et al. 

The Commission has dismissed the complaints in Nos. 13448, 
the Wilmington Chamber of Commerce vs. Clyde Steamship 
Company et al.; 16225, Nebraska Bridge Supply & Lumber Com- 
pany vs. Director-General et al.; 16725, Watters-Tonge Lumber 
Company vs. Central of Georgia et al.; 17514, the Charles Boldt 
Glass Company vs. Chesapeake & Ohio et al.; 17523, Northwest- 
ern Fruit Exchange, as Agents for Brainerd Fruit Company, vs. 
Great Northern et al.; 17534, Empire Refineries, Incorporated, 
vs. Missouri-Kansas-Texas et al.; and No. 17656, Western Bridge 
& Construction Company vs. Chicago & North Western et al. 

The Commission has permitted T. H. Peppers, doing business 
as Peppers Fruit Company, to intervene in No. 17862, California 
Citrus League et al. vs. Akron, Canton & Youngstown et al. 

The Western Union Telegraph Company has been permitted 
to intervene in Valuation No. 684, the Georgia Southwestern & 
Gulf Railroad Company. 

The Commission has denied defendants’ petition for post- 
ponement of the effective date of the order entered in No. 15865, 
Florence Chamber of Commerce vs. Louisville & Nashville et al. 

The Board of Railroad Commissioners of the State of South 
Dakota has been permitted to intervene in No. 14190, American 
National Live Stock Association et al. vs. Santa Fe et al. 

The order entered May 15, 1922, reopening No. 8167, Three 
Lakes Lumber Company et al. vs. Washington Western Railway 
Company, Director-General, et al., and No. 10816, Three Lakes 
Lumber Company et al. vs. Director-General; Washington West- 
ern Railway Company et al., for further hearing, is vacated and 
set aside. 

The Commission has dismissed the following complaints un- 
der I. C. C. Docket Nos. 16588, Summittville Drain Tile Com- 
pany vs. Director-General, as Agent; 16753, Portland Traffic and 
Transportation Association et al. vs. Northern Pacific et al.; 
16936, E. I. Du Pont De Nemours & Company vs. Lehigh Valley 
et al.; 17231, Yakima Fruit Growers’ Association et al. vs. North- 
ern Pacific et al.; 17307, Thomas J. Locke vs. Mobile & Ohio; 
17492, National Tube Company vs. Santa Fe et al.; and No. 
17616, Security Cement & Lime Company vs. Adirondack & 
St. Lawrence et al., upon request of the complainants. 

The complaint in No. 16828, S. F. Baker & Company vs. Chi- 
cago, Burlington & Quincy et al., having been satisfied, same is 
dismissed. 

The Southern Cotton Oil Company and Southport Mill, Ltd., 
have been permitted to intervene in No. 17457, Humphreys-God- 
win Company, Inc., vs. Abilene & Southern et al. 

The Commission has dismissed No. 14546, J. W. Beardsley’s 
Sons vs. Ann Arbor et al., account of lack of good cause being 
shown by complainant. The proceeding had been held in abey- 
ance since November 28, 1922, on request of complainant. On 
October 31, 1925, complainant was advised that unless good 
cause was shown to the contrary, the complaint would be dis- 
missed. The Commission said no advice had been received from 
complainant. 


NEW RAIL TERMINAL FOR NEWARK 


Plans for the expenditure of approximately 25 million dollars 
for the construction of a new Union Terminal in Newark and a 
network of high-speed surface lines linking Northern and West- 
ern New Jersey with Newark as the gateway to New York had 
been made public by the Penn. Railroad, the City of Newark, 
and the Public Surface Corporation of New Jersey. 

The plans in detail contemplate the abandonment of Man- 
hattan Transfer, the extension of the Hudson Tube system to 
southern sections of Newark, three double-track steel bridges 
over the Passaic River to accommodate increased traffic brought 
about by the transfer from electric to steam locomotives at 
Newark, and the erection of a Pennsylvania passenger station 
and steam terminal at Wright Street, in the down-town section 
of Newark. 

Thomas W. Hulme, vice-president of the Pennsylvania Rail- 
road in charge of real estate, made the first move in a letter to 
Mayor Raymond of Newark, asking that official to name a com- 
mittee to go into conference with the railroad committee. 

The rzilroad, Mr. Hulme said, has $12,000,000 ready for ex- 
penditure, while it is estimated that Newark and the three arms 
of the Public Service system will each share in the expenditure 
of an additional $13,000,000. Transportation systems involved 
in the plan include steam and electric railway lines, electric 
surface and subway lines and motor busses. 





230 THE TRAFFIC WORLD 








Vol. XXXVII, No. 4 


RATE STRUCTURE INVESTIGATION 


(By a staff correspondent at Kansas City.) 


Testimony on behalf of lumber and brick shippers and of the 
Illinois Manufacturers’ Association was received at the Kansas 
City hearing, January 15, of Docket 17000 and Ex Parte 87, 
before Examiner Wagner, in the temporary absence of Commis. 
sioner Aitchison, and state commissioners Hussey of Kansas, and 
Betts, of Arizona. Before Examiner Keeler testimony by wool, 
wheat, and cereal beverages was presented. 

F. M. Ducker, on behalf of the Northern Hemlock and 
Hardwood Manufacturers’ Association, testified that competition 
of lumber produced in Wisconsin and northern Michigan was 
with lumber produced in the south and west. He said competi- 
tion was sharp and pointed out that in only in the state itself 
and the states of Michigan and Illinois, did Wisconsin supply 
more than 10 per cent of the inbound lumber shipments. He 
made the point that other producing territories could reach 
greater distances in marketing their lumber than could Wis- 
consin. It was his testimony that an increase of two cents a 
hundred would be equal to a 10 per cent increase in the Wis- 
consin rates, while, on interstate business, he said a flat 
increase of two cents a hundred would amount to from 10 
to 33-1/3 per cent. The percentages, he testified, were based 
on weighted averages of shipments made within and to and from 
the state. 

Dewey Waller, for sash and door manufacturing interests, 
generally, and for the Farley Loescher Company, Dubuque, Ia., 
testified in answer to questions by J. S. Burchmore, counsel for 
lumber interests, that he was not certain whether the rates 
from producing plants he represented were to be increased to 
Chicago, for instance. He said Mr. Spens had been unable 
to testify as to that earlier. However, he said, he would like 
to assume that the rates were not to be increased, for it would 
mean an added disadvantage compared with manufacturers who 
enjoyed transit privileges at El Paso on lumber from the west 
coast and in that way gained an advantage in rates to Chicago 
for the manufactured products, as compared with shippers 
in the middle west. 

F. M. Wilson, La Mar, Colorado, vice-president of the 
Denver Alfalfa Milling and Products Company, said the increases 
proposed would curtail shipments of alfalfa cake and meal 
from the territory he was interested in. He said anything that 
affected the farmer’s ability to market his alfalfa would directly 
affect the mills that produce alfalfa products. He testified that 
the increase would bring about an added cost that neither the 
mills nor the consumers of their products could absorb. 

The testimony for the Illinois Manufacturers’ Association 
was begun by Charles Piez, president, who read a statement as 
to the position of the association with respect to the increase. 
He said members were concerned in any undue reduction of 
railroad earnings, for, if the carriers were not permitted to 
earn a fair profit, transportation would suffer and, in turn, injure 
industry, business, agriculture, wage earners, and the. public 
generally. He went on to say that the railroads that were seek- 
ing the increase were important customers of the manufacturers, 
and that farmers, likewise, were large consumers of manufac- 
tured products, and their position was opposite in that they 
sought reductions in freight rates. 

He continued, in part, as follows: 


_ Our association is asking neither for an advance nor a reduc- 

tion in freight rates at this time. We would prefer stability be- 
cause we dislike to become the agents through whom the in- 
— cost, necessitated by rate increases, ts passed on to the 
public. 

We are appearing here because we are convinced that if the 
mandate imposed on the Commission by the Joint Resolution is 
to result in effective relief to agriculture through a reduction in 
freight rates, that result can only be achieved by such material 
and radical changes in the existing rate structure as to impose an 
intolerable burden on the industries. ‘ 

Because of the substantial profits shown by a few lines of 
manufacturing, it is popularly supposed that all manufacturing 
is so profitable that the imposition of additional burdens is but 
an equitable process of reducing excessive profits. 

Manufacturing is an extremely hazardous undertaking with 
a high percentage of mortality. It is subject to many vicissitudes, 
usually brought about by conditions over which the manufacturer 
has no control. 

Let us refer to the condition in the textile industries due to 
the changes in fashion of women’s attire, to the shrinkage in 
leather manufacture due to the supplanting of high shoes with 
low, and the substitution of fabric for leather. The introduction 
of the radio almost wiped out the demand for victrolas, the devel- 
opment of the cotton mills of the South brought heavy losses 
to the cotton industry of New England. The necessity of clothing 
manufacturers to make up clothes six months ahead, subjects 
them to hazard from changes in fashions and shrinkage in de- 
mand, and often involves them in heavy loss. The excessive 
development of the facilities of certain industries demanded by 
the war has resulted in heavy losses to these industries since. 

The loss from shrinkage in inventory values is a constant 
menace to that large group of manufacturers who are compelled 
to manufacture in advance of actual sales. 

But the hazard to the manufacturer arises not only out of 
these external conditions, but out of internal ones as well. Inven- 
tions that make for improvement and economy of manufacture 
often involve the scrapping of a considerable part of his equip- 
ment with a consequent loss. 

The railroads, while subject to rate control by your Commis- 
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sion, are at least not subjected to price reduction by reason of 
a reduced demand for service. 

In this respect the farmer and the manufacturer suffer equally, 
put the latter suffers the additional disadvantage of carrying a 
much higher proportion of overhead during periods of small 
demand than the former. 


He said a further burden would be placed on manufacturing 
if the present rate structure were seriously modified. He said 
the present structure was sufficiently elastic to permit the cor- 
rection of inequalities that might exist, but that it did not 
seem to members of the association generally that the structure 
would lend itself to any plan by which a material change of 
some rates at the expense of others could be made an instrument 
of relief from depression in any one pursuit. 

C. S. Bather, on behalf of the Illinois Manufacturers’ Asso- 
ciation, said it was not appearing either to oppose or favor the 
proposed increase, with relation to’western territory, but to give 
testimony with respect to the rates in and to and from 
the Illinois district. He gave a history of Illinois rates, tend- 
ing to show that Illinois had reached a point where it had a 
level of rates equal to eastern territory and much higher than 
rates in Western Trunk Line territory, and that the increases 
sought by the carriers would place Illinois on a higher basis 
than C. F. A. territory and adjacent Western Trunk Line terri- 
tory, thereby leaving the state on a rate plateau above the 
surrounding territory. 

H. E. Tuohy, representing the Mid West Paving Brick Man- 
ufacturers’ Association, testified that the industry was already 
under a handicap with relation to its competitors, since it com- 
peted with other cheaper road building materials and moved on 
lower rates. He said shipments of paving brick had falien off 
greatly since before the war. He testified that interests he repre- 
sented did not take the position that freight rates could not be in- 
creased, but that, if the increase became effective, the revenue 
of the carriers would not gain from paving brick shipments, 
since the sales of paving brick would decline still further. 


L. M. Wallace, secretary of the Clay Products’ Traffic Asso- 
ciation, was placed on the stand by C. R. Hillyer, and testified 
that the increase in freight rates, applying on coal and raw 
clay would mean an increase in cost to the plants he repre- 
sented of 50 cents a thousand bricks. He said that, in per- 
centage, the increased proposed on clay products would amount 
to from 6 to 13 per cent. 


S. H. Wheatley, of the Hydraulic Pressed Brick Company, 
St. Louis, followed Mr. Wallace and subscribed to his testimony. 

The next witness was W. R. Allison, secretary and traffic 
manager of the Illinois Brick Company, Chicago. He testified as 
to the adjustment on brick from Illinois generally, making the 
point that an increase in freight rates in Illinois rate territory 
would result in higher rates than in Indiana or from Indiana 
to Illinois. He said the brick and clay manufacturers in 
Illinois were opposed to any increase on brick and articles in 
the uniform brick list for the reason that rates in Illinois terri- 
tory were already dealt with in the general brick case, docket 
10733. With respect to rates on common brick from Chicago 
to Pn in W. T. L. territory beyond Illinois, he testified 
as follows: 


_ There is more common brick manufactured in the Chicago 
district than in any other district in this country, the annual 
production being about 1,250 millions. Prior to the war, we did 
a fair amount of business in Iowa, Wisconsin and upper Michigan, 
but our shipments to that territory have fallen off materially 
since the increase in rates under Ex Parte 74, effective August 
26, 1920. In 1920 the Illinois Brick Company shipped 782° cars to 
Iowa and 1,231 cars to Wisconsin. In 1924 36 cars to Iowa and 
632 cars to Wisconsin; a decrease of 95 per cent for Iowa and 
about 50 per cent for Wisconsin. Of the 36 cars to Iowa in 1924 
30 cars were shipped to points on the Mississippi river in Illinois 
to Wisconsin 600 cars were shipped to points 150 miles or less 
Rate Territory and only 6 cars to interior Iowa. Of the 632 cars 
distance from the shipping point, such shipments moving on a 
common brick rate lower than the rate on articles in the uniform 
brick list. The weighted average haul of the 36 cars to Iowa is 
160 miles, the weighted average $1.78 per ton. On the 632 cars to 
Wisconsin the weighted average haul is 96 miles—rate, $1.26 per 
ton. Applying an increase of 20 cents per ton as proposed by the 
carriers would be an increase in the $1.78 rate of about 11 per cent 
and in the $1.26 rate of 16 per cent. I believe that is unfair to 
the brick interests; therefore, I object to the proposed increase of 
20 cents per ton. I believe the present rates on common brick 
from Chicago to Western Trunk Line Territory are higher than 
will permit a fair movement of that material and that any in- 
crease will be merely increasing paper rates. However, if the 
Commission find in this case that the carriers have made their 
case, then the rates on articles in the brick list should take the 
Same percentage of increase as it applied to classes and general 
commodities but that no increase be allowed between points in 
Illinois Rate Territory. 


The hearing before Examiner Keeler did not occupy the 
whole day. The first witness was George S. Sowers, farmer, 
Spring Hills, Kansas, who testified that the farmer’s great 
trouble was not with the freight rates. He said the farmer’s diffi- 
culty arose out of the fact that there was an unequal distribution 
of the price of bread as between the persons contributing to its 
production and marketing. It was his opinion that the farmer 
should get a larger share of the sale price. Mr. Sowers said 
that the commission man, dealing in wheat and its products, 
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should be eliminated, while the retail dealer and the miller 
should have a lesser share of the profits. 

A. E. Sicilia, representing wool trade interests at Chicago, 
said his complaint was with regard to wool from the west 
moving to Chicago. He said the rates on such shipments were 
not on a mileage scale comparable with that arising out of the 
wool case, applying on wool from western points to Boston. He 
cited a number of examples, each of them lower, of the rates 
he would have if a similar scale were applied to Chicago. His 
opposition to the increase proposed was on the ground that wool 
rates were already too high and that the increase would be only 
an added burden. 


Kansas Salt Producers Heard 


W. T. Hickerson, of Chicago, traffic director, Kansas City 
Salt Producers, representing salt producers of Kansas, brought 
out the situation pertaining to the salt rate adjustment to South 
Dakota, North Dakota, Minnesota and also he Southwest. He 
explained that complaints have been brought, or are pending, 
involving rates on salt to this western territory, and insisted 
that if the carriers are entitled to more revenue it should come 
from some source other than salt. He presented seevral ex- 
hibits tending to show that salt now pays more than its trans- 
portation burden as compared with the earnings of the carriers 
in the Western district for the year 1924, and that the per ton 
and per car-mile earnings on salt, from Kansas to South Dakota 
destinations, were higher than the average on all traffic for the 
year 1924. Salt traffic from Michigan to the same destinations, 
he said, paid not only less than from Kansas, but less than the 
average earnings on all traffic for an yregion in the United 
States. He claimed that salt was a low-grade, cheap, heavy- 
loading commodity. 

E. A. Peterson, representing the U. S. Beverage Company, 
voiced objection to the singling out of agriculture for prefer- 
ential treatment. He was not opposing, he said, the carriers’ 
right to an increase, but he said such an increase should be 
made to apply fairly on all commodities. 


Brick and Clay Men Continue 


Clay products shippers continued to enter testimony at the 
hearing before Examiner Wagner, January 16. Testimony on 
behalf of the grain markets was put in before Examiner Keeler. 

A. E. Youngerman, on behalf of the Mason City Brick and 
Tile Company, testified that there had been a depression in the 
business done by the nine plants of his company, and that, while 
some of it might be due to the lack of business in general, 
the major portion was due to the lack of freight rates that 
would move the traffic. He continued his testimony, in part, 
as follows: 


Our rates on hollow building tile to South Dakota are based on 
the 11672 scale, or perhaps more specifically termed as the 12708 
scale, which was a complaint filed by the Sioux City Brick & Tile 
Company. As a matter of explanation we will state that after we 
had filed our complaint in 11672, the Sioux City Brick & Tile Company 
filed a complaint which was I. C. C. Docket 12708. These two cases 
the Commission consolidated in this respect that the orders were 
issued at the same time. However, from Mason City we received 
a slightly lower scale under the Commission’s decision in 11672 than 
did Sioux City in I. C. C. 12708. The result was-after several com- 
plaints had been filed the Commission as a temporary measure said 
that the 12708 scale would apply from Mason City in lieu of the 11672. 
The cases were reheard, reargued and are now before the Com- 
mission for final decision, but the hollow building tile rates are now 
based on the higher scale, namely the 12708. 


The carriers are asking for an increase in rates in order to 
secure additional freight revenue, but I dare say to increase the 
rates on drain tile from Mason City to South Dakota would not result 
in additional freight revenue, but would increase an already prohibi- 
tive rate. In fact we have been attempting for two or three years to 
get rates reduced to a basis that would move the traffic. 

To show the Commission what these high abnormal drain tile 
rates have meant to us, I will state that in 1920 we shipped 383 cars 
of drain tile to South Dakota, but after the increased rates became 
effective under the Commission’s decision in I C. Docket 9671, 
and in addition thereto, the 35 per cent increase under Ex-Parte 74, 
the rates have become so high that every year thereafter the ship- 
ments have fallen off until we only shipped 33 cars of drain tile 
from Mason City to South Dakota destinations in the year 1925. Now 
to increase these rates 20 cents per ton or even 5 cents per hundred 
will not result in increased freight revenue but will advance an already 
prohibitive rate. 

If the Mason City lines will adjust the drain tile rates to South 
Dakota to a workable basis we can guarantee to increase the car- 
riers’ freight revenue on this commodity from Mason City to South 
Dakota several hundred per cent during 1926, where, as stated before, 
if these rates are increased 5 per cent or 20 cents per ton, it will 
merely result in advancing a rate that will mean less revenue to the 
carriers. 


Rogers McCray, traffic manager, Kansas Gas Belt Brick 
Manufacturers’ Association, was another witness to state that 
the commodity about which he testified was already bearing its 
share of the transportation and was paying rates that were 
retarding the movement of the product. He said all the rates 
in the territory for which he spoke were before the Commission 
in the southwestern brick cases, and that there was, in those 
consolidated cases, a comprehensive record on which to base 
any readjustment of the brick rates. He said the testimony in 
those cases should be considered in Ex Parte 87, and, in the face 
of the testimony in the earlier proceeding and the present con- 
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dition of the industry, interests he represented were opposed 
to any increases in rates. He testified that in the southwestern 
brick cases, through proposals of the carriers, the brick pro- 
ducers were faced with an increase of 10 per cent, so that an- 
other flat increase of 20 cents a ton, as proposed in the present 
proceeding, would be bound to retard the movement of the com- 
modity. He added that it would not only deprive the brick man- 
ufacturers of business, but would result in a loss of revenue 
to the carriers. In concluding his testimony he said the increase 
of 20 cents a ton on brick would amount to greater than a five 
per cent increase, which was unfair to brick as compared with 
other commodities. 

H. G. Wilson, traffic manager, Columbia Quarry Company, 
testified as to conditions in the crushed stone industry. He 
said the competition was keen and that freight rates had a 
decided effect on business. He told of the volume of movement, 
saying that a greater portion of it was interstate. He entered 
some figures as to prices on the commodity for which he 
spoke. He said prices were around 90 cents a ton on crushed 
rock, agricultural limestone, and similar products. He testified 
that freight rate from the plant he represented to Illinois destina- 
tions was now 63 cents a ton, and that, under the increase 
proposed by the carriers, it would be about 70 cents a ton. 

W. R. Sanborn, for the Lehigh Stone Company, Lehigh, II1., 
testified that there had been increase in rates on stone which 
burdened the industry, amounting to 73 per cent from July, 
1916, to December, 1924. He said such increases as now sought 
by the carriers would seriously hamper the industry and have 
the effect of restricting the field reached by his concern and 
would also restrict competitors. 


Keeler Hears Grain Testimony 


Before Examiner Keeler, grain testimony was put in on 
behalf of Omaha, Kansas City, Chicago and Minneapolis markets. 
J. H. Kuhn, on behalf of the Omaha Grain Exchange, testified 
that, while he was not opposing the carriers’ right to an increase 
in rates, he was opposed to the method of levying the increase. 
He entered testimony to show that the present adjustment of 
grain rates was unfavorable to Omaha and other Nebraska 
points as compared with adjacent states. He said that, before 
an attempt was made to carry out the proposed increase, the 
rates from and to Nebraska should be placed on a parity and 
then the rates of the general territory might be increased, if it 
was done fairly and equally. 

J. S. Brown, for the Chicago Board of Trade, said Chicago 
was opposed to any increases in grain rates. He said present 
competition was sharp enough with other markets and that an 
increase to Chicago would make it increasingly difficult to get 
grain shipments there. He made the statement that, aside from 
competition from St. Louis, Minneapolis, Omaha and Kansas 
City, Chicago was facing competition from the Pacific northwest, 
whence grain moved to Duluth by rail and thence by water to 
eastern mills or to exporting points. 

W. R. Scott, for the Kansas City Board of Trade, pointed 
out instances where the application of the proposed increase on 
grain would leave Kansas City at a disadvantage with other 
markets. He said grain moving from South Dakota, under the 
earriers’ proposal, would take a one cent increase to Chicago, 
while to Kansas City, moving by way of Sioux City, it would 
take a two-cent increase by reason of the increase in the rate 
to Sioux City of one cent and from that point out of one cent. 
It was his contention that the carriers were not giving careful 
consideration to the effect of the increase on Kansas City as 
an important market. 


A. F. Cleveland, assistant freight traffic manager, Chicago 
and Northwestern, asked Mr. Scott if Mr. Spens’ statement that 
all markets, in the application of the increase, would be placed 
on an equal basis, did not take care of such a condition as the 
witness described. Mr. Scott said he was not satisfied that 
it did, adding that his and the carriers’ idea of an equal adjust- 
ment of rates to and from grain markets was different. 

F. B. Townsend, on behalf of the markets at Minneapolis, 
stated his opposition to any increase in rates on grain on the 
ground that, under the proposal, the application would be likely 
to leave an irregular and unequal adjustment, and that the water 
rates to eastern points were not being increased, so that Minne- 
apolis might suffer by reason of shipment out through northern 
lake ports. He introduced several exhibits, one of which con- 
sisted of thirty-five printed pages. It had been prepared for use 
before the Western Trunk Line Committee in seeking adjust- 
ments on Minneapolis rates and was objected to as containing 
much that was outside of the present proceeding, besides being 
argumentative. All but two pages were refused. 

Following grain testimony, Missouri River cities voiced oppo- 
sition to any increase in rates. C. E. Childe, manager of the 
traffic Bureau of the Omaha Chamber of Commerce, said Omaha 
seriously opposed the increase sought. He pointed out that there 
would be an increase of 15 cents a ton on coal shipped to Kansas 
City, Omaha, and other river points while, to Chicago and St. 
Louis, no increase was to be made. Other disadvantages of 
the carriers’ proposal pointed out by him were an increase in 
rates on lumber and pig iron to the cities on the river while none 
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was proposed to Chicago and St. Louis, the points of origin 
being, in the case of lumber, the Pacific coast and Southwestern 
points and, in the case of pig iron, Birmingham, Alabama. 

W. H. Fitzpatrick, for St. Joseph, Mo., testified that rates 
to and from his city and other river cities were already paying 
all the traffic would bear. He said the increases proposed on 
coal would result in discrimination against St. Joseph, Kansas 
City, and Omaha and, to fhat extent, the carriers were asking 
the Commission to allow them to violate the interstate com. 
merce act. 


Commissioner Aitchison Returns 


Commissioner Aitchison, after an illness of several days, 
presided at the hearing, January 18. At the main hearing 
testimony was begun on behalf of the American Farm Bureau 
Federation, while at a short session before Examiner Keeler, 
testimony was received as to the adjustment proposed to and 
from Missouri cities. Before Commissioner Aitchison there 
was one brief statement of the position of labor with respect to 
the investigation. 


L. W. Adams, contributing editor of the Kansas City Labor 
News, said that, through talks delivered, he had come into 
contact with the opinions of 150,000 members of railway labor 
organizations. He said he found them to be much concerned 
by the diversion of traffic to the truck lines for short hauls, 
because to the extent that it meant a loss of business to the car- 
riers, it meant loss of employment to the men. And because 
this present investigation was concerned with one class of 
persons supposed to be in a sad plight, he thought it only fair 
to bring to the attention of the Commission the plight of rail- 
road labor as it might be affected by the working out of modern 
transportation problems. He said trucks and busses between 
Kansas City and Topeka took $2,000 worth of business a day 
away from the railroads, and that, in the whole territory 
involved in the present proceeding, the roads lost something 
like $200,000,000 worth of business annually to motor vehicles. 
He said that, on behalf of labor, he wished to urge that bus 


and truck lines be placed under government regulation. There 
was no cross examination. 


H. Hatch, a farmer from eastern Kansas, was the first 
witness called by F. S. Jackson, attorney for the Corn Belt 
Farmers’ Committee of the American Farm Bureau Federation. 
He testified that the increasing cost of raising live stock in 
eastern Kansas much more than balanced the increased price 


received as compared with pre-war days. He continued in part, 
as follows: 


The last year has been the only one since the war in which farm 
raised cattle made a profit for us. The actual cost of keeping a 
cow one year on our farm has been very close to $20; of this $8 is for 
pasture and $12 for wintering. One is fortunate if he gets a 90 
per cent calf crop which brings the cost of a calf to $22. In the 
years prior to 1925 the average calf would sell on our local market 
for $16 to $18 when taken off the grass at the end of the pasture 
season. At this time, such calves are selling for from $20 to $25. 
If kept until the next year, this calf, in the five years prior to 1925, 
would bring, if an average heifer, $30; if an average steer; $33. 
A cow, kept for calf raising purposes, when sold goes as a canner 
at an average price of $20. 

A number of years ago we gave up raising colts as a yearling colt 
would bring no more than a calf, and a four-year-old colt would 
not bring as much as a three-year-old fed steer. The cost of 
raising a four-year-old colt will, in a series of years, amount to 
$100 and the average selling price of such horses has been, in the 
last five years, about $65. We have found it cheaper to buy our 
farm horses than to raise them. 

Hogs have paid us better than cattle during the last five years 
because ‘corn has been low in price during most of those years and 
our cost accounts indicate that we have lowered the generally ac- 
cepted ratio of 10 bushels of corn to 100 pounds of pork by at least 
10 per cent. For some years we have been making an average of 
100 pounds of live weight hogs with 9 bushels of corn. This gives 
us a fair profit in five years out of ten; in two of such years there 
is an even break and in the other three years, a loss. 

The years 1920 to 1924 were bad ones for our farming locality 
from a financial standpoint and many farmers became very deeply in 
debt. The year of 1924 brought considerable relief in the form of a 
large corn crop of good quality which solfi above $1 a bushel. If the 
average farmer, in 1924, sold his corn at the elevator he received 
close to $40 an acre, gross, for his product. This was the only pro- 
fitable corn year we have had since the war. This year—1925—the 
yield is less than that of last year by 40 per cent and the price paid 
is 45 per cent less than that paid in 1924. The 1925 corn crop is 
bringing the farmers of southeastern Kansas a gross return, if sold at 
the elevator, of but $13 an acre as compared with $40 for the 1924 
crop. The price paid for corn in our locality in 1913 was 60 to 65 
cents a bushel; in 1914 the average price was 55 cents. Today the 
price is 65 cents. 

In 1913 the average wage of farm hands in our locality was $20 
a month and they were easily procured at that price. Owing to 
competition from the city and more especially from the oil fields 
which are close to our locality, we find it almost impossible to hire a 
man by the month. Good workers get $5 to $6 a day in the oil fields 
and the daily wage on the farm when help is most needed is at least 
$4 a day. The monthly farm wage is now $50. Farmers. cannot pay 
these wages and live, hence they are doing most of their own work 
with larger and more improved machinery at a cost at least double 
that of 1913. Under these conditions young men are leaving the farm; 
I noted at many threshing jobs in our locality in the last four years 
that fully 60 per cent of the men employed were more than 45 years 


of age. A very large share of our farm work is now being done 
by old men. 


Charles Graff, of Bancroft, Nebraska, who said that all his 
life he had been a farmer and on the farm, with the exception 
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of the last six years spent in town, said that, compared with 
1914 and 1915, agriculture was now in a sad plight. He said the 
majority of farmers were in bad condition financially, that fore- 
closures were increasing, and that, if the banks should try to 
force collections, they would be unable to realize a hundred cents 
on the dollar. He testified that, in the county from which he 
came, foreclosures had increased from 3 in 1920 to 11 in 1924, 
and that in 1926 there would be a further increase in fore- 
closures. This county, he said, was next to the smallest in 
be state. 

He proceeded to tell the results of farming, by his son, 
from 1913 to 1925, inclusive. He read figures to show that there 
was an increase in what the son was worth in property and 
money, from year to year, up to 1919. From that date, the 
gon’s worth declined steadily until in 1925 he was worth, as a 
result of yearly operation, only about one-third of what he 
was worth in 1919 and a little less than in 1913 at the end of 
the year’s operation. 

F. B. Mann, Winnebago, Nebraska, superintendent of farms 
in the Indian reservation territory, testified that, in comparison 
with 1913, the farmer’s situation was much worse at present, 
put not quite as bad as it was in 1921. He took as an example 
of operations in the territory, one of the best farms of about 200 
acres, Which, he testified, showed a financial loss, figuring as 
optimistically as possible. 

H. A. Wallace, farm economist and editor of the Wallace 
Farmer, testified that, for the last five years, the farmers had 
been in a deplorable condition in Iowa, Illinois, and Missouri, 
and throughout the west generally. He said it was due to the 
“yost-war reversal of trade balance.” He said that, before the 
war, there was a happy relationship between this country and 
Europe on a trading basis, with farm products moving to foreign 
countries and money coming over here. When the war was over, 
however, he said, there continued to be farm products sent 
abroad, but that, in return, some gold was sent, but a whole lot 
was paper promises. It naturally followed, he said, that the 
farmers began to have a surplus on hand, when less was shipped 
abroad, and the farmer, he said, still had the surplus, particu- 
larly of wheat and pork. Until it was found out what could be 
done with the surplus, he said, the farmers’ problem would not 
be solved. High freight rates, he testified, constituted a serious 
factor in the problem, because they affected the movement of 
farm products to the seaboard. 


He said there were four ways in which the problem might 
be dealt with. One was to reduce production; a second, to take 
the tariff off all European products, which might result in 
increased movement to foreign countries of farm products, but 
at the same time might injure eastern manufacturers; a third 
was to devise some form of exporting corporation such as 
Congress was considering; and a fourth was to let matters take 
their natural course. The latter, he said, seemed to be the 
one being followed, but if it were followed to the end, it would 
be from 10 to 20 years before the farmer might make a fair 
return on his property investment. It was true, he said, that 
prices showed some improvement in the last two years, but he 
thought he might safely predict a decline in prices of agricul- 
ture in 1926-27 and a still further decline in 1927-28. 


H. L. Kokernut, ranchman of Jefferson Davis County, Texas, 
and president of the Southwestern Cattle Raisers’ Association, 
said he controlled about 250,000 acres of unencumbered land in 
Texas, that he valued at about $8 an acre. He said that, from 
cattle raised from 1921 to 1925, inclusive, he had made a return 
on his investment of only 3.9 per cent in any one year, at the 
most, and that was in the last year, while the average for the 
period was 3% per cent. He said, however, that any cattle 
men operating on borrowed capital must have operated at a loss. 

Before Examiner Keeler, J. H. Tedrow, in charge of the trans- 
portation department of the Kansas City Chamber of Commerce, 
testified for the Missouri River cities and for Kansas City in parti- 
cular. He said that, speaking for the river cities, their develop- 
ment was held back by the present rate adjustment. He said that, 
While they had made substantial increases in manufacturing, 
the increases were not in proportion to those made by Detroit, 
Chicago, St. Louis, and Indianapolis. He introduced an exhibit 
‘o show that, from 1914 to 1923, the number of wage earners in 
Kansas City had increased 49% per cent, while -the number at 
the other cities mentioned made’a gain of 52.2 per cent. Taking 
Indiana, Illinois, Ohio, Michigan, Kansas, Nebraska, Missouri, 
and Iowa, the wages in the first four increased from 1914 to 
1923 about 216 per cent, while in the last four the increase 
amounted to only 145 per cent. The increase in population 
showed a like relationship, that of the first four states increasing 
10% per cent from 1920 to 1925, while the others increased only 
3% per cent in that timé. 

He testified that the level of class rates in the west was 
materially higher than in the east. He said that an evidence 
of the unfair rates structure was shown by the fact that the 
level was too high from the East to Chicago as compared with 
tates from the East to Missouri River cities. Any increase in 
rates would increase the already great disadvantages of the 
“issouri River cities, he said. 

He particularly wished to stress, he said, the unfairness of 
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the increase as applied to shipments into Kansas City in carload 
and then out in L. C. L. lots to points in Nebraska and Kansas 
City, since increases proposed would put Kansas City at a 
disadvantage with Chicago. 


Agricultural Testimony Continues 


Testimony on behalf of agriculture was continued, January 19, 
before Commissioner Aitchison. A number of farmers were put 
on the stand as representatives of the territories in which they 
were situated and they told their personal experiences with 
relation to farming conditions of the present contrasted with 
the period just before the war. 

H. L. Webster, of Tekamah, Nebraska, said that, in Burt 
County, the farmer was in bad shape as compared with the 
pre-war period when he was getting along fairly well. He said 
mortgages were increasing and so were foreclosures. He gave 
an inventory of Burt County rural property, which was assessed 
in 1923. He said the total value of the assessment was $37,- 
845,175, and that $6,345,801 were spent on operations of the rural 
property, while the products of the property sold amounted to 
$5,636,510, or a net loss on the year’s business of $709,291. In 
response to questions by S. H. Cowan, attorney for live stock 
shippers, he said the ranchmen in western Nebraska were not 
making money and that a number of them had gone out of 
business in the last few years. Mr. Cowan put like questions to 
succeeding farm witnesses and received similar answers. 

J. E. Hardesty, of Pratt, Kansas, said he was a farmer, stock 
raiser and banker, and operated about 1,500 acres of land, of 


which 1,200 were in cultivation. He made a statement as 
follows: 


I have made a careful study of farming and farm conditions 
and in my opinion conditions, as a whole, are not in as good shape 
today as they were in 1913. As compared with 1920 and 1921 condi- 
tions are no better today than they were then. It is true that 
there has been some liquidation of debt, but from my experience 
as a banker it has been entirely at the expense of the upkeep and 
equipment of the farm and unless some condition is brought about 
whereby a farmer can receive greater returns for his product or 
else materially cut his expenses he will be compelled to change his 
occupation. 

On my farms I practice diversified farmin 
as my own farms are a little more adapted to 
average farms of our county, as I have alfalfa and hay along with 
other grains. I grow hogs, and cattle and feed them out, feeding 
the grain that I raise, also buying some to finish the feeding. I use 
horses and mules practically altogether and am trying to raise my 
own stock, but up to the present time, at least the last few years, 
I could buy my horses and mules cheaper than I could raise them, 
but my theory has been that some day we will need this good stock 
and I am carrying them along until such time trying to produce the 
very best grade of stock that I can. I have a pure bred herd of 
Hereford cattle but have not kept the records on these calves the 
last few years for the reason that there were no markets that would 
justify the added expense. I have kept a few of the very best bulls for 
breeding purposes, but had to sell them for less money than the 
same cattle under the same conditions would have brought me if 
I had fixed them for the market. 

I live in about the center of the heaviest wheat growing section 
of Kansas. Pratt County grows more acres of wheat to the square 
mile than any county in Kansas and, of course, this wheat is 
practically all shipped out. The railroad rate is of vital importance 
to us. We have a mill in Pratt that at the present time has closed 
down, giving for its reason for doing so that the rates on flour from 
their Anthony mill, owned by the same Company, is 30c a barrel 
less than the rate from Pratt, supplying practically the same ter- 
ritory. The same company has a mill at Kingman, Kansas, that has 
been closed down for more than a year. These mills are in the heart 
of the wheat growing section and it seems to me that if any mills 
can operate they ought to be able to do so. 

In our particular locality we produce little fruit and are dependent 
entirely upon coal for fuel. The freight rate on coal from all the 
accessible mines is about equal to the cost of the coal at the 
mines. The freight on apples and other fruits is also about equal 
to what the producer receives and what we need is some means of 
equal distribution whereby we can exchange our wheat, corn and 
live stock with those that produce commodities that we use. In 
by opinion that must be done either by increased prices for our 
commodities or lower cost of production. Increased prices in my 
judgment would be better for us all than cutting other costs. 


as much as possible 
iversification than the 


T. A. Seeman, of Wichita and Harvey County, Kansas, said 
farmers in his community were much worse off now than 
before the war. He said the land in the county was of the best 
in the state and was well situated with relation to markets, 
but that, in spite of the natural advantages, the farmers, through 
high costs of production, higher taxes, and the prices out of 
proportion to costs, were losing money. He said he had tenants 
on his own farm and neither the tenant nor himself made any 
money. He said any stock raising in the community had been 
done at a financial loss. =it 

C. A. Randall, member of the Nebraska commission, and 
engaged in farming, stock raising, merchantile business and 
banking, testified that his interest in farming at present was 
that he had a thousand acres of land, 560 in ‘Madison County, 
Nebraska, and 440 in Bighorn County, Wyoming, and that he 
was particularly well acquainted in the Nebraska district where 
his land was located, knowing practically all the farmers there, 
and that he know what conditions were with relation to the 
financial situation of these farmers. He testified, in part, as 
follows: 


e are a very few farmers. who are not complaining very 
inch “owilas to the fact that they own small farms that are 
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unincumbered and have no interest to pay and keep relatively as 
much live stock and poultry as the 160 acre farmer and purchase the 
grain from the larger farmer to feed stock that they ship in and feed 
out during the winter and in this way they make a profit that does 
not really accrue from the land investment, but they take advantage 
of the opportunity to feed stock that they purchase which gives them 
employment and a profit in addition to the crops that they raise 
on their farms. 

The next-farmer that does not seem to be in as bad financial 
shape is the man who has a long time lease on a good fertile farm 
who engages not only in the farming but stock raising and feeds out 
his entire crop and buys some additional feed and does not have to 
hire any help but has a large sized family to do all the work on 
the farm without any financial expense. 

The farmers who are in the worst financial condition is the 
farmer who has a mortgage on his farm and has not only taxes to 
pay but interest on the mortgage and especially is this so where 
the land has been purchased in recent years at high prices. There 
is a great many instances where men have bought the farm adjoining 
them, put a mortgage on the quarter that they originally owned 
and the acquired quarter and have lost their entire holdings either 
by foreclosure proceedings or by private arrangements made with 
the holders of the mortgage or with the man of whom they pur- 
chased the land. There are several renters and also purchasers of 
land in northeast Nebraska who have gone into bankruptcy by 
reason of not being able to meet their obligations after three or four 
years of effort have given it up as a bad job and turned in what 
property they have and taken a bankruptcy act which has left 
them with nothing except personal exemptions that they are allowed 
under the law. Men who, a few years ago, were considered com- 
fortably well off are today bankrupt. I have in mind several who 
had large families and good helpful wives who owned quarter sections 
well improved near good towns and who bought quarters adjoining 
their farms about five years ago and instead of being able to meet 
their obligations foreclosure proceedings have been instituted. As 
some of these men owe me money I happen to know that some of 
them would be worth at least five thousand dollars less than nothing 
if their debts were paid. 

In my opinion the average farmer is not in any better condition 
today than he was in 1923 and that he is not in as good condition at 
present as he was in 1913 for the reason that he has larger 
obligations to meet at the present time and increased cost of pro- 
duction with no substantially better prices when you take into con- 
sideration the increased cost of production. 


J. W. Alexander, former Secretary of Commerce, interested in 
agricultural operations in northern Missouri, said he knew the 
farmer’s condition now was worse than in 1913 and 1914. He 
said many of the farmers owed money and that, if the banks 
attempted to force coliections, one-third of the farmers in the 
territory in which he was interested would lose their farms. 
He said he had been in public life for many years, and that he 
at one time was able to depend on his two small farms for an 
income, but that now he found he was leaning on a broken 
crutch. He said farmers throughout his territory had buildings, 
fences and property generally that were run down and without 
needed improvements. 


J. C. Watson, for the Illinois Agricultural Association, in- 
troduced statistics as to mortgage indebtedness of Illinois 
farmers. He said the association had sent out questionnaires 
to get the figures he had and that 705 of them were returned. 
Of these 679 answers were usable. He said they showed that 
293 farmers said that mortgage indebtedness was increasing, their 
answers relating to the last twelve months, while 298 farmers 
thought there was little change in the amount of indebtedness 
and 88 thought there was some increase. 


BE. B. Spiller, secretary and general manager of the South- 
western Cattle Raisers’ Association, testified as to freight ex- 
penses in 1925 of the Co-operative Commission Company, Fort 
Worth, a concern operated by the association he represented. 
He said the company shipped 2,398 cars of cattle and that, for the 
cattle, there was a gross return of $2,601,165, of which $167,039 
was paid out in freight charges. He said the total marketing 
expense of those cattle was $223,000, so that the freight ex- 
pense amounted to 75 per cent of the operating expense. 


H. Paul Bestor, president of the Intermediate Credit Bank, 
St. Louis, testified that there had been a decrease, in the last five 
years, in the assessed value of Missouri land of about from 40 
to 50 per cent. He said that, of farmers who came to the Federal 
Land Bank, which was connected with the other bank, for loans on 
land, 47 out of 100, taking the last applications, were “turned 
down,” either because they were loaded up already .of they were 
in such shape that it was clear they would be unable to make 
enough off their land to pay off any loan. He said that there 
was a decrease in land value for loan purposes of land in Illinois, 
based on figures of the average of 10 counties, of 36 per cent 
from 1920 to 1924. 

L. L. Wilson, president of the Kansas Wheat Growers’ As- 
sociation and retired farmer, testified as to his personal ex- 
perience in agriculture and also as to the benefit to the farmer of 
the marketing association, saying that the members got from 
11 to 14 cents more for their products than non-members in the 
same territory. He read a statement as follows: 


In the fall of 1912 I bought a 70 acre farm near Augusta, Butler 
County, Kansas, paying $150.00 per acre for it. In 1918 my brothers 
and sisters and myself bought a farm of 243 acres in northern Cowley 
County paying $160.00 an acre. This farm is located on the Walnut 
River and has quite a good deal of waste land and we consider 
that we were paying $200.00 an acre for the farm land. We also 
bought several farms in Sedgwick County within two or three 
miles of Valley Center. Most of these farms cost $200.00 per acre, one 
80 acre farm without improvement which joined the town of Valley 
Center cost $240.00 per acre. Within the last six months we have 
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been offered a 240 acre farm joining some of this land and just a, 
good for $150.00 per acre. One 80 of this land having sojiq for tl 
$280.00 per acre in 1920 or 1921. There are a number of good farms great’. 
for sale in that territory but it is practically impossible to fing , = 
buyer as everyone still thinks they are still held to high although they 26% : 
have been offered at least 25 per cent less than the peak prices doe 
during the war. In general, the land in that county is worth aboyt ee 
the same price that it was in 1913. The returns on these farms ag at - 
shown by my report to the Internal Revenue Department since 19j9 1 
have always shown a loss, without taking into consideration any cent 
interest on the investment. These farms all rent for one-half of cent. 
the grain in the bin and part of them rent for one-half of the hay of 55 
in bale and the balance for one-half of the hay in stack. This _ 
is all alfalfa hay. As an officer of the Wheat Growers’ Association has 
I come in contact with farmers all over Central and Southwestern a 
Kansas, and at least 90 per cent of our members tell us that in the the 
last five years they have gone in debt very much. We have had four mes 
or five bank failures in Sedgwick County in the last three or foyr creas 
years. There are quite a number of farmers that have become bank. , 7 
rupt in the last three years while during the years 1913 to 1920 there ville, 
were practically none. aod 
1 
With the completion of testimony on behalf of the Missouri ts 
River cities, F. B. Townsend, representing the Minneapolis Aggo. ton; 
ciation of Commerce and the St. Paul Association, testifieg $9.81 
before Examiner Keeler. He testified to the effect that the in € 
Twin Cities were at a disadvantage now as compared with Lon 
Chicago, St. Louis, and Denver in shipments to Nebraska, (Colo. 
rado, and Montana destinations as a resuit of the Watertown and = 
Fargo cases. He said that, to remove the discrimination by pom 
reducing the rates from the Twin Cities, would result in losges mit 
in revenue to the carriers, and that he did not advocate reduc. cou 
tions to cure the situation. He voiced an objection to the = 
regrouping proposed in the southwest. 
rat 
More Farmers Testify of 
: ' , the 
Another day was devoted to the hearing of testimony on vol 
behalf of farmers and livestock raisers at the Kansas City hear. 
ing, January 20, of Docket 17000 and Ex Parte 87, before Com- = 
missioner Aitchison. At the hearing before Examiner Keeler Co 
brief rebuttal testimony was offered on behalf of the carriers 
against the testimony entered at San Francisco with regard to the a 
application of increases on deciduous fruits from California to ad 
Mountain Pacific territory, and also against the testimony sub- 
mitted at Dallas toward the establishment of a separate rate fr 
group in the southwest. r 
Lee Bivins, cattleman, from Amarillo, Texas, was the first in 
witness of the day and he testified that he controlled some 
650,000 acres of land on which he ran about 30,000 head of cattle. : 


He said that conditions in the cattle business now, as compared 
with what they was before the war, were not good. He said that 
the cattleman was being pushed back into the western plains 
country of Texas, due to the progress westward of the farmer. 
He said that by reason of the farmers in Kansas and also in 
Montana, Wyoming and Dakota being unable to take as many 
feeder cattle as in former years, the profitable sales of Texas 
cattle had been reduced. He said that in the last five years he 
had lost from one and a half to two million dollars in the cattle 
business, and only by reason of discovery of oil on land con- 
trolled by him or owned was he able to make good his losses. 

William Hirth, Columbia, Mo., editor and publisher of the 
Missouri Farmer, and president of the Farm Belt Committee, 
which represented organizations comprising a half million farm- 
ers, said that he was one of the largest livestock producers in 
the state, and that as a result of prices he wished he had never 
seen a hog in the last five years. He read some figures into the 
record intended to reflect the condition of the farmer in Mis- 
souri, showing the increase in dilinquent taxes from 1919 in 55 
counties from $329,740 to over $1,216,452 in 59 counties in 1924. 
He said that the percentage of the total attributable to farmers 
had increased from 66 per cent in 1919 to 77 per cent in 1924. 
He also introduced figures to show that the number of farm 
mortgages had increased in 86 counties from 1,290 in 1920 to 
2,795 in 1925, or for the first 10 months of the last year. 

He said that when anyone put forth the opinion that agri- 
culture was restored or in the process of being restored to 
prosperity they were either ignorant or misrepresenting the 
facts. He said it was matter of the deepest conviction with him 
that unless there was some fundamental change relating to the 
conditions of agriculture, favorable freight rates or no favorable 
freight rates, the agricultural civilization would collapse. By 
fundamentals, he referred to the amount of production in rela- 
tion to demand and the movement of the younger generation off 
the farm. 

F. A. Corbin, of the Missouri Farm Bureau Federation, the 
bureau of statistics, introduced figures resulting from a survey 
of 72 farms for the period of the last year. He showed that 
costs had risen out of proportion to prices and that as a result of 
operations on those 72 farms, there was a profit all told of $65. 
He, too, testified that there was an increase in the diliquent 
taxes in Missouri and that the tax assessments on the Missour! 
farmer were mounting more rapidly than on farmers in other 
states. 

E. E. Frizell, of Larned, Kansas, farmer and state senator, 
testified as to the effect of the freight rates on the farmer of 
Kansas. He read a statement into the record, in part, as 
follows: 


The farmers of the great central agricultural district have been 
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greatly handicapped by the excessive freight rates since 1920. ‘The 
rate on Wheat from Larned, Kans., to Galveston on Sept. 1, 1913, was 
96% per cent per hundred pounds, or 15.9 cents per bushel. The 
present rate is 46% cents per hundred pounds, or 27.9 cents per 
pushel, an increase of 73 per cent. The price of dark, hard wheat 
at Larned, Kans., on Sept. 1, 1912, was 73 cents; Sept. 1, 1913, 77 
cents; Sept. 1, 1914, 76% cents; Sept. 1, 1923, 91 cents, or 19 per 
cent increase over 1913; Sept. 1, 1924, $1.02, an increase of 34 per 
cent over 1913; Sept. 1, 1925, the price of wheat was $1.19, a gain 
of 55 per cent over 1913, so the price of wheat does not justify an 
increase Of 73 per cent in the freight rate. While it is true wheat 
has recently sold as high as $1.60 per bushel, such prices are un- 
usual. The general average price to farmers for ten years prior to 
the war was an average of.80 cents per bushel. Since the war 
the average price has been $1.01, or approximately 25 per cent in- 
se. 
ree he freight rate on baled hay from Larned, Kans., to Jackson- 
ville, Fla., on Sept., 1913, was 50% cents per hundred, or $10.10 per 
ton. The wor rate 81 cents per hundred or $16.20 per ton, an 
increase O per cent. 
We find the average price of Alfalfa at Larned on “7 1913, 
was $9.05 per ton; Sept., 1921, $7.22 per ton; Sept., 1922, $6.69 per 
ton: Sept., 1928, $10.76 per ton; Sept., 1924, $9.38 per ton; Sept., 1925, 
$9.81 per ton. How is the Interstate Commerce Commission justified 
in granting an increase of 60 per cent on freight rates from Larned, 
Kans., to Jacksonville on hay when the increase on the price of 
is less than per cent? : ' 
i thousands of tons of alfalfa hay is produced in the Ark- 
ansas Valley every year. A very large percentage of this hay could 
and would be shipped to the markets of the south, southeast and 
eastern portion of the United States if the freight rates would = 
mit. This valuable hay is now used for wintering of live stock whic 
could and should be wintered on the cheap rough feeds ag 
Sorghum, Caffir, Milo and Sedan grass, which we produce in this dis- 
trict with slight expense. RoR 

With respect to the rate on baled alfalfa this is a case where 
rates for transportation are out of just proportion to the sale value 
of the commodity and the result is not only a loss of a market to 
,the producer but also is a loss to the carrier of a considerable 
volume of tonnage which an equitable rate would assure. 

Nebraska, California, Kansas and Colorado are the great alfalfa 
producing states. The Califronia hay can be delivered to Florida 
or to the Atlantic coast for less than one-half the railroad rate from 
Colorado, Nebraska and Kansas, 

Taking the country as a whole, the earnings of the railroads are 
not excessive but our contention is that the burden of transportation 
costs is not equitably distributed and that there should be a re- 
adjustment of the freight rate structure. : 

Central Kansas and Nebraska are now paying the same rate 
from Chicago per hundred for an 800 mile haul as Los Angeles is 
paying for 2,400 mile haul. The railroads are certainly either charg- 
ing an unreasonable rate for the 800 mile haul, or they are sustain- 
ing an unreasonable loss on the 2,400 mile haul. 

When will the shippers of the great central agricultural district 
be granted a rate that will permit marketing of the products of this 
district? 


Cc. H. Butler, of Frankfort, Kansas, after testifying as to 
the operations of a theoretical farm, returning a net loss for 
the three years of 1920-21-22 of about $2,000, and in the succeed- 
ing three years a very scant profit, related some of his personal 
financial experiences. He read them into the record as follows: 


During the 13 years ending July 1, 1919, I fed, and marketed at 
Kansas City, 5,533 hogs (92 cars) averaging about 300, and made 
a net profit of $18,349, or $3.32 per hog. 

From July 1, 1919, to July 1, 1925, I fed and marketed at Kan- 
sas City, 1,348 hogs (24 cars), averaging 320, and made a net loss of 
$575, or 48 cents per hog. Considering the depreciation of the dollar, 
the 24 cars of hogs should have made a profit of $5 per head to 
have been equal in purchasing power of the world’s commodities to 
the 13 years previous. 

During the 13 years ending July 1, 1919, I fed and sold at Kans- 
sas City and Chicago 4,444 steers (247 cars), and made a profit of 
$29,672, or $6.68 per steer. 

From July 1, 1919, to July 1, 1925, I fed and sold at Kansas City, 
1,482 steers (82 cars) and lost $26,959, or $18.12 per steer. Consider- 
ing the depreciation of the dollar, the 82 cars of steers should have 
made a profit of $10 per head to have been equal in purchasing power 
of the world’s commodities to the 13 years previous. 

To have been on a parity with the commodities the farmer had 
to buy during the 6 years from July 1, 1919, to July 1, 1925, the 
1,348 hogs should have brought $7,315 more and the 1,482 steers 
$41,779 more, a total of $49,094, or an average of $8,182 more per 
year on 4 cars of hogs and 14 cars of steers. 

The packing houses and live stock exchanges of the country and 
a good deal of the equipment of the railroads, while profitable to 
themselves, have heen a damage to the corn-belt farmer as these 
utilities have enticed him to produce meat, resulting in a great loss 
for himself and a big benefit for the urban population. 


C. B. Stewart, secretary of the Nebraska State Farm Bureau 
took the stand and said that from his personal experience and 
his general observation he knew that the farming industry in 
Nebraska in particular and the west in general, was in no posi- 
tion to stand an increase in freight rates. He said that the farm- 
ers of his state were greatly concerned over the application 
for a five per cent increase and that his office was filled with 
petitions asking that the request of the carriers be not granted 
and asking that such petitions or the expression of their thought 
be transmitted to the Interstate Commerce Commission. 


A. Maines, Rocky Ford. Colorado, was called to the stand by 
S. H. Cowan, to testify as to the conditions surrounding the 
raising of sheep in particular, and cattle in general, in the. ter. 
ritory from which he came. He told of pr.ices of lambs and 
conditions of shipment and said that there was no profit being 
made in raising lambs, nor was their any profit in cattle raising 
in his district. He said that he thought that he might also 
fairly testify that there was no money being made in farming 
- rather tg of Colorado from Pueblo down to the Kansas 

e line. 


A. Johnson, assistant general freight agent of the Southern 
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Pacific, San Francisco, took the stand before Examiner Keeler 
and gave rebuttal testimony with regard to evidence put in 
by shippers at San Francisco. He said that there was an ob- 
jection on the record to increases as proposed on road-building 
material moving to Oregon, farm products moving from Nevada 
to California, the products of Nevada mines moving to Cali- 
fornia, livestock moving from that state to California, grain 
rates from Utah to California, and rates on potatoes and onions 
from Nevada to California. He testified in general rebuttal of 
the complaint that rates on these products were already high, 
that on the movements involved the rates were on a level below, 
or equal to, and in some cases a little higher than the rates in 
effect June, 1918, the point being that the increases made effec- 
tive after Ex Parte 74 had been taken off. With relation to 
complaints of rates on deciduous fruits, he said that from Cali- 
fornia to Mountain Pacific states there moved a share not to 
exceed five per cent of the California crop and that it moved on 
rates that were low. Taking the low rates and the small 
amount of movement, into account, it was his contention that 
the increases would not injure California shippers. 

S. G. Reed, for the Southern Pacific, entered testimony to 
the effect that the purpose of trying to carve out a separate 
group in the southwest was to deny the carriers in the territory 
the right to any participation in an increase. He said that 
the argument that the lines were earning sufficient in the terr. 
tory was not based on fact. He introduced statistics to show 
that the lines of the Southern Pacific system earnings ranged 
at the rate of no return for 1920 to not higher than 3.96 per 
cent in 1924, with a return for the eleven months of 1925 or 
3.02 per cent. 


Cattlemen on Stand 


The Kansas City hearing in Docket 17000 and Ex Parte 87 
gave some indication of coming to a close within the next week 
when S. H. Cowan, for the live stock shippers, the last interests 
to be heard with the exception of the railroads’ rebuttal, made 
requests, January 21, for information to be furnished the record 
as to movement of stock cars, loaded and unloaded, and added 
that he had but one more witness to put on the stand. Com- 
missioner Aitchison asked the carriers to be ready to begin 
their rebuttal January 22. The rebuttal testimony, it has been 
estimated, will take several days. 

Arnold Burns, Peabody, Kans., cattle raiser, testified as to 
his personal financial experience in raising cattle during the 
last five years as compared with the pre-war period. He said 
that he had lost money up until 1924, when he made a small 
profit, and added that’ he had made some profit in 1925, but 
that in neither year would it amount to much of a return on his 
investment. He said that any increase in freight rates would be 
an unbearable burden to the live stock man. 

The Kansas commission put witnesses on the stand at this 
point to show the valuation of the carriers as being different 
than claimed by the roads themselves. A. M. Corp, statistician 
for the Kansas. Public Service Commission, was called by E. H. 
Hogueland, and testified that the carriers had been operating 
at the rate of over 5% per cent return on a fair valuation of 
their properties in 1925. He said that in ascertaining the value 
of the carriers in the western district, he secured the valuations 
placed by the Commission on 38 class I roads in the western 
district, 52 class II roads and 77 class III roads. He said that the 
value fixed was only 68.31 per cent of: the book value of these 
companies. The Commission, he said, found that road and 
equipment, including lands for carrier purposes, as of valua- 
tion dates, were 69.26 per cent of the amount.of value claimed 
by the roads. It also, he said, found less.amount’s of working 
capital. Mr. Corp used the word “allowed” in place of “found,” 
but: Commissioner Aitchison objected, after which the witness 
used the latter expression. . 

Mr. Corp was followed: by J. N. Atkinson, chief accountant 
for the Kansas Public Service Commission, who continued on 
the basis of the.lesser valuation figures and introduced statistics 
to show that the carriers earned a railway operating income at 
the rate of 5.11 per cent for 1924, while for the twelve months 
ended October 31, 1925, the rate was 5.52 per cent. 

The testimony of these witnesses was objected to by the 
carriers on the grounds of irrelevancy and immateriality to the 
present case, and the objection was noted on the record. 

Following the brief presenetation on the part of the Kansas 
commission, the live stock witnesses returned to the stand. 

Rodney Elwood, Castleton, Kans., said that the producers of 
live stock were in a precarious sitlation in the Kansas live stock 
raising territory. He said that many of them were bankrupt, 
and it would not take much of a further burden to send a great 
many more cattlemen into bankruptcy. He said that Witness 
Van Petten, at the Chicago hearing, was mistaken when he said 
that the Kansas cattle raisers were better able to pay their debts 
now than several years ago. He said that a great effort was 
being made to pay bank debts, but that to do so money was 
‘porrowed elsewhere and that the cattle nor farms were produc- 
ing money to pay debts with. 
F. M. Arnold, Emporia, Kans., another live stock man, said 




































































































































































































































that the business of raising live stock had proved a losing game 
in the last five years. He said that he could illustrate by taking 
the example of his sons, to whom he rented his farm. He said 
that if he had exacted the rent they would have been failures 
at the business of raising live stock and farming profitably. He 
said that it was his opinion, based on observation of a good 
many farmers, that no increases in costs, such as an increase in 
freight rates, could be stood by the farmer. 

P. H. Landergin, Amarillo, Tex., who had ranch land amount- 
ing to 348 square miles, added his experience to the total of other 
cattlemen, saying that there had not been any money made in 
the live stock industry in the last five years. It was his con- 
tention that the freight rates were one large factor in the 
cattlemen’s failure to make and profit. He told of driving herds 
of cattle a hundred miles or more to get them to certain points 
more cheaply than by shipping them. He said there were many 
failures throughout Oklahoma, Texas, New Mexico and Arizona. 
He concluded his testimony by saying that it was his opinion 
that there had been a large reduction in the cattle herds, due 
to the financial losses of the last few years. 

It was at this point that Mr. Cowan made his request and 
then the hearing was adjourned, making a much shorter day 
than usual. 

At the session before Examiner Keeler, cereal beverage and 
roofing material interests put in testimony. R. S. Crawford, for 
the Asphalt Shingle and Roofing Association, read a statement 
into the record, showing the keen competition met by members 
of the industry and the importance of any freight rate increase 
to the industry as a whole. 


The statement, in part, was as follows: 


The principal competition with which our industry is confronted 
is that of the wood shingle manufacturer and we have recently gone 
to the trouble to compile statements as to the price of the wood 
shingle in various cities in this country. 

The average price per thousand that the lumber merchant pays 
F. O. B. his city in a number of the principal towns are as follows: 

Kansas City, Mo., from $3.89 to $4.54; St. Joseph, Mo., from 
$4.32 to $4.98; Joplin, Mo., from $4.20 to $4.61; Omaha, Neb., from 
$3.89 to $4.44; Wichita, Kan., from $4.61 to $4.96; Dallas, Tex., from 
$3.96 to $4.72; Houston, Tex., from $3.60 to $4.75; St. Louis, Mo., 
from $4.04 to $4.66; Indianapolis, Ind., from $4.75 to $5; Detroit, Mich., 
from $4.30 to $4.75; Pittsburgh, Pa., from $3.75 to $4.50; Boston, Mass., 
from $4.90 to $5.40; Baltimore, Md., from $4.83 to $5.25. 

As against these prices, the average asphalt slate surfaced shingle 
sold by the manufacturers I represent sells at a price from $5.25 
to $5.90, F. O. B. point of production—these prices depending upon 
the class of trade and the different schedule of prices used by the 
various manufacturers. 

On the basis of this comparison, it is quite evident that the old- 
time wood shingle is now being sold to the retail lumber merchant 
on the basis of price which enables him to sell this product to the 
consumer at a substantially lower price than is true of our material. 

It has been mentioned in some reports that certain lumber rates 
are not to be considered in connection with any contemplated in- 
crease in rates because of competition with Southern lumber. The 
actual competition of these western shingles is with the products of 
the manufacturers I represent and if competition is to influence these 
advances, our products can stand no advance where wood shingles 
have no advance. It has further been brought out in the reports 
concerning this hearing that it was partly for the purpose of giving 
agricultural interests of this country some relief to which they feel 
that they are entitled. Is there not some question if a decision 
is reached to reduce the rates on agricultural products and elevate 
the rates on the various commodities that the farmer buys, whether 
he will get the benefit and relief he expects. It should not be over- 
looked that the large percentage of population who use material such 
as I represent, live in the rural communities. In other words, 49 
ad cent of the population, or over 52,000,000 people in this country 
ive on farms or in villages of less than 2,500 population. 

If our industry is to be subjected to an advance in our rates on 
both raw material and outbound finished product, and the wooden 
shingle and other lumber commodities are not to be uniformly ad- 
vanced, it would appear that we are going to be additionally handi- 
capped in our competition for this big market of the farmers and 
the rural communities. 


During the period of the war, when manufacturers were quite 
thoroughly controlled by the war industries board, the asphalt shingle 
industry, after a most complete investigation, was granted B-2 pri- 
ority rating on account of the fact that it was shown that such a 
substantial percentage of the production in this line was used in 
the farming communities, both for new and repair work and it was 
deemed essential that the asphalt roofing industry should be made 
to function in a larger way. We believe that this is evidence in 
itself that we are speaking in the interest of an industry of very 
great importance to the agricultural population. 


If we sustain an advance in our rates, there is no question but 
what additional increased costs brought about by increase in rates 
of raw material and the finished product, will be passed on direct 
to the buying public, of which it would appear that nearly one-half, 
so far as the population is concerned, is represented by the farmers 
os —_— in small villages whose interests are now being con- 
sidered, 

From our knowledge of the conditions in this industry, the manu- 
facturers would be compelled to pass on this advance in proper pro- 
tection of their business: and stockholders. 

The question to be determined, we think, is whether the interests 
of the farm population will be the best protected by a decrease in 
the freight rates on the things that they produce at the same time 
a substantial advance is made in the freight rates on a large num- 
ber of the commodities that go into the construction of the buildings 
that we cite in this statement, as well as everything that is used 
in the furnishing of homes, farm implements, and commodities of 


almost every description. 

R. A. Huber, vice president and general manager, Anheuser 
Busch Company, said that he objected to any freight rate increase 
on cereal beverages on account of the keen competition met by 
the beverages with locally produced carbonated products. It 
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was possible to produce the two locally so as to sell somewhere 
near a common level, but to ship the cereal beverage as mog 
of it was shipped and then meet the competition at some point 
of locally produced carbonated products placed the beverage 
industry under a handicap that would be greatly increageg 
through a rate increase. 

J. K. Billings, the Peerless White Lime Company, repre. 
senting lime interests in territory adjacent to St. Louis, entereg 
testimony opposing any increase in freight rates, saying that 
sharp competition met from the east was so keen that an increase 
in rates would place the middle western lime men at a great 
disadvantage. 


CONSOLIDATION OF RAILROADS 


The Trafic World Washington Bureay 


At the beginning of hearings on proposed railroad consoli- 
idation legislation, January 21, the Senate interstate commerce 
committee heard an explanation by Senator Cummins of his bij] 
(S. 1870) and his reasons for advocating enactment of it into 
law. Chairman Watson indicated that hearings would be held 
every day until they had been completed. 

Testimony given before the committee last year by Secre. 
tary Hoover and John E. Oldham was made a part of the record 
by Senator Cummins. 

The senator said he thought there was in the public mind 
some misapprehension as to the chief purpose of his bill. He 
said the purpose of the measure was to facilitate further con- 
solidation of the railroads into a comparatively limited number 
of systems. He said many appeared to think that the chief pur- 
pose of consolidation was to lessen the cost of maintenance and 
operation. He said while he believed that substantial economies 
would be effected by consolidation, and that estimates of from 
100 million to 300 million dollars a year in savings had been 
made, yet that economy, desirable as it was, did not furnish the 
impelling reason for consolidations. He said his opinion, after 
years of study, was that the railroads could not as a whole be 
operated and maintained, with rates as low as they ought to 
be, without consolidation. He cited statistics as to the size of 
the railroad system of the United States and said there were 
more than 900 separate railroad corporations. 

Taking the average for the last three years, the senator 
said, companies operating approximately 60,000 miles of railroad 
had earned from less than nothing to less than 3 per cent on the 
lowest estimate of value of their properties that anyone would 
attempt to suggest. 

Senator Cummins said a railroad that could not earn more 
than 4 per cent on a proper value could not permanently survive, 
and that yet it was unthinkable that any large proportion of these 
railroads should be abandoned. He referred to such a develop- 
ment as an “overwhelming calamity” to the people dependent 
on such roads for service. He said if competitive rates should 
have to be raised to take care of such roads, the cost of trans- 
portation would be intolerably advanced. He said he was not 
primarily interested in the capital investment in such roads but 
that he was interested in keeping them in efficient operation. 
To keep roads in efficient operation, he continued, required large 
expenditures of capital to keep pace with the growth and devel- 
opment of the country, adding that nothing would be more fatal 
to the prosperity of the country than failure of the railroads to 
keep pace with the growth of the country and increased trans- 
portation demands. 


Senator Cummins again reiterated his view that unless there 
was consolidation of the railroads into a comparatively few sys- 
tems, government ownership and operation was inevitable. He 
said if it came to abandoning approximately 65,000 of 70,000 
miles of railroad, there would be only one thing to do—the gov- 
ernment would have to acquire the lines and operate them at 
whatever cost that might follow. 

“I am unalterably opposed to government ownership and 
operation of the railways,” the senator continued. “It is my 
judgment that no greater calamity could befall the people and 
the industries of this country than government ownership and 
operation of our transportation lines.” 

When the transportation act was passed in 1920, the senator 
said, there were a great many skeptics who asserted it would be 
impossible to consolidate the railroads into a comparatively few 
systems, say, 20, 30, or 40. He said whatever doubt there had 
been, it had been dissipated. He said there was now no student 
of the subject v-ho doubted that the railroads could be consoli- 
dated into a few systems, with each system earning substantially 
the same rate of return. He said he was advised by Commis- 
sioner Hall in December, 1924, that the Commission hoped to 
promulgate a plan some time in 1925 but that later it developed 
that the Commission had not found it possible to agree on a 
plan or even to devote considerable time to the subject. In the 
meantime, however, he said, the railroads made marked progress 
toward consolidation and he believed his bill would facilitate 
consolidations. 

Senator Cummins said there were two marked differences 
between the present bill and the bill he introduced in the last 
session. He eliminated the provisions relating to federal incor- 
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poration of railroads because of substantial opposition to them, 
and also provided for a period of three years in which the Com- 
mission would not be required to prepare a plan. He predicted 
there would be no opposition practically to the part of the bill 
providing for voluntary consolidations for three years. He said 
he would be surprised at any substantial opposition to that part 
of the bill. He said later that he would not stick to only a 
period of three years for voluntary consolidations not according 
to a plan. 

At the end of the three years, the senator continued, pro- 
yision was made for the preparation of a plan. He said he re- 
garded his-bill as wholly “voluntary.” He said the only element 
of compulsion in it was as to the distribution of earnings in 
excess of 6 per cent, after the Commission’s plan had been pro- 
mulgated, to carriers outside a group provided for in the Com- 
mission’s plan, said carriers earning less than 5 per cent. He 
said that feature of the bill might furnish a motive to carriers 
to proceed promptly and vigorously under the plan. He thought 
the provision as to distribution of excess earnings would prove 
an effective spur to consolidations. 


Until the Commission had prepared its plan, he explained, 
the present recapture provisions of section 15a would be in 
force. 

Senator Cummins said if he were for government ownership 
and operation he would oppose the bill, “because if we don’t get 
something like this, we are going to have government owner- 
ship.” He indicated he expected opposition from Mr. Thom, 
for the railroads, to the recapture provisions of the bill, but he 
said he would convince Mr. Thom before he was through with 
the bill before the committee. 


Referring to the provisions under which one carrier could 
condemn and acquire the property of another carrier, he said 
such a provision would remove a substantial obstacle to consol- 
idation. 

“T am not an advocate of uniting railway properties on any 
other basis than their real value,” the senator said. “It is not 
my purpose to try to save value that has been lost.” The sen- 
ator added his purpose was to keep the properties going. 


¢ 
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Questions by members of the committee brought on a dis- 
cussion of what elements of value should be considered in reach- 
ing the value of railway property. The senator said the rules 
would have to be finally established by the courts. He said he 
could not contemplate a rule that would make cost of reproduc- 
tion the rule for determining value and that he did not under- 
stand that the railroads were claiming that value be fixed on 
that basis. He also said utility companies were not entitled to 
unearned increment in reaching the value of their properties. 
He said if value on the basis of reproduction cost were contended 
for and obtained, that would be the “last straw that would make 
the camel incapable of further movement.” He said ascertain- 
ment of value was a judicial question. That the question dis- 
cussed was not material before the committee but he wished to 
disabuse the railroads of any idea that the bill contemplated 
confiscation of any value. 

The railroads, the senator continued, were sincere in their 
desire to go forward with consolidations. He said his bill simply 
said, “Go ahead for three years more then the Commission will 
take up the work if it has not been completed and tell the rail- 
roads what roads should be taken in.” He said it might be 
thought that three years was too brief a period and that he was 
not opposed to leaving some discretion with the Commission on 
that point. Senator Watson referred to the length of time occu- 
pied in the Nickel Plate case. 

Senator Cummins said unless he was misinformed, there 
would be a tremendous advance in consolidations in the next 
three years. 

Senator Sackett asked whether the senator proposed to in- 
crease the membership on the Commission or to increase its 
force to handle consolidation cases. The senator said that, in 
the last five years, the Commission had accumulated a vast 
amount of information on the subject. He did not think it would 
be necessary at this time to provide for an increase in the force 
of the Commission but that if later that became necessary, Con- 
gress could then provide for it. Senator Watson said he was told 
by a member of the Commission that if the railroads signified a 
willingness to go forward on consolidations a plan could be pre- 
pared in five months. 
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U. S. Supreme Court Decisions 





CLAIMS NOT BARRED 


The Supreme Court of the United States, in Nos. 91 and 92, 
United States, appellant vs. St. Louis, San Francisco & Texas 
Railway Co. and United States, appellant vs. Wabash Railway 
Co., appeals from the court of Claims, in an opinion written by 
Associate Justice Brandeis, has affirmed the decision of the lower 
court. 

The court held that paragraph 3 of the section 16 of the inter- 
state commerce act did not apply to any cause of action existing 
at the date of the passage of the Transportation Act, 1920. 
Therefore it said it had no occasion to consider whether, under 
any circumstances, it was applicable to claims against the 
government brought in the Court of Claims pursuant to section 
145, Judicial Code. See Western Pacific R. R. Co. vs. United 
States 59 Ct. Cl. 67, 81. 


These cases, said Justice Brandeis, which were argued 
together, presented, on similar facts, the same question of law. 
In each, he said, the railroad had, prior to federal control, 
rendered the war department transportation service, payment 
for which was disallowed by the auditor. Each company com- 
menced suit therefor in the Court of Claims more than three 
years, but within six years, from the time when the cause of 
action accrued, and after the lapse of three years from the enact- 
ment of the Transportation Act. 


After quoting paragraph 8 of section 16, the justice said 
the government defended these suits solely on the ground that 
the right to sue had been lost by the lapse of time. It contended, 
he said, that the three year limitation applied to claims against 
the government prosecuted in the Court of Claims, as well as 
to actions brought against other shippers in other courts; 
that it applied to claims which arose prior to the passage of 
the 1920 act; that the three year period began at the date when 
the cause of action accrued, provided there remained, at the 
time of the passage of the act, a reasonable time before the 
expiration of the three years within which suit could have been 
brought; and that, in any event, suit on such claims was 
barred, where, as in the cases at bar, the suit was commended 
more than three years after the passage of the 1920 act. 

In each of these cases judgment was entered for the plaintiff, 
Wabash Railway Co. vs. United States, 59 Ct. Cl. 322 and 59 Ct. 
Cl. 318. An appeal, the justice said, was taken before June 7, 
1924, the day on which Congress enacted the last change in 
that paragraph and section. Justice Brandeis, in part said: , 
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That a statute shall not be given retroactive effect unless 
such construction is required by explicit language or by necessary 
implication is a rule of general application. It has been applied 
by this court to statutes governing procedure, United States Fidel- 
ity and Guaranty Co. vs. United States, 209 U. S. 306; and spe- 
cifically to the limitations of actions under another section of the 
transportation act, 1920. Fullerton-Krueger Lumber Co. vs. 
Northern Pacific Ry. Co., 266 U. S. 485. There is nothing in the 
language of the paragraph 8 of section 16, or in any other pro- 
vision of the act, or in its history, which requires us to hold that 
the three year limitation applies, under any circumstances, to 
causes of action existing at the date of the act. 

The government contends that, even if the suits were not 
barred by transportation act, 1920, they were barred by the act 
of June 7, 1924, 43 stat. 633, which amended paragraph 3, among 
other things, by making the following addition thereto: “(h) The 
provisions of this paragraph (3) shall extend to and embrace 
cases in which the cause of action has heretofore accrued, as well 
as cases in which the cause of action may hereafter accrue.” 

The Senate and House Reports accompanying the bill (S. 2704) 
state that the purpose of the amendment was to revive claims 
barred under the existing law as interpreted in Kansas City Ry. 
Co. vs. Wolf, 261 U. S. 133. It is not to be assumed that Congress 
intended by that amendment to defeat claims on which suits duly 
brought were then pending or on which, as in the cases at bar, 
judgment had already been entered below. Compare Herrick vs. 
Boquillas Land & Cattle Co., 200 U. 8S. 96. 

As we hold that paragraph 3 does not apply to any cause of 
action existing at the Gate of the passage of transportation act, 
1920, we have no occasion to consider whether, under any cir- 
cumstances, it is applicable to claims against the government 
brought in the Court of Claims pursuant to section 145, Judicial 
gg 3 Sée Western Pacific R. R. Co. vs. United States, 69 Ct. Cl. 


SHIPBUILDING LITIGATION 


The Supreme Court of the United States, January 19, 
granted a writ of certiorari in No. 847, United States ex rel. 
Skinner and Eddy Corporation, petitioner, vs. J. R. McCarl, 
comptroller general of the United States, addressed to the Court 
of Appeals of the District of Columbia, thereby bringing before 
it, for review, disputes between the petitioner, on the one hand, 
the comptroller general, the Shipping Board and the Emergency 
Fleet Corporation on the other, about contracts for war-time 
construction of ships. 

In its statement of facts the petitioner said that between 
May 28, 1917, and December 29, 1919, it entered into eighteen 
contracts or supplemental contracts with the Shipping Board 
Bmergency Fleet Corporation. Five of the principal contracts, it 
said, were for the construction of ships for the fleet corporation; 
one for the sale by the fleet corporation to the petitioner of a ship- 
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building plant at Seattle, and eight for the repair of vessels for 
which the fleet corporation agreed to pay. On April 25, 1919, the 
petitioner declared, all work on twenty-five ships which were 
to have been constructed under two of the contracts was cancelled 
by the fleet corporation. 

Differences, it was declared, arose between the petitioner and 
the fleet corporation and on December 28, 1920, the petitioner 
filed with the auditor for the state and other departments a claim 
against the United States growing out of the contracts. The 
auditor, the petitioner said, regarding the claim as one against 
the fleet corporation, transmitted it to the fleet corporation and 
took no further action on it. 

In the meantime and on the theory that the contracts 
under which the claim arose were contracts of the United 
States, suit was filed in the United States Court of Claims 
on substantially the same claim as was presented to the auditor. 
After it had been determined by the Supreme Court of the 
United States, in Sloan Shipyard Corporation vs. United States 
Shipping Board Emergency Fleet Corporation and allied cases, 
258 U. S. 549, that the contracts involved were fleet corporation 
contracts and not contracts of the United States, the suit in 
the Court of Claims, before any action was taken by that court, 
was dismissed. 

Immediately thereafter the petitioner filed a suit in the 
state court at Seattle against the fleet corporation for $9,129,401, 
exclusive of all credits and counter claims, the suits being 
founded upon the same contracts. The suit was removed to the 
United States court for the western district of Washington. The 
district attorney for the United States appeared in the case, 
at the direction of the attorney general he said, and filed a 
motion to dismiss, on the ground, among others, that the suit 
was a claim against the United States. 

Just before that suit was filed the fleet corporation made 
an assignment of all its property to the United States. The 
United States, the petitioner alleges, is preparing to file suit 
against it. 

In anticipation of such a suit the Skinner and Eddy Corpora- 
tion again filed a claim against the United States, so as to have 
the benefit of a claim of credit against the government in the 
suit about to be brought. 

McCarl, it is asserted, refused to act on that claim until 
after the conclusion of the suit at Seattle. When the litigation 
came up in the District of Columbia courts the comptroller gen- 
eral filed a demurrer and his attorney asserted that that de- 
murrer should be deemed a denial of jurisdiction. The demurrer 
was sustained. 

The petitioner asserts that when the United States files suit 
against it in Washington it will be face to face with a ruling of 
the judge in that district in United States vs. Fisher Flouring 
Mills Co., 295 Fed. 691, that, in a suit brought by the United 
States on a cause of action assigned to it by the fleet corpora- 
tion, the defendant, by reason of the provisions of section 951, 
Revised Statutes, may not plead a set-off, credit, or counter- 
claim, unless it had first been presented to the accounting officers 
of the treasury and disallowed. 

The aim of the Skinner and Eddy Corporation was to obtain 
a mandamus requiring McCarl to take the claim and do some- 
thing with it. While that case was pending, the petitioner as- 
serted the goyernment actually began suit against the Skinner 
and Eddy Corporation on the contracts, in its own name, not 
even mentioning the assignment by the fleet corporation as 
ground for filing the suit, but acting just as if the contracts 
were United States contracts, a thing the Supreme Court denied 
in the Sloan case. 

The corporation said that in no way, other than by grant 
of the petition for writ of certiorari to bring up its application 
for a writ of mandamus compelling the comptroller general to 
do something with its claim, could it preserve its rights. 


PERSONAL INJURY CASES 


The Supreme Court of the United States, on January 18, 
denied writs of certiorari in the following personal injury cases: 
No. 849, Lehigh Valley Railroad Co. vs. Anna Huben, admin- 
istratrix of Michael Huben; No. 850, Lehigh Valley Railroad Co. 
vs. Annie Beltz, administratrix of Milton D. Beltz; and No. 854, 
Chicago & North Western Railway Co. vs. Augustus H. Bewsher. 


PETITIONS FOR REHEARING, ETC. 


The Alabama Great Southern, the Cincinnati, New Orleans 
& Texas Pacific, the Illinois Central, the Louisville & Nashville, 
the Mobile & Ohio, the Nashville, Chattancoga & St. Louis, the 
New Orleans & Northeastern, the Northern Alabama, and the 
Southern, defendants in No. 15865, have petitioned the Commis- 
sion for postponement of the effective date of the order, entered 
under date of December 5, 1925. 

The complainant in No. 15898, Liquid Carbonic Company vs. 
Chicago & Erie et al., has petitioned the Commission to grant 
rehearing. 

The complainant in No. 14193, Great Western Paper Com- 
pany vs. Minneapolis, St. Paul & Sault Ste. Marie, has filed an 
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additional petition asking for reopening and modification of 
order. 

The complainant in No. 14544, Grasselli Chemical Company 
vs. Baltimore & Ohio Railroad, has asked the Commission 4, 
enter an order in this proceeding, requiring the Baltimore & 
Ohio to maintain for the future the rate, prescribed by it, of 95 
cents from Baltimore to Hamilton, on crude sulphur, carloads 

-- The Director-General of Railroads has asked the Commis. 
sion, in No. 9977, Chicago Live Stock Exchange vs. Santa Fe et 
al., and No. 12614, Chicago Live Stock Exchange et al. vs, pj. 
rector-General, Santa Fe, et al., for modification of its order of 
December 7, 1925. 

The Central Railroad of New Jersey, respondent, in No 
13413, in the matter of automatic train-control devices, has peti. 
tioned the Commission for extension of the time within which 
to comply with the Commission’s order dated January 14, 1994 
to July 31, 1927, in lieu of February 1, 1926. 

The defendants in No. 14140, Solomon-Wickersham Company 
vs. Santa Maria Valley et al., and No. 14449, Traffic Bureay 
Phoenix Chamber of Commerce et al. vs. Santa Fe et al., has 
asked the Commission for rehearing oral argument before the 


Commission en banc, and for consolidation with other pending 
cases. 


The defendants in No. 16432, Cairo Syrup Company vs. Ip. 
diana Harbor Belt et al., has asked the Commission for rehear. 
ing and postponement of the effective date of Commission’s 
order dated December 5, 1925. 


The Texas Mexican Railway, protestant in valuation No. 614, 
in the matter of the tentative valuation of the Texas Mexican 
Railway, has filed a petition with the Commission asking it to 
postpone the hearing now set for February 8, at 10 a. m., Wash- 
ington, D. C., before Examiner Folsom, to April 5, 1926, for not 
less than 60 days, and at a date which may meet the conven- 
ience of the Commission and of Examiner Folsom in order that 
it may intelligently and tersely present the facts in support of 
its protest. 


The defendants in No. 14771 (and Sub-Nos. 1 and 2), John 
Morrell & Company et al. vs. New York Central et al., and other 
cases embraced therein, have petitioned the Commission to re- 
open said proceedings for further hearing and argument, and 


for a postponement of the effective date of the order heretofore 
entered. 


The complainants, except the Iowa Packing Company, in No. 
14771 and Consolidated Cases 14771, Sub. 1 and 2, 14981 and 
14981, Sub-No. 1 and 15041, John Morrell and Company et al. vs. 
New York Central et al., have petitioned the Commission to re- 
open this case for purposes of reargument only. 

The complainant in No. 16718, American Tobacco Company, 
Inc., vs. Director-General, as Agent, Norfolk Southern, et al., has 
petitioned the Commission to grant rehearing. 


ECUADOR SHIPPERS’ FEES 


Government officials in Ecuador have definitely decided to 
annul the decree which made effective, on January 1, material 
increases in the fees charged for consulating documents relating 
to shipments to that country. This positive information was 
received by The Merchants’ Association of New York following 
strenuous efforts by that organization to bring about this result. 


The increase from 5 per cent to 25 per cent which became 
effective at the beginning of the new year caused widespread 
disturbance in the trade between the United States and Ecuador, 
many shippers cancelling their consignments and even stopping 
shipments which were already en route. It. is understood that 
official notification to restore the former rates has not yet been 
received by the Ecuadorian Consulate at New York, but, doubt- 


oo such instructions will be forthcoming within a reasonable 
time. 


COMMUTATION SETTLEMENTS 

‘The Commission, upon petition of the New York, New Haven 
& Hartford, has authorized that carrier to adjust charges on 
the commutation tickets sold by it, between July 1 and July 10, 
1925, both dates inclusive, for transportation between points in 
New York and Connecticut, to the basis of the commutation fares 
which became effective July 11, in supplements 14 and 12 to its 
I. C. C. A-1801 and A-1802. In those tariffs, it re-established 
the commutation fares which had been in force immediately 
prior to July 1, 1925. In the period, July 1 to July 10, many 
commutation tickets were sold, the carrier said, at the advanced 
fares. After the New Haven restored the old fares, it decided 
to refund to the old basis, hence its request for permission to 
do so, and which has been granted, in an order made public on 
January 21. 


CHANGE IN DOCKET 


Hearing in No. 16810, the Lufkin Rule Co. vs. Mich. Cent. 


R. R. et al., assigned for January 20, at Saginaw, Mich., before 
Examiner Knowlton, was canceled. 
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THE. TRAFFIC WORLD 


Industrial Traffic Administration 


Third of a Series of Thirty-Six Articles on This Subject Written for the Traffic World, by 
G. Lloyd Wilson, Ph. D., Assistant Professor of Commerce and 
Transportation, University of Pennsylvania 


THE RATE DIVISION OF THE INDUSTRIAL TRAFFIC 
DEPARTMENT 


Part Il 


The rate information collected from the carriers by the 
industrial traffic department is not only of use in the depart- 
ment’s own work, but it constitutes one of the most important 
points of contact between the traffic department and the pur- 
chasing and sales departments of the concern, and, in some 
instances, with the suppliers and customers.of the industrial 
establishment. These three phases of rate quotation differ 
sufficiently to be discussed separately. 


The sources from which a given industry draws its supplies 
are usually, in this day of large enterprise, scattered well over 
a large expanse of territory, in some cases over the entire 
United States. Usually, the supplies purchased by an industrial 
establishment are of such nature that there is competition for 
the business between producers in different sections of the 
country, or between several or a number of producers in a 
given territory. The rates of freight may vary sufficiently to 
allow the needed articles to be bought more advantageously 
of one producer or in one section, than of ‘another producer 
or in a different section of the country. 


Purchasing departments of many large industries, in seeking 
bids on articles produced in various sections, obtain prices, 
F. O. B. ears at point of origin, and, with the assistance of the 
traffic department of the industry, compile delivered prices at 
the points where the goods are to be used. 


Many producers will sacrifice some of their normal margin 
of profit in order to offset a rate disadvantage, so that, if the 
quality and terms are satisfactory, the industry is assured, by 
obtaining price quotation in this way, of the goods it needs, 
at the lowest price, including the lowest possible transporta- 
tion cost. 


The buyers of the purchasing department cooperate with 
the rate quotation men of the traffic department and in this way 
an economical method of buying goods and of purchasing trans- 
portation is effected. 


The actual details of the methods used in making rate quo- 
tations to the purchasing department vary with the degree of 
urgency. Rates are usually quoted by personal interview, tele- 
phone call, or inter-office memorandum. It has been found 
advisable to have some permanent written record of the trans- 
action to avoid the embarrassment of error and possibility of 
friction in event of dispute as to the rate that was quoted. - In 
larger establishments, when such work is constantly recurring, 
memorandum pads are supplied for the purpose of making writ- 
ten records of the nature of the information transmitted. If the 
rate has been quoted orally in person, the quoter is required to 
confirm the conversation by a memorandum similar to the form: 
shown below. (Form No. 1.) 


Form No 
SPECIALTY MANUFACTURING COMPANY 
Inter-office Memo. 


Purchasing. Department. 
The current rate on 


To 





This form, as will be noted, not only shows the rate applic- 
able, but any rise or fall of the rate in the near future which 
may enable the purchasing department to anticipate its needs 
by purchasing in quantity before a rise, or postpone purchasing 
until after the rate has decreased. 

The preferred route is also indicated so that the order, when 
issued, may bear the appropriate routing instructions. This 
will be discussed later in considering routing. 


This same form is customarily used in confirming both oral 
quotations and telephone conversations, and in replying to re- 
quests made by inter-office memoranda. It is made in duplicate, 
the original being sent to the department requesting the rate 
and the duplicate kept on file in the traffic department. In 
case of the request originating from the purchasing department 
in the form of an inter-office memorandum, the duplicate of the 


form reply is attached to the memorandum and both filed for 
future reference. 


Quotations to the Sales Department 


The transportation charges form an essential part of the 
price of the article'- to the buyer. Both the buyer and the 
sales department of the seller are vitally interested in freight 
and other transportation charges. Often, the controlling factor 
in making a sale is the freight rate that must be added to the 
factory price to ascertain the total delivered price of the goods 
at the establishment of the buyer. 

The sales department should be informed as to the level 
of transportation charges effective in any of the territories in 
which the company seeks business and should be informed when- 
ever a rate change is to be made. 

In addition to the need of the sales department for general 
rate information, there are special rate needs that will be dis- 
cussed separately. 

The salesmen covering their respective territories need 
specific rates applying on the principal articles manufactured by 
the firm to the important markets in which they sell. If the 
industry manufactures, a limited number of products, this infor- 
mation may be readily tabulated by the traffic department for 
the use of the sales representatives. 

The rates applying on the industry’s leading products packed 
in the usual.manner are shown from the factory to the principal 
cities in each salesman’s territory. Any rate changes are indi- 
cated and the dates of such change, as well as the new rates, 
so that the representative may forewarn his customers of an 
impending advance and add thereby an additional sales argu- 
ment. This sort of rate information is best prepared in loose 
leaf form so that new sheets can be sent to the sales depart- 
ment from time to time that they may be transmitted to the 
men in the territories. The carload minimum and the carload 
rate are shown in these “rate kits” or loose leaf books so that 
the customer. may have an opportunity to increase his order 
sufficiently to allow him to take advantage of the carload rate 
or orders for several buyers in the same city or district may be 
combined into a single carload. This, in some instances, is of 
advantage to the buyer as well as to the seller. 

These rate data, if intelligently used, have been found indis- 
pensable to sales work. For, even in cases where the buyer is 
fully informed as to the rate and the carload minimum, they 
serve as a source of information to the salesman, so that his 
lack of knowledge of the rates will not put him at a disadvantage 
with such a buyer, who may, knowing the salesman’s lack of 
information, use the freight rate as an excuse for not buying 
when there is another reason he does not wish to disclose. 

_. The sales department, in figuring on business in which “here 

is an element of strong competition present, needs not ony the 
specific rates from the point of origin to the proposed ¢ estina- 
tions, but also the rates from the competitors’ points »f ship- 
ment to the proposed destinations. 





Form No. 2 
SPECIALTY MANUFACTURING COMPANY 
Inter-office Memorandum 


Traffic Department. 


Please quote rates on.. Be Sel, en ee 
PR baideb eiadedcceewe 


ee ee ee 


Is any PD ted in view? 


eeeeeeeereeee 





Quotations of this sort are requested by the sales depart- 
ment of the traffic department as the need for thei arises. 
(See Form No. 2.) The quotation clerks of the traffiz depart- 
ment must take the necessary steps to obtain and verify the 
rate information requested, either from the departm:nt’s files 
or by a reference to the carries. The quotations when made 
are confirmed by memoranda, a form of which is shown here- 
with. (Form No. 3.) If the business of the indusiry is such 
that comparative quotations are needed frequenily, a form 
memorandum is used by the sales department in making the 
request as shown in Form No. 2 
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Both these forms should be made in duplicate, each sender 
retaining a copy for his own files and sending the original to 
the addressed department. An instance of the value of this sort 
of rate information used to get business which the firm was 
otherwise shut out of, seems appropriate. 

A concern located in Baltimore, Maryland, dealing in a pre- 
serving compound, faced the following situation: It did some 
business in the West and South, and was in a favorable posi- 
tion as far as the portion of the business moving all rail to 
inland cities was concerned. It had, however, a jobber in 
Texas who was favorably disposed toward the house, but, natur- 
ally, would not let that friendship influence its business judgment 
in buying to advantage of a competitor serving it equally well. 
The product dealt in was fairly well standardized and the 
Baltimore concern had the competition of a New York house to 


< 
LS 


Form No. 3 
SPECIALTY MANUFACTURING COMPANY 
Inter-office Memorandum 


Sales Department. 


Your Memo. (Date) Re ne ee ee 
ere err ee Pe ee 

ere as TollOWS...ccccccccces | 7S a: Cc. i, C. ta Bin 
a. 5: ier aca wee aie o.oo Ns 3 ose bp now ees 6 sere meer 
EN. & Chee whee eee eee oe ee® 0 Ses ee re ee 
I a ances ap @ wea ooh dae ames Ns ocsltia cae Seeeeew hee caewe 


CSS SOHS SCH SHSEOHSCSHESSSOHE HSER OHH EHC OHHOTEDCSEHROHC SC SOSH SP ESSEC SC®S 


meet. The rate at the time this business was transacted from 
Baltimore to the port city of destination in Texas was the rate 
applicable Seaboard Territory to destination, rail and water rate, 
considerably higher than the New York to destination all-water 
rate. The Baltimore concern was unable to meet competition on 
account of the higher rate and was about to forego an advan- 
tageous connection, when the fact was pointed out to its sales 
department that the rate on this commodity via an all water 
route to the destination was lower than the New York to des- 
tination rate. This advantage enabled the Baltimore concern to 
buy in Philadelphia and forward directly from Philadelphia 
to destination, and not only save the business but actually make 
as large a margin of profit as if it were situated advantageously 
from a rate standpoint at Baltimore. The loss of this customer’s 
business at this point might have meant the eventual loss of 
all the business to the competitors of the Baltimore industry. 


Quotations of Rates to Customers and Suppliers 


In many industries the traffic department gives rate informa- 
tion directly to the firms’ customers, either on receiving their 
requests for such information or at the time shipments are 
made without the customers requesting it. 

The service supplied by any industry is naturally an im- 
portant sales factor. The verification by the traffic department 
of the seller of the rates charged on shipments to customers 
is a service of prime importance to the customer. One large 
industry checks the correct charges on every shipment and 
encloses in the letter containing the original invoice a memo- 
randum of the charges the consignee should pay, cautioning 
him to refuse payment of a greater amount, if billed at a higher 
rate by the delivering carrier. The consignee is urged to wire 
the traffic department of the shipper if a greater amount is 





charged. A specimen memorandum of this type is shown. 
(Form No, 4.) 
Form No. 4 
SPECIALTY MANUFACTURING COMPANY 
The correct weight of this shipment is............. pounds. 
The rate of freight from Our FACTOTY Et ...ccccwcccvcccevccss 
EO gs-cvictoss eeee Uribaeeses ee eee ee c per cwt. 
Charges, therefore, on this shipment SHOULD NOT BE 


PAID in excess of $ 
Our traffic department is equipped to safeguard our con- 
signee’s charges. 
If greater charges are sought to be collected than indicated 
above, notify us immediately and refuse payment. 

Traffic Department, 


eres eee reese 


er 





Another effective method of protecting the interests of the 
customer is the method used by a large Middle West specialty 
manufacturer. 

At the time the order is acknowledged, a printed memo- 
randum is attached notifying the consignee that the traffic de- 
partment of the seller is ready and willing to check all outbound 
freight charges, whether the goods are sold F. O. B. point of 
shipment or F. O. B. destination point. The customer is 
cautioned to examine the memorandum bill of lading which is 
attached to the original invoice reaching the customer after 
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shipment is made. The traffic department makes a Notation 
on the memorandum bill of lading, of the correct rate, tariff 
authority, and the correct charges on the shipment. The cop. 
signee is cautioned to pay only the charges indicated and to 
advise the traffic manager of any differences in charges assegseq 
by the carriers. 

This service is of only slight importance to the industry 
shipping in wholesale quantities to another concern equippeq 
with a traffic department of its own. It is of great service 
to the consignee without a traffic department and who js 
therefore, more or less unfamiliar with rates and traffic pro. 
ceedure. 

Customers, at times, wish to learn the exact rates of freight 
or express applying from the factories of the suppliers to the 
consignees’ points of destination. This information is needeq 
from time to time for a variety of purposes: 


1. The customer may wish to confirm his checking of a rate 
and wish the judgment of the traffic department of the shipper 
in the matter. 


An analysis of rate structures may be undertaken by the 
customer and all the available rate information in the possession 
of the shipper needed to support the case. 

- A purchaser may wish to check a new bid from a com- 
petitor, and the rate of freight applicable to traffic from the new 
point of origin, against a bid of the industry previously supplying 
the business. , 


The mere asking for a rate or other information by a cus. 
tomer indicates interest. Any service the manufacturer’s traffic 
department can render is of value as an auxiliary sales service 
which will eventually be reflected in the volume of the indus- 
try’s sales. 

This information may be conveyed to the requester in any 
way at the disposal of the parties. A telephone call or personal 
visit, if practicable, is valuable. A personal letter may be used 
if the information is of a special nature, or is advisable because 
of the nature of the request. 

A form letter, however, may be used if merely a rate quo- 
tation is requested. The use of such a form reduces the amount 
of stenographic and clerical work and has been found thor- 
oughly satisfactory by many departments. The form, if well 
mimeographed, looks as well as many individually typed letters 
and may be used advantageously, in many instances. The form 
shows the correct current rate, the tariff authority, the effective 
date of the tariff issue, the route if this rate is applicable over 
a limited number of routes, and any information as to authorized 
increase or decrease and the date of such change. 


CANADIAN PORTS SEEK TRAFFIC 


The campaign by the ports of Halifax and St. John to divert 
traffic to those ports from Portland and other United States 
ports is being aggressively carried on. The members of Par- 
liament representing the maritime provinces recently had a con- 
ference with Sir Henry Thornton at Montreal on the matter, and 
the government has promised in the “speech from the throne” 
to appoint a Royal commission to investigate freight rates and 
maritime province grievances generally. The conference with 
the members of Parliament was called, says one newspaper, 
“ostensibily to weigh the rights and wrongs of maritime griev- 
ances in the matter of the grain trade, but really to give the 
C. N. R. a chance to show that it has no anti-maritime basis.” 
Halifax and St. John newspapers have been intimating that Sir 
Henry Thornton was proving a menace to the integrity of the 
Dominion by not seeing that traffic was sent through Canadian 
rather than American ports. At the conclusion of the interview 
at Montreal, he asked: “Do you now think me such a menace 
to confederation?” 

Temporarily, the delegates seem to have been satisfied with 
the interview, but if traffic does not start to flow in volume 
ee their ports there will be further expressions of dis- 
content. 


CANADIAN BOARD ACTION 


The Traffic World Ottawa Bureav 


Only two of the seven applications for changes in rates 
which had been on the agenda of the Board of Railway Com- 
missioners were heard by the Commission during its visit to 
Toronto, which concluded on January 15th. Applicants in the 
other five cases did not make an appearance. 

The first application was for an adjustment on rates on 
live stock, presented by officers of the Eastern Canadian Live 
Stock Union. On this judgment was reserved. The other case 
heard was that of the Page-Hersey Tubes Company, of Toronto, 
who objected to what they allege is discrimination in favor of 
Montreal and United States steel mills in rates on iron pipes 
and fittings, particularly to western Canada. 

The five applications for rate adjustments which did not 
come up were those of the Northern Ontario Light & Power Com- 
pany, of Cobalt; the Northern Canning Company, of New Lis- 
keard; the Niagara Falls Branch of the Canadian Manufacturers’ 
Association; the Canadian Roofing Manufacturers’ Association 
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¢ Hamilton; and the Dominion Foundries & Steel, Limited, 






e enderatood that a decision on the application of the 
anadian Pacific and Canadian National Railways for a rescission 
of the order of Chairman McKeown and Commissioner Oliver of 
the Board of Railway Commissioners, granting reduced rates 
on grain and flour to Pacific ports, will be handed down within 
the next few days. It is rumored that the six commissioners on 
the Board are equally divided in the matter. In the event of 
this occurring, it would mean that the order for reduction of 
rates would be sustained. In such an event an appeal could be 
made to the Supreme Court of Canada. 
The Board has passed the following orders: 




























































Authorizing Canadian National Railway to open for traffic that 
rtion of its Cowichan Bay branch from mileage 6.56 to 7.45. 

e ‘Authorizing the Canadian Northern Pacific Railway to open that 
portion of its Cowichan subdivision from mileage 82.8 to 83.31. 


CANADIAN CAR LOADING 


The Traffic World Ottawa Burean 


Car loadings for the week ended January 9 showed a good 
recovery from the effects of the holidays, exceeding the loadings 
of the previous week by 11,000 cars. Loadings in all groups of 
commodities showed improvements, especially grain with a gain 
of 2,921 cars, merchandise of 2,903 cars, and coal with 1,132 cars. 
Compared with the corresponding week in 1925, total loadings 
were heavier by 4,581 cars, grain increasing 5,050 cars and mer- 
chandise 907 cars. Coal was 1,475 cars lighter. 


CARS OF REVENUE FREIGHT LOADED ON CANADIAN 
RAILWAYS 


EASTERN CANADA 



































-—For the Week Ended— 

Jan Jan Jan. 10 

Commodities 1926 1926 1925 
Grain and Grain Products........-..0+ eos BO86 1,732 1,634 
ere er ee re vee 977 671 1,317 
EY Caic:s'c'esi9d sa eiowehieewe eee eee bebe ebee 3,127 2,252 3,549 
i dik0:00s:0sewSe been weweeewsewesuawunens 484 35 266 
REE dccgneeearee ance piemede ee eerelass coccee 1,693 1,523 1,847 
REED, 0:0: Ale eaiediniw eealuiwie 506 wee ocees Geen 2,162 2,765 
Pulp and Paper........ ne eae coccees 2,008 1,971 1,847 
Other Forest Products. ....cscccccecces oso Sure 922 1,260 
Ee eee ere S ene 687 648 633 
OE ee eee ee 10,030 7,754 9,720 
re oe 7,075 6,654 7,555 
WOtRl Care: BOROOGiaioc.6i00.6iscese cesscnde 32,836 26,647 32,393 
Total Cars Received from Connections 27,086 24,243 26,776 

WESTERN CANADA 
Grain and Grain Products........... coors 8,476 6,208 4,177 
a ee SA Eres eee ,500 734 1,816 
__ Ses cSthesee ar meresees ° ,036 2,779 4,089 
SE nia: 4 :0:4-cinieiesGiaunieg etaraernte-n o16:e-dleinie ere Selace%™ 30 29 51 
1 SR ee ee ee een ewe 566 492 698 
NEE ccauinitsigiélekacinie ols 's\exiwieweisaiee-ae tice 359 188 300 
Pulp and Paper........ Miviekeasniadhas 289 197 185 
Uther BPorest Products. iccisccccvicecccssiees 1,021 884 986 
PN a ichai char Wren rosa av oleae glia c's eral ravaalemso.srecueewieerd 63 660 437 
Se ae: a renee 3,615 2,988 3,018 
ES i Ee ae ater ee 2,192 1,753 1,828 
eM |” 21,723 16,912 17,585 
Total Cars Received from Connections 2,483 2,300 3,177 
TOTAL FOR CANADA 

Grain and Grain Products............. e+e 10,861 7,940 5,811 
MO so coc dsthbeac aeineade pans coccces 2,477 1,405 3,133 
_. __ RARE ee tn peaeieaet coos 66,168. 5,031 ,638 
ERIE ARE OETA G SEG 514 387 317 
PONE ssvis aisicicisatsia eas: $iaieia.s/vorewios a0 Koonce Se 2,015 2,545 
OAM ota caiukdick aia hicinl asics lenteaneeis soovcs Siete 2,350 3,065 
SD Sti nna stein cud tiidetiun 2,571 2,168 2,032 
Other Forest Products..........sccccecces 2,400 1,806 2,246 
RE TEES: ER SAS 1,326 1,308 1,070 


ee ee ee | 




















OUR Caren Tao < oc.cce ccewsnccqac ts 54,559 43,559 49,978 
Total Cars Received from Connections 29,569 26,543 29,953 
CUMULATIVE TOTALS TO DATE 

1926 1925 

Grain and Grain Products........+..++ ose 10,861 5,811 
PRUNOIE. ot Lares ais osaibeevicles coe 2,477 3,133 
BM via 0:06ocneie ells tienidebnciiastse sidéeets 163 7,638 
LEER REAR AE RONDA et er 514 317 
REESE CO a CARE NE setae’ 2,259 2,545 
BOE a vennskvscdabinssidceedes watbeoutes 3,076 3,065 
FE omeaenneepaaaeaden pabiians 2,571 2,032 
Other Forest Products..........+. Ewewawe ,400 2,246 
Rise sticiinien apa anche av bcaig ame oem aeet 326 1,070 
NN Te, TE Bin co cccckvccccevedeces 13,645 12,738 
POPPMGNGU 5553 One Malo dcknctiawecdles »267 138 
etl Caen EAI os. 5.0100%.600444-40000%> 54,559 49,978 
Total Cars Received from Connections 29,569 29,953 
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REFUND FOR MISROUTING 


The Traffic World Ottawa Bureau 


The Board of Railway Commissioners has refused the ap- 
plication of the New York Central for a refund of freight charges 
on a car of potatoes shipped from Chambord Junction, Que., to 
Newington, Ont., in 1921. The Canadian National, in refusing 
to reimburse the New York Central, took the position that there 
was no misrouting; that in the absence of specific routing 
instructions from shipper and no published through rate in 
existence via any route, the agent properly forwarded the ship- 
ment via the direct connection between the Canadian National 
and New York Central lines. 

When the shipment moved, the Grand Trunk was not part 
of the Canadian National lines, and since the latter line had 
direct connection with the Ottawa & New York Railway at 
Ottawa, and a through rate was available via combinations on 
the Canadian National, and as the agent would have no knowl- 
edge of what combination might be available via a combination 
suggested by the consignee, the decision held that the agent and 
the railway were justified in hauling the car by the route it 
traveled. The judgment states: 


The Board have on a number of occasions dealt with cases in- 
volving alleged misrouting and the ruling made has been based in 
each instance on the facts in the particular case. Interstate Com- 
merce Commission ruling No. 214(c) reads in part as follows: ‘‘In 
the absence of specific through routing by shipper which the carrier 
is willing to observe, it is the duty of the agent of the carrier to 
route the shipment via the cheapest reasonable route known to him 
of the class designated by the shipper, that is, all rail or rail and 
water, and via which he has rates which he can lawfully use. If 
agent is in doubt he should secure information from proper officers 
ot the traffic department.”’ 

In view of the facts of this particular case, it is my opinion 
that there was no misrouting, and that if the Canadian National 
Railways are unwilling to assume any part of the amount réfunded 
by the New York Central, the board would not be warranted in 
making any direction in the matter. 


CANADIAN EXCHANGE RATE 


The rate of exchange for shipments of freight between 
points in Canada and the United States from January 15 to 31, 
inclusive, will be three-sixteenths of one per cent. There will 
be no surcharge on international freight or passenger business. 


CANADIAN CONSOLIDATION 


Sir Herbert Holt, president of the Royal Bank of Canada, in 
his annual address, urged railway consolidation, and his address 
has attracted some attention, as the agitation for consolidation 
is still very active. After pointing out that under present con- 
ditions there is not sufficient traffic to enable two great conti- 
nental railway systems to operate competitively, in Canada with 
financial success, he said: 


Canada has advanced to the Canadian National Railways in 
the past six years an amount averaging over $100,000,000 annually, 
amounting in the aggregate to $710,943,247, which is greater than 
the entire capitalization and bonded indebtedness of the Canadian 
Pacific Railway. The country simply cannot afford the present rate 
of expenditure. While the gross earnings have improved during the 
latter part of the past year, and the net operating results substan- 
tially so, there have been enormous capital expenditures, and there 
appears to be very little prospect of any mtaerial reduction in the 
annual deficit which for the year 1924 amounted to $55,757,481. Some 
means must be found to overcome this annual drain on the federal 
treasury, which already absorbs more than the entire revenue from 
the income tax, and to avoid further capital expenditures which, 
under present conditions, are not likely to be productive of additional 
net earnings sufficient to pay interest on their cost. I am convinced 
that the consolidation of our two great railway systems for the 
purpose of administration and operation on a basis that would not 
penalize the past efficiency and economy on the part of the privately 
owned railway is the only practical means of quickly eliminating 
the present enormous loss. 


ASK MINIMUM GRAIN RATES 


The United Farmers of Manitoba at a recent convention 
decided to ask the government and the Board of Railway Com- 
missioners to put into effect the lowest freight rates on grain 
and live stock over the National Transcontinental Railways at 
which they can be operated without loss. The preamble to the 
resolution stated that the railway was built “to carry western 
grain to Canadian seaports by an all-Canadian route, and to in- 
crease railway traffic between the maritime provinces and the 
west.” It was further stated that a rate of six cents a bushel 
had been set on wheat from Armstrong to Quebec, and that the 
Minister of Railways of that date had stated that this was a 
profitable rate. “The government shortly afterward increased 
the rate to 20 cents a bushel, with the result that the line is 
practically unused.” 





SUMMER TRAINS DISCONTINUED 


The Board of Railway Commissioners has granted, subject 
to certain conditions, the application of the Great Northern Rail- 
way for permission to discontinue train service from Vancouver 
to certain summer resorts. The service was formerly operated 
at a profit, but, owing to motor bus competition, it now shows 
a yearly increasing loss, although the bus rate is higher than 
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the railway fare, and the population served has substantially 
increased. The judgment says: 


The progressive decrease in earnings, although the population 
has increased while rail rates are substantially lower than those of 
the competing bus service, would seem to indicate that the new 
conditions arising from the improved highway and the popular pref- 
erence for motor service have created an impossible situation for 
the railway and imposed recurring, increasing and unavoidable losses 
on operation of the Campers Special. 


CONFERENCE CRISIS PASSES 


The Traffic World New York Bureau 


After several meetings, during which it seemed inevitable 
that the Intercoastal Conference would break up and start a 
rate war, it developed, January 21, that the three lines which 
had withdrawn, the American-Hawaiian, Panama Pacific and 
United American, would remain in the conference with permis- 
sion to meet competitive rates on specified commodities. It was 
also learned that both factions within the conference have made 
concessions and that if the three lines do return they will be 
permitted to quote lower rates than the regular conference 
tariffs on certain commodities moving westward. The west- 
bound freight situation was responsible for the trouble in the 
conference, which was on the point of disbanding when the 
three lines mentioned above tendered their resignations after 
having been refused permission to lower freight rates westbound 
in an effort to meet the competition of the non-conference lines. 

Another important development was that the conference will 
seek to stabilize the present intercoastal trade by inviting the 
non-conference lines to join. 

While there are not ships enough to care for the eastbound 
offerings, the situation is exactly the opposite in the westbound 
trade. With smaller cargo offerings from this coast to the Pa- 
cific, non-conference ships, rather than return empty, have cut 
the westbound rates to such an extent as seriously to affect the 
earnings of the regular conference lines. 

The intervention of T. V. O’Connor, of the Shipping Board, 
January 19, is believed in many quarters to have helped con- 
siderably in the restoration of harmony within the conference. 
It is reported that the board also may take a hand in checking 
the practice of the non-conference lines in the reducing freight 
rates in the westbound trade. They have the authority to do 
this under section 19 of the merchant marine act, which prac- 
tically prohibits any steamship line in the trade from reducing 
rates to such a level as to affect normal competition. 

It is understood that the intercoastal conference will issue 
an official statement in a day or two concerning the situation in 
the trade on which they fix and regulate freight rates. 


OCEAN FREIGHT RATES WEAKEN 
The Trafic World New York Bureau 


Continuance of the coal strike, which makes it profitable for 
foreign lines to ship coal here and seek return cargoes, has kept 
a surplus of vessel space available during the week, and has 
tended to weaken rates. Shipowners are not so optimistic as 
several weeks ago of a revival in the demand from shippers, and 
are not so confident that an advance in rates is near at hand. 

The most important threat against stability in the present 
rate level has been the reappearance in the local market of 
ballast vessels from the River Plate, where there has been a 
sharp depression recently. Lack of business in the Argentine, 
which has resulted in lower rates there and is having a reflex 
on the New York market, is interpreted by some of the local 
brokers as optimistic. On this point M. D. Moore remarks: 
“Why are Argentine freights 18s 6d, against 23s 6d a few weeks 
ago, while private cables indicate spot boats can be had at 15s. 
It means salable wheat is not available in quantity. In which 
case, where are they going to buy? You will get the answer 
before long.” 

Shippers are still expecting a revival in the demand for 
grain, which may bring about an advance in charter rates. The 
sugar market was more active, though rates were weaker in 
sympathy with other trades, remaining about 18 shillings a ton. 

The Columbia Pacific Shipping Company, as managing 
agents for the Oregon Oriental Mail Line, announces that effec- 
tive February 1, the Oregon Oriental Line, agreeable with joint 


action of all trans-Pacific steamer operators, members of the . 


Pacific Westbound Conference, will discontinue the absorption 
of any portion of wharfage charges at Portland, or state tolls at 
San Francisco, on local import cargo. It is pointed out that this 
action will not in any way affect cargo moving on through bills 
of lading to interior points in transcontinental rail lines terri- 
tory, nor such cargo as is diverted to interior points in transcon- 
tinental rail territory, within the usual ten-day period provided 
by the transcontinental and ocean lines in import tariffs. 
Strengthening of rates in the trans-Pacific trade during the 
present year is expected by several local steamship men who 
have been engaged in business with Japan and China for several 
years. The present base lumber rate to China and Japan is $12. 
A level of $14 is expected before the end of the year by some. 
If the situation in China clears somewhat and no further boy- 
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cotts are put into effect a better demand for lumber is expecteg 
Japanese business is on the uptrend with every indication 
growing stronger through the year. of 

With few minor exceptions the Pacific Coast mark 
a tendency toward higher rates. Costs of operations j 
ber of instances have been reduced, which should also benefit 
owners. According to the General Steamship Corporation’s yo. 
view the Pacific Coast lumber market seems to be reaching oyt 
into newer markets with the invasion of Florida and a greater 
movement to the West Coast of South America. The regyja, 
flow of traffic, independent of tramp tonnage, is heavier and more 
consistent. 

The movement of grain to Europe has disclosed the greatest 
activity, and rates have shown decided improvement. Pare 
bookings on berth have ranged from 35s to 40s, due to pressure 
or lack of demand to certain ports. The railroad embargo 
against Vancouver because of “damp and tough” wheat receipts 
has been lifted and the old permit system of past seasons re. 
stored. Some owners are cautious of this restriction. Grain to 
the Orient remains an important factor at $5 and $5.50, but it 
is not generally anticipated that it will figure so extensively jp 
the charter market again this season. 


P. A. B. LINE SOLD 
The Trafic World Washington Bureay 


T. V. O’Connor, chairman of the Shipping Board, stated that 
at a meeting of the board January 19 the Pacific Argentine Brazi} 
Line was sold to the McCormick Steamship Company of San 
Francisco for five years’ guaranteed operation. In a statement 
Chairman O’Connor said: 


et shows 
N a num. 


The McCormick Steamship Company is engaged variously in serv- 
ices between all Pacific coast ports intercoastally to Florida, north 
Atlantic ports, Cuba and various Latin American Cities. 

This is the first sale to be made by the board in a service op- 
erating exclusively for cargo service from the Pacific coast. The sery- 
ice will be operated from the principal Pacific coast ports to the 
principal ports of the east coast of South America. 

The Pacific Argentine Brazil Line has been operated for the past 
four years by Swayne & Hoyt, Inc. 

The sales price was approximately $49,500 per ship. The dead- 
weight tonnage of each vessel is approximately 8,800 tons. The names 
of the vessels are the West Camargo, West Notus, West Cactus, 
Hollywood, West Nilus and West Mahwah. 

Before the sale was made the board considered the very strong 
endorsements received in behalf of the McCormick Steamship Com- 
pany from chambers of commerce, commercial organizations, financial 
institutions, port authorities and importers and exporters along the 
Pacific coast. The board was particularly impressed with the strong 
endorsements from exporters and importers, for it knows well that 
without the hearty support of Americans engaged in ocean trade the 
success of a privately owned American merchant marine is doubtful. 
But it well knows that with the hearty support of American ex- 
porters and importers the McCormick Steamship Company will be 
able to maintain an efficient and profitable service. 

The McCormick Steamship Company operates American flag ves- 
sels exclusively. 


The chairman also announced the sale of the steamship Lake 
Butler to Asa F. Davison. The price is $30,000. This vessel is 
the last of the small lakers in the board’s fleet. It has a 
deadweight tonnage of 2,875 tons and is at present laid up in 
New York. 


PORT DIFFERENTIAL ANSWERS 


The Traffic World Washington Bureas 


The Baltimore & Ohio and the Philadelphia, interveners in 
No. 13548, Maritime Association of the Boston Chamber of Com- 
merce et al., have made answers to the prayer of the complain- 
ants for leave to amend their petition with a view to having the 
Commission enter an order putting into effect its views as to 
what the railroads should do to give Boston some relief from the 
situation, as to rates to the north Atlantic ports, in so far as 
relief would be afforded by abolishing the differential now against 
Boston on ex-lake grain end grain from the middle west. 

The petition, in the view of the Baltimore & Ohio, in so far 
as it asks for leave to amend the complaint, is wholly improper 
in that it raises issues that were not before the Commission in 
the original proceeding. It said the testimony was directed 
wholly to rates between C. F. A. and the seaboard, and that that 
testimony was wholly irrelevant to the issues now raised against 
the western carriers, proposed by the petition to amend, to be 
brought into the case. They were not in the original proceeding. 

The bulk of the ex-lake grain, the Baltimore & Ohio points 
out, moves through New York. It said the complainants had 
failed to show that Boston was in competition with either Phil- 
adelphia or Baltimore for that traffic. It points out that Balti- 
more has an advantage of eighty miles, in the haul from Buffalo, 
over Boston and observes that it cannot be seriously contended 
that Baltimore’s advantage in distance does not justify the 
present adjustment in rates. 

To grant complainants’ prayer, it said, would be contrary to 
legal procedure and would subject the western carriers, n0W 
proposed as defendants to an injustice, and commit them to al 
acceptance of the testimony introduced by complainants at the 
— hearing, the bulk of which did not go to the issues DoW 
raised. 
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january 23, 1926 


The Philadelphia interveners said the issues now raised by 
the amended complaint were more properly the subject of a new 
gmplaint. They, as well as the Baltimore & Ohio, asked for a 
denial of the prayer. 


WATER-BORNE COMMERCE 


American vessels carried 36.8 per cent, by value, of the do- 
mestic exports of the United States in foreign trade in November, 
4s compared with 38.7 per cent in November, 1924, according to 
the monthly summary of foreign commerce issued by the De- 
partment of Commerce. In the eleven months ended with No- 
yember the percentage was 34.9 per cent, as compared with 38.7 
per cent in the same period of 1924. The detailed figures follow: 


DOMESTIC EXPORTS AND IMPORTS, BY METHOD OF 
CARRIAGE 






November 
Domestic exports Imports 
1924 1925 1924 1925 
1,000 1,000 1,000 1,000 
dollars dollars dollars dollars 
Grand total ..seceeececeseeceece 439,449 296,148 376,665 
Land vehicles ...... 42,440 49,541 28,456 35,606 
Parcel POSt .ccccccccccccccces 2,262 8,656 11,742 
MED 0.0:010:0.0000eereseverees 387,646 259,036 329,317 
American vessels (total) 142,620 81,418 92,731 
Foreign vessels (total) 245,026 177,618 236,586 
ALL IEE A Ee Re 2,541 476 407 
Lael mene hennees 133,099 96,122 129,927 
er aiuanblarnerele aroma gieleaeiee’ 5,897 3,366 3,209 
baoweaenesereeatawe ne 11,262 8,339 10,272 
13,897 12,845 16,493 
15,998 6,503 9,629 
11,095 3,860 6,694 
20,996 24,945 37,761 
13,883 11,885 11,471 
4,894 923 730 
Sena MERMOED ES eee 4,792 2,171 2,908 
OS Re REE ee ee 6,672 6,183 7,085 
Per cent of water borne: 
In American vessels ......... 38.7 36.8 31.4 28.2 
In foreign vesselS ....+.+e+ee- 61.3 63.2 68.6 71.8 


Eleven Months Ending November 
Domestic exports Imports 








1924 1925 1924 1925 
1,000 1,000 1,000 1,000 
dollars dollars dollars dollars 
RR eee eer - 4,059,063 4,359,381 3,276,771 3,830,255 
Land vehicles «++ 487,458 562,527 324,354 Ky 
Mereel POSE occccesece wrerererares 19,518 23,773 97,119 113,869 
EL. cuncedie wentnmes ouewat -- 3,552,087 3,773,081 2,855,298 3,367,613 
American vessels (total) ...... 1,373,514 1,314,391 930,537 1,055,282 
Foreign vessels (total) ........ 2,178,573 2,458,690 1,924,761 2,312,331 
CIZIAN ...cseevcceccccececees ; 34,730 33,491 9,7 a 
1,282,822 1,015,503 1,254,066 
i 88,653 57,885 50,5 
151,31 86,70 105,311 
122,588 124,955 132,881 
150,499 5,591 73,557 
133,023 53,879 63,949 
153,997 227,626 348,330 
159,767 170,077 151,197 
55,031 15,352 13,512 
SINNNNL)- sisciaaii-e Daman areeee esit sie 45,433 48,294 34,709 33,004 
WE GURED cdenscsewews iaveomiegie 54,252 79,211 2,760 76,958 
Per cent of water borne: 
In American vesselS......... 38.7 34.9 32.6 31.3 
In foreign vessels ......-+e0- 61.3 65.1 67.4 68.7 


TONNAGE CAPACITY OF VESSELS ENTERED AND CLEARED IN 
FOREIGN TRADE 


November 
Entered eared 
1924 1925 1924 1925 
1,000 1,000 1,000 1,000 
tons tons tons tons 
A, Ee ae RET Ae 5,813 6,11 5,699 5,670 
co EEE EO a 4,597 4,500 4,334 
ME WEN. issiaraicinere so wweisie wiaeie eaaters -- 1,568 1,521 1,199 1,336 
PM CURENID, 56. 6 oiars.5c. vcare mse erenee 2,657 2,607 2,633 2,450 
NE CUO. Nic aaiosodencnsieiccsecses 3983 1,997 1,672 1,540 
| eae eee eee ee 674 610 961 910 
EY OMEN, ca nissan oscisieigayane'sinireies 3,156 3,511 3,066 3,220 
a ES EAR BS 2,262 2,600 2,829 2,794 
WN oi SS dd dis. .s diets aererelvarrare 894 911 237 426 
Per cent American vessels.......- 45.72 42.56 46.20 43.22 
Per cent foreign vessels .........- 54.28 57.44 53.80 56.78 
Eleven Months Ending November 
Entered Cleared 
24 1925 1924 1925 
1,000 1,000 1,000 1,000 
G tons tons tons tons 
RN esse ciaranpnreioiclowioiaion 63,066 63,961 63,938 64,898 
: DENNIS cacoiurcecivcmeecensaisoss ores 44,790 46,467 49,748 50,204 
PIRES odindwcovancwuietnadinewoen 9276 17,494 14,190 4,694 
American (total) ..........+ naka maees 27,277 25,611 27,960 25,937 
ie, EERO RES RN 19,755 19,276 19,011 17,637 
MMMM, ie visiccancscieicisieis peaaeameen 7,522 6,335 8,949 8,300 
Foreign (total) ........... duisieaion ecce 85,789 38,350 35,977 38,961 
I Be NID s Galshoveacaiealuiaie sieeicisatcic neem: Ta 27,191 30,737 32,567 
it SNTEL, -schihcetactiisiinetcmusaurasaneeasedace’ a 11,159 5,240 6,394 
Per cent American vessels ....... 43.25 40.06 43.74 39.91 
Per cent foreign vessels ...... eee 56.75 59.94 56.26 60.09 
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PLAN TO END PILFERAGE 


The Trafic World New York Burcau 


Definite steps to control the pilferage evil in New York 
Harbor were taken this week at a special meeting of 300 repre- 
sentatives of shipping interests held at the Maritime Exchange, 
following adoption of a motion by Joseph Moran, representing 
the New York Boat Owners’ Association. A joint committee 
representing all port organizations was appointed to devise ways 
and means for dealing with the problem. Cornelius H. Cal- 
laghan, chairman of the special committee for the protection of 
marine and water-front property, declared that pilfering at this 
port had reached a point where it was the exception rather than 
the rule for vessels to sail without a loss. He added that he did 
not intend to criticize the police authorities but pointed out that 
there is not sufficient force to guard properly 780 miles of 
waterfront. 

The Moran motion provides that each port organization shall 
name a committee of three, these committees in turn to select 
one man from each as members of a joint committee to meet 
at the call of Mr. Callaghan as chairman. The committee will 
have power to employ counsel to draft whatever legislation may 
be deemed necessary to check the operations of harbor pirates. 
The consensus of the views of the various speakers seemed to 
be that limitation of junk boat activities, closer supervision of 
workers on ships and piers, and strengthening of the marine 
division of the Police Department will do much to remedy the 
situation. 

John F. Manning, vice-president of the Maritime Exchange 
and a member of the special committee on pilferage, told of the 
difficulty experienced by the police in securing the co-operation 
of shippers and shipping interests in the prosecution of men 
arrested for pilferage. The general attitude seemed to be that 
the insurance companies must make good for such losses and 
that there was no reason for wasting time in court actions. 

He suggested the formation of a special police squad to deal 
with this problem in conjunction with the marine division. This 
squad, he said, could supervise the operations of the junk deal- 
ers who receive property from the junk boat operators and who 
are supposed to keep an accurate record of all transactions. He 
also suggested that junk boat men failing to keep a record of 
purchases and sales could be brought up for violations of the 
ordinance and fined $10 for each offense. This, he thought, 
would serve to check the evil. 


FOREIGN VESSEL COMPETITION 


Proposals of Chairman O’Connor, of the Shipping Board, 
that an appropriation be made available for the board to meet 
foreign competition that compels the board to take back lines 
sold for private operation, have been considered by General 
Lord, director of the Bureau of the Budget, according to a White 
House spokesman. General Lord has suggested, it was said, 
that money for the purpose be obtained from funds now credited 
to the board rather than by asking for an additional appropria- 
tion from Congress. The board has between $60,000,000 and 
$70,000,000 in its construction loan fund and part of this may be 
made available, it was indicated. 





CLOSES RIO OFFICE 


The Fleet Corporation has closed its district office at Rio 
de Janiero and has ordered Clifford Smith, formerly secretary 
of the board, who has been in charge of the office, to return to 
Washington. The Fleet Corporation will maintain an office at 
Buenos Aires, R. A. Gibson in charge. The Rio office was closed 
because sale of the Pan America Line to the Munson Steamship 
Company no longer made necessary maintenance of an office at 
Rio. 


OPERATION OF SHIPS 


Senator Cameron, of Arizona, has offered a resolution under 
which the Shipping Board would be required to dismiss man- 
aging operators who have established connections with foreign 
shipping interests. 


BOARD SELLS VESSEL 


The Shipping Board has approved the sale of the Lake Gale- 
wood, of 4,225 deadweight tons, to the Peninsula State Steamship 
Corporation of New York for $25,000 cash. The purchaser agreed 
to make certain alterations in the vessel. 


SHIPPING LEGISLATION 


Representative Bacon, of New York, has introduced a bill 
(H. R. 8052) providing for separation of the Shipping Board and 
Fleet Corporation and for the creation of a federal shipping 
council and regional advisory councils. The bill follows along 
the lines of reemmendations made by the National Merchant 
Marine Conference held under the auspices of the Chamber of 
Commerce of the United States. In a statement, Representative 
Bacon, in part, said: 


This bill coincides in large measure with the views expressed 
by the President in his last message to Congress. The general pur- 
ane of the measure is to disentangle the various functions that have 

een centered in the shipping board and to allocate them logically. 
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The operation of the government fleet is put in the hands of the 
Fleet Corporation. The authority to establish, maintain and develop 
foreign trade route, and services is put in the hands of the ship- 
ping council with more comprehensive provisions for regional rep- 
resentation than now exist. The marine commission body would func- 
tion much the same as the Interstate Commerce Commission. The 
department of commerce would receive functions that come peculiarly 
within its purview and which do not involve operation policies. 
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Birk S. Stathers has resigned as chairman of the West Vir- 
ginia public service commission. Commissioner James J. Divine 
has been selected chairman of the commission. I. Wade Coff- 
man, a former secretary of the West Virginia commission, has 
been appointed a member of the commission for the unexpired 
term of Mr. Stathers. 

John Lonsdale has been appointed valuation engineér and 
tax commissioner for the Southern Pacific lines in Texas and 
Louisiana. 

J. L. Harris has been appointed manager perishable traffic 
at Chicago, Ill., for the Chicago & Alton. 

W. F. Barnard is appointed superintendent freight claim pre- 
vention, with headquarters at St. Louis, for the Wabash. 

Walter E. Oliver is appointed traveling industrial agent for 
the B. & O., at Pittsburgh, Pa., vice G. Murray Campbell, pro- 
moted. 

F. V. Stark is appointed general agent for the Southern 
Pacific, with office at Mexico City, Mexico. Alfonso Marquez is 
appointed general agent at Monterey, Mexico. 

Pat Lambert has resigned as commercial agent at Shreve- 
port, La., for the L. & A. 

Herbert Sheridan, traffic manager for the Merchants and 
Miners Transportation Company, died at his home in Mt. Wash- 
ington, Baltimore, on January 16. He was buried January 19. 
Mr. Sheridan, who was 69 years old, spent his whole life in the 
transportation business, serving, among others, the Pere Mar- 
quette, Baltimore & Ohio, the Baltimore Chamber of Commerce, 
as traffic manager and going from that organization to the 
Merchants and Miners. He was born at Hamilton, Ont. 


DOINGS OF THE TRAFFIC CLUBS 


The Association of Railroad and Steamship Agents, of Boston, 
has elected the following officers: President, Charles C. Dasey, 
passenger traffic manager, Cunard Line; vice-president, John G. 
Church, New England agent, Boston and Albany Railroad; sec- 
retary-treasurer, W. M. Macomber, New England agent, Norfolk 
and Western Railway; trustee of benefit fund, Elmer R. Hines, 
general agent (retired), C. R. I. and P. R. R.; members of ex- 
ecutive committee, Wallace E. Barrows, New England agent, 
Reading Company; Everett S. Leavitt, general agent, Southern 
Pacific Lines; John W. McLachlan, manager freight department, 
International Mercantile Marine Company. 





The Clarksburg (W. Va.) Traffic Club has elected the fol- 
lowing officers: President, C. A. Saylor; vice-president, A. R. 
Kincaid; secretary-treasurer, E. C. Richards. 





The Marion (Ohio) Traffic Club will hold its annual banquet 
at the Harding Hotel January 28. The speakers will be W. F. 
Nokley, traffic commissioner of the Toledo Chamber of Com- 
merce, and J. F. Ryan, traffic manager of the National Supply 
Company, Toledo. 





The Junior Traffic Club of Minneapolis is carrying on a cam- 
paign to increase the membership of this organization for 
younger representatives of shippers and carriers, formed for the 
purpose of enlarging their knowledge and acquaintance. It held 
its first meeting of the season January 11. The speaker was 
W. W. Morse, on the subject, “The Mississippi River and Its 
Possibilities for Minneapolis.” C. T. Vandenover, secretary of 
the Southern Minnesota Mills, spoke January 18 on the trans- 
portation act as it affects commerce and the earnings of the 
carriers. Ivan Bowen, member of the state commission, is the 
speaker for February 1, his subject being, “Federal and State 
Jurisdiction of Public Carriers.’ On February 8, Frank B. 
Townsend, traffic director of the Minneapolis Traffic Associa- 
tion, will talk on the northwest freight rate adjustment. George 
E. Helwig, assistant superintendent of the Western Weighing 
and Inspection Bureau, will discuss that bureau at the meeting 
February 15. 





The Traffic Club of Baltimore and the Women’s Traffic Club 
of Los Angeles has ratified the resolution adopted at the Louis- 
ville meeting of the Associated Traffic Clubs of America with 
reference to regulation of motor vehicle common carriers. The 
resolution has now been ratified by a majority of member clubs. 





The annual dinner of the Milwaukee Traffic Club, January 
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13, was considered the best in the history of the club. The 

were 621 in attendance. The program, as published in advanee 
was carried out, Dr. Glenn Frank and Sir Henry Thornton tne 
the principal speakers. 8 








The Los Angeles Transportation Club, Inc., met at luncheo 
January 18. The speaker was E. E. East, chief engineer of the 
Automobile Club of southern California. His subject was “The 
Development of Motor Vehicle Transportation.” 





At the meeting of the Pacific Traffic Association, January 
19, the regulation of motor vehicle common carriers in inter. 
state commerce was discussed. Gwynn Baker presented the 
views of the committee on highways and rates. 





The Traffic Club of Baltimore will hold its thirteenth annua) 
dinner at the Rennert Hotel Fepruary 9. 





At the December meeting of the Akron Traffic Club the 
following officers were elected: C. J. Laney, president; H, w 
Young, vice-president; J. M. South, treasurer; H. L. Sovacool, 
secretary. Directors: C. Yerrick, H. J. Carroll, W. E. Warden, 
J. M. Hood. F 





The Portland Industrial Traffic Club, of Portland, Ore., hejg 
its annual meeting and banquet at the Multnomah Hotel, Jan. 
uary 6. In addition to the election of a president and secretary 
noted January 16, the club elected F. P. Kensinger, vice-pregj. 
dent; W. A. Baker, treasurer, and W. E. Rose, T. I. Deck and 
F. W. Richwold, directors. John Dougall gave a talk on “Traf. 
fic in the Pacific Northwest,” and the evening was further enliy. 
ened with songs by L. J. Brady and Joe Battaglia. The feature 
of the evening, however, was the dancing duo in which Clyde 
T. Spooner was the star. 





The annual meeting of the Saginaw (Mich.) Traffic Club 
was held Thursday evening, January 14. A report of the year’s 
activities showed that the monthly dinner meetings had all been 
attended by a large percentage of the membership. It was de. 
cided to change the date of the annual banquet from February 
4 to March 4, this year, to avoid conflicting with similar parties 
elsewhere in the state. This event will be held in the Hotel 
Bancroft, Saginaw, and the Rev. Joseph Green, of Ionia, will be 
the principal speaker. He will talk on “The America of Tomor- 
row.” Officers elected are: President, W. A. Bow, traffic man- 
ager, the Wickes Boiler Company; vice-president, L. F. Swart- 
out, secretary, the Saginaw Transit Company; secretary-treas- 
urer, Donald Macdonald, traffic manager, the Board of Com- 
merce; board of directors, C. J. Powers, traffic manager, the 
United States Graphite Company; W. P. Kennedy, traffic man- 
ager, the Ruggles Motor Truck Company; E. J. Bierlein, traffic 
manager, the Wickes Brothers Company; E. F. Smith, general 
agent, the Michigan Central Railroad Company. 





The Women’s Traffic Club of Los Angeles met January 6. 
Roger Marchetti, admiralty lawyer, talked on “Keeping the 
Office Records” and “Accounting,” especially as applied to steam- 
ship business. O. T. Helpling, traffic manager, Riverside Port- 
land Cement Company, explained “The Origin and Development 
of California Freight Rates.” E. A. Bryan, traveling freight 
agent of the Santa Fe, Los Angeles, spoke on “Neighborliness” 
and “Tolerance.” Miss Beatrice Wilson, saxophonist, rendered 
some musical selections, accompanied by Miss Esther M. Brady 
of Williams, Diamond and Company. New members welcomed 
into the club were Mrs. Dorris Gorman, assistant manager, G. §. 
Allison Company; Ruth Van Eaton, traffic manager, Harris and 
Frank; Mrs. Vera O. Hess, traffic and office manager, Spohn 
Cook Company. Regular meetings are held every other Wednes- 
day evening, at which educational subjects are discussed. 





The Motor-City Traffic Club, transportation organization for 
Detroit and vicinity, was organized, and held its first meeting 
following a dinner at the Statler Hotel, January 18. The fol- 
lowing officers were elected: C. G. Sedan, chief clerk to general 
agent, Erie Railroad, president; E. F. Stewart, traffic depart- 
ment, Chevrolet Motor Company, first vice-president; E. A. 
Konefe, chief clerk to assistant general freight agent, Wabash 
Railway, second vice-president; F. A. Salter, traffic department, 
Chevrolet Motor Company, secretary; P. L. Heidelberger, chief 
clerk to commercial agent, Delaware, Lackawanna & Wester, 
treasurer. Meetings will be held on the third Monday of each 
month. At the next meeting, February 15, it is planned to have 
an interesting program. 





Dr. Roy Rutherford will give a humorous talk at the noon- 
day luncheon meeting of the Traffic Club of Kansas City, to be 
held in the Venetian Room at the Hotel Baltimore, January 26. 





The January meeting of the Traffic Club of New York will 
be held in the club rooms at the Waldorf-Astoria on the evening 
of January 26. Dinner will be served at 6 o’clock. The speaker 
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A. H. Webb, division superintendent of the Missouri Pacific, 
will speak at the noonday luncheon of the Traffic Club of 
Wichita, to be held January 28. 





January 25 will be “Chevrolet Motor Company day” at the 
Traffic Club of St. Louis. The personnel of the St. Louis plant 
of that company, headed by Bert Fanning, traffic manager, will 
be tendered a reception. 


TRAFFIC CLUB DUES 


Editor The Traffic World: ' 

: We have, in the Milwaukee Traffic Club, what I consider to 
be a most unusual situation. Our present membership numbers 
94g—resident membership dues being $10 per year and non- 
resident $5 per year—and while our dues are payable in ad- 
yance we have not a single delinquent member. Some may not 
consider this unusual but may simply take it for granted that 
dues should be paid; however, I think the concensus of opinion 
of Traffic Club secretaries or treasurers would be that dues, 
even though nominal as in our case, are difficult to collect and 
| doubt whether there is any club with even half the member- 
ship of ours that does not have some delinquent members. This 
is, so far as I know, perhaps the first time that there have 
been no delinquents in our club and this ideal condition is the 
result of strenuous efforts in properly presenting this matter 
of dues. I am very glad to say that it did not result in the 
loss of a single member. 

This letter is written with the thought in view of assisting 
secretaries of other clubs as there is a certain amount of pride 
in members of the various clubs. This letter, I hope, will assist 
materially, particularly at this season of the year when annual 
dues, generally speaking, are payable. 

Ervin Manske, Secretary-Treasurer, 
Milwaukee Traffic Club. 
Milwaukee, Wis., Jan. 20, 1926. 





CANDY TRAFFIC MEN MEET 


The annual meeting of the Eastern Confectioners’ Traffic 
Bureau was held at the Hotel Pennsylvania, New York City, 
January 14. The bureau, formerly known as the Eastern Manu- 
facturers of Confectionery and Chocolate, Traffic Bureau, repre- 
sents shippers of candy and confectionery products in the east- 
ern section of the United States in matters pertaining to traffic 
and transportation. P.S. Morris, of the J. N. Collins Company, 
Philadelphia and Minneapolis, was elected a director of the 
bureau, vice Frank B. Putt, resigned. 


MEETING OF TRAFFIC ASSOCIATION 

The Oil and Gas Well Supply Traffic Association met Jan- 
uary 12 and 13 at Memphis, Tenn., and elected officers as follows: 

J. F. Ryan, president; Traffic Manager, National Supply Co., 
Toledo, O. E. W. Wilson, first vice-president; Traffic Manager, 
Frick-Reid Supply Co., Tulsa, Okla. P. G. Snyder, second vice- 
president, Traffic Manager, Oil Well Supply Co., Pittsburgh, Pa. 
J. H. Kriebel, treasurer; Traffic Manager, Frick-Lindsay Co., 
Pittsburgh, Pa. T. L. Moriarity, secretary; Traffic Manager, 
Continental Supply Co., St. Louis, Mo. 

The following companies were admitted to membership: 
Parkersburg Rig & Reel Co., Parkersburg, W. Va.; V. E. 
Millsark, traffic manager. Larkin Packer Co., St. Louis, Mo.; 
J. J. Larkin, president. C. N. Hough Mfg. Co; Franklin, Pa.; 
0. J. Thompson, manager. O. C. S. Mfg. Co., Coffeyville, Kansas; 
D. C. Meyers, secretary. Bessemer Gas Engine Co., Grove City, 
Pa. C. F. Fithian, sales manager. Alton Foundry & Machine 
Co, Lancaster, Ohio; Geo. Alton, president. Hughes Tool Co., 
Houston, Texas; S. M. Brown, sales manager. Republic Supply 
Co. Houston, Texas; R. B. Cushman, traffic manager. Titusville 
Forge Co., Titusville, Pa. 


- The next regular meeting will be held at Pittsburgh, April 
and 13. 


WOODLOCK INVESTIGATION 


The Senate interstate commerce committee postponed fur- 
ther examination of Commissioner Woodlock until Senator Cum- 
mins could be present. The senator had remained at his home 
on account of a cold. Mr. Woodlock was to have appeared be- 
fore the committee on the afternoon of January 15, but the hear- 
ig was canceled for the reason given. It was announced later 


that the examination would be resumed on the afternoon of 
January 23. 


MIDWEST BOARD MEETING 


Continuation of the present level of activity in many lines 
aid marked increases in other important lines of agrculture 
and industry were forecast for the Mid-West in the next three 
Months at the winter meeting of the Mid-West Shippers’ Re- 
gional Advisory Board at Peoria, Ill., Jan. 20. 
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Probable production in the next three months for the Mid- 
West territory, together with detailed information regarding the 
economic situation, was reported for every important line of 
agriculture, mining and manufacturing by forty-three commodity 
committees. 

Heavy demand was predicted for acids and chemicals, the 
acid demand being estimated as greater than at any time since 
the war. The agricultural implement industry, it was stated, 
was also showing improvement and is looking forward to a 
good year in 1926, though the volume of sales would depend on 
crops. 

Brick and clay products, it was predicted, will show an 
increase in business in the first three months of this year as 
compared with 1925, as will likewise the beverage industry, the 
increase in the latter line amounting to about ten per cent over 
the corresponding period last year. As to coal and coke it was 
reported that the production of mines in Illinois, Indiana and 
Iowa was averaging two and one-half million tons a week, with 
no indication of any material increase in the next three months. 

The confectionery commitiee reported indications of an 
indefinite continuation of the active trade that marked the latter 
half of 1925, while increased activity was anticipated in the corn 
products industry. For other grain products it was estimated 
that the movement for the next three months would be fully up 
to that of the first three months of 1925 with indications of 
an increase of as much as 25 per cent in some sections. 


Grain movement from country stations in the next three 
months, it was said, would amount to 95,000 cars. This total 
represents an increase of fifteen per cent over the last quarter 
and of thirty per cent over the same period last year. 

Signs in the hide and leather industry pointed to increased 
business in the next three months over the past, while there 
was predicted a slight increase in iron and steel production and 
shipment during the present quarter as compared with a 
year ago. 

The approximate number of box cars required in January, 
February and March for outbound shipments of paper and pulp 
and products thereof was estimated at 17,570, which represents 
an increase of about 4% per cent-over the last three months. 
The approximate number of cars that will be received in this 
same period containing inbound shipments of pulp, straw and 
various other commodities used in the manufacture of paper 
and boards was placed at 35,120, an increase of about forty per 
cent over the requirements for the last three months. 

It was estimated that, with normal weather conditions, the 


yPetroleum industry as a whole in the Mid-West would show an 


increased movement of approximately fifteen per cent as com- 
pared with the same period a year ago. There has been a 
general increase in the movement of public utility commodities— 
coal, coke, oil, electric merchandise—of approximately ten per 
cent in the last three months over the preceding quarter, and 
it appeared that the movement for the first quarter of 1926 
would show an additional ten per cent increase. 

Car requirements for the first three months of this year for 
sand, gravel and stone will be approximately the same as for the 
corresponding period of 1925. The outlook for 1926 as a whole 
bears indications of exceeding in volume the 1925 movement. 


There will be an increased production of dairy products in 
the winter months as compared with a year ago. The reports 
received indicate that increased shipments of from ten to twelve 
per cent may be expected on butter from Iowa. Production re- 
ports from the rest of the Mid-West territory indicate a butter 


and cheese production of from two to five per cent above that 
of a year ago. 


The movement of fresh fruit and vegetables in February, 
March, and April will require 11,080 box and refrigerator cars, 
of which 8,650 will be needed for potatoes, 1,360 for onions, and 
550 for cabbage. Indications point to a larger movement of 
cattle to market in the next three months than was moved in 
the corresponding period of 1925. In this connection, the live 
stock committee suggested the desirability of creating, through 
the Mid-West Shippers’ Regional Advisory Board, machinery 
whereby stock shippers in the Mid-West might be fully informed 
in advance as to the movement of live stock to the various 
markets, in order that gluts might be avoided. A similar plan 
has already been instituted covering Denver in the Central 
Western Shippers’ Regional Advisory Board territory, and it is 
reported that this plan added not less than $500,000 to the gross 
receipts of live stock shippers in the fall of 1925 by entirely 
eliminating market gluts. 

The furniture industry anticipates increased business in the 
next three months as compared with the first quarter of 1925. 
Some manufacturers are of the opinion that business in 1926 
will be at least twenty per cent better than it was in 1925. This 
is attributed to the fact that general business conditions are good, 
more workers are employed, and the prospects for good crops are 
promising. 

The meeting was attended by several hundred represent- 
atives of the shippers and the railways in the Mid-West territory. 
In addition to the forecast of business for the next three months, 
reports on local transportation conditions were made by officials 
of the various railways serving the territory and by W. D. Beck, 
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of Chicago, district manager of the Car Service Division of the 
American Railway Association. Transportation conditions in 
general throughout the country were reported by L. M. Betts, 
of Washington, manager of the car service division. The car- 
riers reported, generally, that their motive power and freight 
car equipment were in good condition, that they were protected 
by an ample surplus of both locomotives and cars, and that they 
were in position to handle satisfactorily the increased business 
anticipated. 

“The railway situation in the country generally, in spite 
of the inadequate return being earned by the western lines, is 
now the best since the war, but the leaders of the railway labor 
unions are starting a new wage movement which will soon make 
it necessary for the public to consider anew the relative rights 
of railway employees regarding wages, of railway patrons re- 
garding rates, and of railway security owners regarding the 
returns upon their investments,” said Samuel O. Dunn, editor of 
The Railway Age, in an address at the dinner given in the 
evening by the Transportation Club of Peoria to those attending 
the meetings of the board. He continued, as follows: 


The new wage movement is being started by unions of employees 
engaged in operating engines and trains, but past experience has 
shown that such movements, once started, may be expected to extend 
to all classes of employees. It is understood that demands will be 
made for the restoration of the wage scales fixed by the Railroad 
Labor Board in 1920. These were the highest wage scales in history, 
and their restoration to all employees would increase the annual 
operating expenses of the railways of the country almost $500,000,000 
annually. 

It is plain that such advances in wages could not be made without 
resulting either in a general advance of railway rates or a reduction 
of the net return being earned by the railways in every territory 
which would bankrupt most of them. About one-third of the advance 
in wages would have to be borne by the western lines which are seek- 
ing an advance in freight rates because the net return being earned 
by them now is far below a “fair return.”’ 

This new wage movement, therefore, raises very directly the ques- 
tion of whether railway employees at present are more entitled to 
advances in wages than railway patrons are to protection from large 
advances in rates or than ra‘:way security-owners are to protection 
from drastic reductions in the net returns being earned on _ their 
investment. 

The average wholesale price of all commodities is now 59 per cent 
higher than in 1913, the year before the war began. The average 
freight rate per ton per mile in the country as a whole is only 52 
per cent higher, and in western territory is only about 35 per cent 
higher. In 1913 the net return earned by the railways on their 
property investment was 4.94 per cent and in the last five years before 
government operation was adopted in 1918 it averaged 4.78 per cent. 
During the five years since all government guarantees to the rail- 
ways were withdrawn after their return to private operation the 
return earned by them on property investment has averaged only 
4 per cent and in 1925 was only 4.8 per cent, or less than in 1913. The 
cost of living during the last five years has averaged, and is now, 
about 73 per cent more than in 1913, while the average annual wage 
per railway employee has been during these five years, and is now 
115 per cent higher than in 1913, and, because of reductions in their 
hours of work, the increase in their average hourly wage has been 
much greater. The average annual wage of all employees engaged 
directly in engine and train service has increased from $1,170 in 
1913 to $2,348 in 1925, or 100 per cent. During the last five years when 
the railways were earning a return much less than before the war 
their employees were paid wages the increases which were, and still 
are, greatly in excess of the increase in the cost of living. 

hen, in 1921 and 1922, the railways were threatened with general 
bankruptcy the labor leaders opposed reductions of wages, and even 
called great strikes to prevent them, claiming that the financial situa- 
tion of the carriers should not be a factor in determining wages. Now 
that the railways are doing better labor leaders are contending that 
employees are entitled to participate in their increased prosperity. 
The facts given seem to show, in spite of reductions in wages since 
1920, railway employees have since then prospered relatively much 
more, and are prospering relatively much more now, than the railway 
companies, 

The employees are entitled, however, to present their claims and 
to have them fully and fairly considered. Railway executives and 
labor leaders have united in drafting proposed legislation which has 
just been introduced in Congress under which changes in wages may 
be settled either by agreement between railways and their employees 
or by arbitration. 

Local changes in wage scales here and there may well be settled 
by agreement; but changes in the wages of large groups of employees 
throughout the country, or of all employees, are a wholly different 
matter, and should be determined only by arbitration in which all the 
facts and arguments will be publicly presented. That is the way the 
rates the railways may charge are determined, and since aimost 
one-half of total railway earnings are paid out in wages it is the only 
way-in which important changes should be determined. It is the 
only way in which the relative rights and interests of railway em- 
ployees, railway patrons and railway investors can be intelligently 
considered and safeguarded. 

If proposed federal legislation abolishing the Railroad Labor Board 
and substituting for the present method of dealing with labor contro- 
versies a new method agreed upon by railway labor leaders and rail- 
way executives is passed, those who are sponsoring it should, in the 
interest of peace on the railways and of justice to all concerned, agree 
to settle every important wage controversy by arbitration. Railway 
managers should not assume, or be expected to assume, the respon- 
sibility of voluntarily granting advances of wages so large that either, 
first, the rates charged the public will have to be advanced, or, 
secondly, the net return earned by the railways will be so reduced 


that they will be unable to raise sufficient capital to furnish the public 
good and adequate transportation service. 





COAL PRODUCTION AND SHIPMENT 


Production of bituminous coal the week ended January 2 is 
estimated at 10,796,000 net tons by the Bureau of Mines of the 
Department of Commerce. Anthracite production for the same 
week is estimated at about 28,000 tons. 

Tidewater bituminous coal shipments from Hampton Roads 
in the period December 28-January 2 totaled 350,207 net tons, 
of which 238,404 tons were for New England delivery. 
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me of 
$878,812,191 in the eleven months ended with November, 199; chicas 
as compared with $770,439,300 in the same period of 199) 
according to the Commission’s monthly statement on operating 
revenues and expenses of large steam roads with annual opera}. Great 
ing revenues above $25,000,000. The detailed figures as to opey. 
ating revenues, operating expenses, net railway operating income Minne 
and operating ratio follows: 
NOVEMBER, 1925 AND 1924 North 
wie Oper. 
a 
Operating Operating operating ae 4 Orego 
revenues expenses income % 
‘otal—Roads reported— 
aati a “ 925 $451,335,352 $326,275,454 $91,161,753 72.9 central V 
1924 429,336,049 317,605,424 80,132 838 74.0 Atchi 
Non, mesent Repos: 
t aine— 
wigan 1925 6,563,539 4,876,127 1,130,166 74.3 Chica 
1924 6,335,945 5,138,409 703,259 811 
York, New Haven & Hartford— 
oe . 1925 11,255,490 7,967,862 2,228,931 798 Chice 
1924 10,474,105 7,595,293 2,075,089 72.5 
eat Laine a Chie: 
Ww: udason— 
lai 192 2,310,989 2,390,034 *212,516 103.4 
1924 ie nage 5,985,157 605,514 81.7 Den\ 
1 re, Lackawanna estern System— 
a 1925 5,927,827 4,712,233 718,256 79.5 
1924 el ea 5,158,972 1,544,600 70.5 Oreg 
includi Chicago & Erie)— 
tee 1995 9,372,184 7,544,226 1,030,123 80,5 
1924 9,544,750 7,429,099 1,549,772 77.8 Sout 
igh Valley— 
ies tl 1925 5,143,249 4,572,816 374,120 88.9 
1924 6,190,695 5,273,574 634,520 85.2 Unit 
ichi Central— 
eiieaaaiinns 1925 7,679,702 5,228,621 1,927,199 68.1 
— a — Py Vrs 1,155,800 75.9 Southw: 
York Central (including Boston any)— 
we : 1925 33,004,755 25,624,954 5,525,981 77.6 Gal 
my Saad 22,984,870 4,922,564 78.1 
York, Chicago ic. uis— | 
— ° 1925 4,528,092 3,437,935 763,149 75.9 Gul 
1924 4,544,825 3,242,410 1,101,305 71.3 
M tte— 
en 1925 3,994,675 2,700,509 936,047 67.6 Mis 
1924 3,499,484 2,558,159 588,589 73.1 
h Lake Erie— 
a a 1925 2,633,567 2,112,721 782,166 80.2 Mi 
. 1924 2,496,405 2,069,363 703,108 82.9 
— 25 6,075,222 4,068,428 1,401,310 67.0 Mi 
1924 5,520,637 4,067,761 922,306 13.7 
Comet En omtogy ee: 
ee — 1925 20,564,069 15,152,996 3,982,228 73.7 
1924 18,732,803 14,678,121 2,893,364 78.4 : 
New Jersey— 
a 1995 4,028,135 3,145,171 388,694 78.1 aun 
1924 4,449,706 2,731,017 1,256,572 61.4 ry 
hi & Eastern Illinois— nd 7 
ee 1925 2,358,896 1,897,177 300,431 80.4 oa | 
+ ns ey janes 53,640 88.5 classi: 
leveland, Cincinnati, Chicago & St. Louis— &. line, | 
oe 1925 7,926,795 5,883,567 1,660,853 74.2 wale 
1924 7,168,151 5,549,749 1,062,856 77.4 § vol 
, Joli Eastern— - (orw: 
nen en oe 1925 2,029,064 1,351,202 357,363 66.6 TRAI 
1924 1,713,715 1,172,618 331,169 68.4 pss 
Lo land— T 
mines 1925 2,747,848 2,161,145 456,979 78.6 conn 
1924 2,603,835 2,095,075 300,113 80.5 sults, 
P Ivania— Addr 
re 1925 57,233,580 45,304,516 8,496,800 79.2 aa 
1924 52,070,884 44,048,762 4,139,078 84.6 : 
ding— | 
aia 1925 7,272,919 5,281,034 1,840,320 72.6 Com 
1924 7,667,548 5,623,787 1,805,070 173.3 = 
ia ey nt 1 
eake o— . 
ee 1925 11,067,856 7,958,473 2,681,853 71.9 pd 
1924 9,327,533 7,524,688 1,572,948 80.7 pina 
Norfolk & Western— = 
— 192 9,495,793 5,714,621 3,062,703 by 
1924 8,784,698 5,515,982 2,954,427 62. 
cone Ee u 
c oas ne— 
ai 1925 8,360,242 5,895,898 1,415,786 4 
1924 6,788,950 4,972,092 1,224,906 73. 
Central of Georgia— = 
ais ss 1925 2,595,848 1,951,223 458,129 4 
1924 2,381,646 1,786,601 447,445 75. 
lllinois Central— 
ee 1925 13,590,989 10,299,056 2,589,576 a 
. oat 12,380,187 9,827,643 1,541,009 ; 
Louisville & Nashville— ae 
_ 1925 12,356,130 9,075,463 2,554,965 Le 
1924 11,531,492 8,998,124 1,835,204 ; 
Seaboard Air Line— 
1925 5,764,993 4,386,396 845,446 7 
1924 4,756,303 3,684,482 747,720 . 
Southern— q 
1925 12,699,103 8,623,614 8,079,540 67. 
Missi a 12,076,287 8,185,768 3,046,735 67.8 
Yazoo & ssissi ey— 
PP 928 2,256,959 1,550,674 429,450 = 
1924 2,225,101 1,407,877 683,812 ; 
NorGinisago & North Wester 
Oo es n— 
_— 1925 12,241,693 9,883,100 1,400,669 of 
ve" a 9,468,161 1,056,491 . 
hicago, Milwaukee & . Paul— 
aiaiaed 925 13,602,977 10,754,406 1,592,890 ne 
1924 13,673,524 10,091,816 2,465,405 ‘» 
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Net Oper- 
railway ating 
Operating Operating operating ratio 
revenues expenses income % 

Chicago, St. Paul, Minneapolis & Omaha— 
1925 2,160,539 1,748,828 227,415 80.9 
. 1924 2,240,352 1,662,935 372,110 74.2 

Northern— 

Great 1925 11,328,611 6,195,807 4,102,893 54.7 
12,069,495 6,199,630 4,581,884 51.4 


1924 
olis, St. Paul & Sault Ste. Marie— 
MiapeeD 1925 4,669,085 3,007,246 
1924 51226127 3016/3566 


hern Pacific— 
perter: 1925 9,434,184 «5,545,508 


1,220,023 64.4 
1,671,635 57.7 


3,283,521 58.8 


1924 9,547,005 5,610,359 3,159,797 58.8 
Oregon- Washington R. R. & Navigation Co.— 
1925 2,432,579 1,918,544 233,241 78.9 
1924 2,340,625 1,809,800 268,438 177.3 
. 1 Western Region: 
Centr chison, Topeka & Santa Fe— 
1925 18,798,931 10,492,147 6,680,823 55.8 
1924 17,435,455 10,774,262 4,946,599 61.8 
Chicago & Alton— as 
1925 2,751,432 2,045,667 447,455 74.3 
lingt 7". ‘ 2,568,462 2,156,937 178,102 84.0 
ago, Burlington uincy— 
— 1925 13,738,617 9,959,024 2,469,523 72.5 
1924 13,445,250 10,068,055 2,139,779 74.9 
Chicago, Rock Island & Pacific— 
1925 10,469,334 7,941,979 1,635,246 75.9 
1924 10,476,533 7,844,821 1,770,051 74.9 
Denver & Rio Grande Western— 
1925 3,283,189 2,314,015 674,165 70.5 
1924 3,040,370 2,321,193 547,551 76.3 
Oregon Short Line— 
1925 3,621,001 2,226,466 1,051,063 61.5 


1924 2,931,912 


1,910,153 889,705 65.2 
Southern Pacific = System)— 


18,008,576 11,761,504 4,301,794 65.3 
1924 16,240,999 11,817,394 2,886,074 172.8 
Union Pacific— 
1925 10,751,849 6,481,946 3,274,685 60.3 
1924 9,512,957 5,910,118 2,744,504 62.1 


Southwestern Region: 
Galveston, ne & San Antonio— 


925 2,485,519 1,726,632 524,752 69.5 


1924 2,949,888 2,109,663 626,635 71.5 
Gulf, Colorado & Santa Fe— 

1925 2,820,418 1,683,400 981,735 59.7 

1924 3,621,473 1,965,356 1,452,805 54.3 
Missouri-Kansas-Texas— 

1925 3,166,492 2,246,391 762,322 70.9 

1924 3,214,305 2,121,123 871,236 66.0 
Missouri-Kansas-Texas of Texas— 

925 2,083,097 1,268,518 590,221 60.9 

1924 2,477,360 1,664,906 523,256 67.2 
Missouri Pacific— 

1925 11,248,502 8,398,411 1,909,822 74.7 

1924 11,239,977 8,483,152 1,784,254 75.5 








POSITIONS WANTED OR OPEN 


GOOD TRAFFIC MEN ARE MORE THAN EVER IN DEMAND 
and THE TRAFFIC WORLD is the logical medium for getting the 
men and the positions in touch with each other. The rates for 
classified advertisements are as follows: First insertion, $1.00 per 
line, minimum charge $3.00; succeeding insertions, per line, 50c; 10 
words to the line; numbers and abbreviations counted as words; 
§ point type; payable in advance. Answers to keyed advertisements 
forwarded free and all correspondence held in strict confidence. The 
TRAFFIC WORLD. 418 South Market Street, Chicago. Tl. 








TRAFFIC MANAGER—Commerce attorney now employed desires 
connection where industrious and intelligent effort will produce re- 
sults. Thirty years in railroad and association work; best references. 
Address T. A. F. 885, care Traffic World, Chicago, Ill. 





EXPERIENCED Traffic Sales Representatives, Interstate Traffic 
Company. See our ad on page 205. 








FOR SALE—Several cars newly manufactured oak railroad ties; 
also several cars switch timbers and three-inch plank; ready for 
immediate shipment. L. E. Pearson, Box 705, South Bend, Ind. 








TERMINAL WAREHOUSES OF ST. JOSEPH, Inc. 
ST. JOSEPH, MISSOURI 


















GEOGRAPHICALLY p 
LOCATED TO RENDER 
DISTRIBUTORS ee. 
DISTINCTIVE WAREHOUSE ~““ 
AND FORWARDING 
SERVICE 





SOUTH BEND, IND. 


WARNER WAREHOUSE CO. 


Merchandise Storage and Distribution 
New York Central Siding—Free Switching—Pool Car 
Distribution—Negotiable Warehouse Receipts Issued. 
Members: American Warehousemen’s Ass’n 
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JACKSONVILLE, FLA. 


WIESENFELD WAREHOUSE COMPANY 


General merchandise storage and distribution. 
Prompt and intelligent service. 
References: Any jobber, banker or transportation man in the city. 
DEEP WATER AND RAIL CONNECTIONS 


OF ee LOT ANET® 


10S. STOCKTON TRANSFER CO. 


1020 South Canal St., near Taylor St. 


Teaming of Every Description—City Delivery Service 
and Carload Distributors 


LOCATE INCHICAGO 


OPPORTUNITIES IN SWITCH TRACK PROPERTY 
12,000 oO sireR Sen $V5,OOO 
20,000 2 OSB Rik: Switch VBC per Sa. Ft. 
30,000 “Suiane Ek Re Sercrh $30,000 
90,000 sr OP SEek RR Switch VOC per So. Ft. 
145,000 8 or ritcteioce to Loop OC per Sq. Ft. 


LOUIS B. BEARDSLEE & CO. 


160 N. La Salle St., CHICAGO State 8323 
Specialists in Switch Track Properties 








Bridgeport 
Brass Adopts 
Signode Steel 
Strapping 


Proves twice as strong 
with 20 per cent 
Average Saving 


One of Their Many Tests. Dropped four feet to a concrete floor with 
a 4x4 laid crosswise to concentrate the punishment. 


The Boxes: ist —— —_ SIGNODE WAS ADOPTED 
ber; 1” nailed-on bands. 2n Resulting savings in shipping 
Box — 11/16” Lumber; 5/8”x.020 costs: 1. 20% saving in cost of 
Signode Bands. Both 12 feet long. lumber. 2. 30% saving in weight 
Load, 500 Ibs., one-inch rod. of boxes (freight costs). 8. 15% 
saving in labor (assembling and 
The Result: No. 1— Thicker 


handling). 
Lumber, spilled on seventh drop. The details of your problem may 
No. 2—Lighter lumber Signode 


be different, but probably you too 
Steel Strapped, spilled on eight- can obtain safer shipments at 
eenth drop. 


a saving. 
Write for the complete Bridgeport story. Also sample Signode Seal 


Consolidated Steel Strapping Co., 3 N “ite sce’’ 


Canadian Steel Strapping Co., Toronto, Ont. “Offices in Principal Cities 


SIGNODE 


The Sealed Steel Strapping 


















We also ufacture Loop-the-Loop Round Wire Reinforcement, Apex Box Strapping, 
“Corrugated Fasteners, Pail Claspe, Clutchnails, Ete. Send for complete catalog. 
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Net Oper- 
railway ating 
Operating Operating operating ratio 
revenues expenses income 
Central Eastern Region: 
Baltimore & Ohio— 
St. Louis-San Francisco— 
1925 8,044,922 5,439,975 1,936,437 67.6 
1924 7,806,688 5,395,097 1,903,176 69.1 
Texas & Pacific— 
1925 3,355,295 2,367,253 655,010 70.6 
1924 3,257,785 2,054,935 890,907 63.1 
Eleven months, 1925 and 1924: 
Total—Roads reported— 
1925 4,785,860,311 3,553,588,739 878,812,191 74.3 
1924 4,641,646,554 3,536,335,506 770,439,300 76.2 
New England Region: 
Boston & Maine— 
1925 72,891,093 56,697,237 10,844,573 177.8 
1924 71,695,655 58,531,534 7,846,533 81.6 
New York, New Haven & Hartford— 
1925 121,019,678 89,366,897 21,327,108 73.8 
1924 116,371,955 89,304,931 17,871,481 76.7 
Great Lakes Region: 
Delaware & Hudson— 
1925 39,363,802 31,592,524 6,699,226 80.3 
1924 41,140,848 33,380,581 7,046,363 81.1 
Delaware, Lackawanna & Western System— 
925 77,570,517 57,465,245 14,077,597 74.1 
1924 79,414,174 58,989,278 14,789,446 74.3 
Erie (including Chicago & Erie)— 
1925 109,656,996 86,073,305 16,264,018 78.5 
1924 109,980,376 88,449,318 15,677,071 80.4 
Lehigh Valley— 
1925 69,424,726 53,111,591 11,912,792 76.5 
1924 70,087,240 56,010,906 10,511,653 79.9 
Michigan Central— 
1925 84,114,993 56,608,722 21,952,765 67.3 
1924 80,473,411 56,895,851 17,599,041 70.7 
New York Central (including Boston & Albany)— 
1925 352,864,172 263,472,299 63,713,839 ~ 74.7 
1924 338,246,700 255,554,202 59,432,338 75.6 
New York, Chicago & St. Louis— 
1925 50,017,924 36,067,704 9,813,826 72.1 
1924 49,561,409 37,212,377 8,627,291 75.1 
Pere Marquette— 
1925 38,941,399 28,074,096 7,959,539 72.1 
1924 38,450,565 28,387,778 6,698,001 73.8 
Pittsburgh & Lake Erie— 
1925 29,222,714 23,496,567 7,845,108 80.4 
1924 28,707,263 23,369,177 7,422,647 81.4 
Wabash— 
1925 63,619,586 47,118,292 10,733,282 74.1 
1924 60,106,124 46,090,202 8,450,711 76.7 
1925 217,050,683 163,872,220 39,058,674 75.5 
1924 206,103,636 158,430,350 35,154,855 76.9 
Central of New Jersey— 
1925 51,366,007 37,827,753 8,089,293 73.6 
1924 51,159,980 36,667,612 9,369,519 71.7 
Chicago & Eastern Illinois— 
1925 23,936,164 19,992,038 1,772,411 83.5 
1924 23,641,517 20,482,685 1,212,948 86.6 
Cleveland, Cincinnati, Chicago & St. Louis— 
1925 83,919,095 61,307,809 16,708,308 73.1 
1924 80,233,257 61,402,995 12,803,474 76.5 
Elgin, Joliet & Eastern— 
1925 22,959,815 15,798,369 3,900,548 68.8 
1924 19,558,052 13,890,544 3,089,275 71.0 
Long Island— 
1925 34,211,088 24,592,396 6,440,330 71.9 
1924 32,457,323 24,259,125 4,477,754 74.7 
Pennsylvania— 
1925 614,302,789 ~°480,166,308 91,905,672 78.2 
1924 592,523,939 473,346,260 73,164,983 79.9 
Reading— 
1925 84,312,629 62,861,611 18,964,245 174.6 
1924 84,048,142 63,945,322 17,704,825 76.1 
Pocahontas Region: 
Chesapeake & Ohio— 
1925 112,436,176 81,759,014 27,646,817 72.7 
1924 99,951,333 76,794,634 20,390,915 76.8 
Norfolk & Western— 
1925 95,885,772 62,159,549 28,532,043 64.8 
1924 86,058,945 63,212,694 17,836,917 73.5 
Southern Region: 
Atlantic Coast Line— 
1925 84,730,574 58,591,543 18,410,850 69.2 
1924 73,769,503 54,987,253 13,304,781 74.5 
Central of Georgia— 
1925 27,525,336 20,818,133 4,884,091 75.6 
1924 24,809,034 19,275,916 4,174,455 17.7 
Illinois Central— 
1925 139,831,776 107,446,710 22,837,478 76.8 
1924 138,655,418 108,071,054 21,694,749 77.9 
Louisville & Nashville— 
1925 129,666,403 98,923,748 24,711,529 76.3 
1924 123,310,622 98,121,836 19,722,707 79.6 
Seaboard Air Line— 
1925 56,758,439 42,579,527 9,656,065 75.0 
1924 48,080,499 37,457,239 8,032,571 177.9 
Southern— 
1925 135,725,613 95,085,461 31,281,864 70.0 
1924 129,855,890 94,359,019 27,037,970 72.7 
Yazoo & Mississippi Valley— 
1925 22,225,815 15,856,076 4,367,328 71.3 
1924 20,014,639 14,705,428 3,853,998 73.5 
Northwestern Region: 
Chicago & North Western— 
1925 136,313,927 106,078,679 19,754,607 77.8 
1924 138,056,417 111,608,084 15,528,645 80.8 
Chicago, Milwaukee & St. Paul— 
1925 148,235,432 120,113,118 14,592,368 81.0 
1924 145,404,840 115,884,174 16,710,908 79.7 
Chicago, St. Paul, Minneapolis & Omaha— 
1925 24,649,171 19,679,039 2,902,750 79.8 
1924 25,664,233 20,399,714 3,111,595 79.5 
Great Northern— 
1925 105,987,541 69,921,001 26,078,012 66.0 
1924 101,474,883 69,121,024 22,493,854 68.1 






Minneapolis, St. Paul & Sault Ste. Marie— 
1925 45,834,739 33,247,765 8,370,803 1. 
1924 44,038,298 33,632,691 6,530,442 a" 


Th 

1925 89,702,543 64,644,409 19,967,816 7, 

1924 87,046,414 64,866,536 17,485,363 : 

Oregon-Washington R. R. & Navigation Co.— ~ 

1925 25,580,997 20,720,675 = 1,836,201 gy, 

1924 26,546,066 20,887,313 2,694,256 ms 

Central Western Region: 

Atchison, Topeka & Santa Fe— 

1925 179,965,894 123,548,736 41,673,467 6a 

1924 177,699,698 129,766,331 34,712,601 


1925 28,365,080 21,403,432 4,150,540 1: 
1924 28,337,674 22,056,035 4,020,525 
Chicago, Burlington & Quincy— 
1925 145,423,999 106,576,855 25,793,939 1, 
1924 149,023,457 109,884,211 26,450,794 > 
Chicago, Rock Island & Pacific— 
1925 113,732,781 88,524,259 14,731,543 11, 
1924 113,785,651 88,979,218 14,215,597 15 
Denver & Rio Grande Western— * 
1925 30,708,809 22,847,246 6,121,298 14) 
1924 30,279,664 25,662,173 3,200,795 943 
Oregon Short Line— 7 
1925 32,295,721 23,148,556 5,792,145 . 
1924 32,152,508 23,485,549 512276813) 
Southern Pacific (Pacific System)— : 
1925 193,273,148 136,929,286 37,120,117 108 
1924 189,818,398 133,194,525 37,699,057 14) 


1925 101,186,478 65,598,539 26,808,834  g43 
1924 102,714,919 67,768,314 25,420,638 65) 


Northern Pacific— 


Chicago & Alton— 


Union Pacific— 


Southwestern Region: 
Galveston, Harrisburg & San Antonio— 
1925 26,904,886 21,769,738 3,32 
1924 31,125,949 23,708,838 5,5 


9,088 gos 

o 

Gulf, Colorado & Santa Fe— 
1925 


26,459,084 19,760,561 4,455,572 147 
1924 27,004,937 20,027,151 5,109,071 143 
Missouri-Kansas-Texas— 
1925 32,282,136 20,755,353 9,576,387 643 
1924 31,369,528 21,337,913 8,009,725 684 
Missouri-Kansas-Texas of Texas— 
1925 19,997,517 15,298,249 1,987,031 165 


1924 20,395,407 14,728,654 3,218,361 12) 


1925 119,562,929 93,448,687 16,459,610 18) 
1924 112,441,962 89,600,502 14,378,035 19.7 
St. Louis-San Francisco— 


1925 82,184,588 56,921,762 19,945,871 693 
1924 78,325,883 55,150,807 18,773,911 10, 


1925 31,661,137 23,870,050 5,252,973 15.4 
1924 30,472,319 22,999,648 5,007,457 155 


REVENUE TRAFFIC STATISTICS 


Revenue traffic statistics of Class I railroads, switching and 
terminal companies not included, compiled from carrier reports 
by the Bureau of Statistics of the Commission, show the follov. 
ing for October and the ten months ended with October: 


Missouri Pacific— 


Texas & Pacific— 


Revenue tons carried—215,865,000 in October and 216,292,000 in 
October, 1924; 1,893,062,000 in ten months ended with October and 1- 
781,826,000 in same period of 1924. 

Revenue tons carried one mile—40,381,763,000 in October and 33, 
265,786,000 in October, 1924; 342,089,481,000 in ten months ended with 
October and 321,102,903,000 in same period of 1924. 

Freight revenue—$449,849,324 in October and $438,018,061 in Oc- 
tober, 1924; $3,765,998,181 in ten months ended with October and $3, 
598,059,066 in same period of 1924. 

Revenue per ton-mile—11.14 mills in October and 11.16 mills in 
October, 1924; 11.01 mills in ten months ended with October and 112 
mills in same period of 1924. 

Revenue per ton per road—$2.08 in October and $2.03 in October, 
1924; $1.99 in ten months ended with October and $2.02 in same pe 
riod of 1924. 

Revenue pasSengers carried—72,152,000 in October and 73,708,000 
in October, 1924; 741,709,000 in ten months ended with October and 
782,285,000 in same period of 1924. 

Passenger revenue—86,452,995 in October and $82,832,966 in Oc- 
tober, 1924; $882,188,226 in ten months ended with October and $906, 
302,035 in same period of 1924. . 

Revenue per passenger-mile—2.973 cents in October and 2.98 
cents in October, 1924; 2.913 cents in ten months ended with October 
and 2.964 cents in same period of 1924. 


REVENUE FREIGHT LOADING 


Revenue freight loading the week ended January 9 totaled 
907,119 cars, as compared with 741,239 cars in the preceding 
week, according to the car service division of the Americal 
Railway Association. 


Loading by districts the week ended January 9 and in the 
corresponding period of 1925 was reported as follows: 

Eastern district: Grain and grain products, 10,096 and 8,795; live 
stock, 3,658 and 4,103; coal, 31,804 and 49,629; coke, 5,199 and 3,170; 
forest products, 6,381 and 6,484; ore, 2,008 and 1,757; merchandis¢. 
L. C. L., 67,183 and 64,424; miscellaneous, 77,486 and 74,169; total, 1926, 
203,815; 1925, 212,532; 1924, 210,838. : 

Allegheny district: Grain and grain products, 2,979 and 3,108; live 
stock, 2,708 and 2,919; coal, 45,142 and 52,322; coke, 8,296 and 6,507; 
forest products, 2,950 and 3,316; ore, 2,245 and 2,827: merchandise, L 
C. L., 48,605 and 46,419; miscellaneous, 68,332 and 66,135; total, 19%, 
181,257; 1925, 183,553; 1924, 177,255. ’ 

Pocahontas district: Grain and gi products, 265 and 206; live 
stock, 85 and 109; coal, 43,454 and 37,173; coke, 458 and 566; forest 
products, 1,241 and 1,267; ore, 48 and 232; merchandise, L. C. L., 6, 
and 6,617; miscellaneous, 4,231 and 3,852; total, 1926, 66,471; 19%, 
50,022; 1924, 39,943. i 

Southern district: Grain and grain products, 4,183 and 5,000; - 
stock, 2,584 and 2,604; coal, 31,441 and 30,004; coke, 1,423 and 1,030; 
forest products, 16,496 and 20,988; ore, 1,489 and 1,344; merchandise, 
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TENNESSEE 


The Logical Distribution Center for 


the Entire South, Southwest 
and Southeast 


Home of the Largest Merchandise 
Warehouses in the South 


FEDERAL COMPRESS & 
WAREHOUSE COMPANY 


Successors to 


Memphis Terminal Corporation 


Properties covering approximately 200 
acres. 


10 miles standard railroad tracks on the 
property. 


We operate our own switch locomotive 
and connect with the Chicago, Rock Island 
& Pacific R. R., Illinois Central R. R., Louis- 
ville & Nashville R. R., Missouri Pacific R. R., 
Nashville, Chattanooga & St. Louis R. R., St. 
Louis & San Francisco R. R., St. Louis-South- 
western R. R., Southern Railway, Yazoo & 
Mississippi Valley R. R., also with the Mis- 
sissippi-Warrior River Barge Service who 
switch to our plant without additional 
switching charges on carload lots. 


We Invite Storage of All Kinds of 
GENERAL MERCHANDISE 


POOL CAR DISTRIBUTION 


Warehouses of concrete construction, auto- 
matically sprinkled; lowest insurance rates. 


We maintain on the property a 


private watching and police 
force of from 10 to 25 men. 


Member A. W. A. 
Address MERCHANDISE DEPT. 
P. O. Box 1025 Memphis, Tenn. 


THE TRAFFIC 


MEMPHIS, 


Port of Houston 


Is Now a 
Delivery Point for the 
Chicago Board of Trade 


HIS arrangement has been in effect 
a _ | for some months past, practically an 
mm entire season, and has added materi- 
ally to the tonnage through the 

Port of Houston. 


Best of all however, it has concentrated 
the eyes of the shippers of the world on 
Houston and has spread the story of ECON- 
OMY IN TIME AND MONEY to be gained 
through routing 


VIA 


Ghe 
Port of Houston 


With every facility of a modern port— 
serving a vast and a prosperous territory— 
FIFTY MILES CLOSER TO THE MAR- 
KETS OF THE SOUTHWEST by water— 
and with fifty miles more of water rates ap- 
plying to outgoing shipments, THE PORT 
OF HOUSTON is the strategic gateway— 
the logical outlet for all Texas, as well as 
points in Louisiana, Oklahoma, Arkansas, 
Arizona, New Mexico, Colorado and other 
States. 


Ask for “PORT HOUSTON” 
The official organ of the Port Commission 


JUST OFF THE PRESS AND FREE 
TO INTERESTED PEOPLE. 


ba: 
Address 
The Director of the Port 


5th Floor Courthouse 
HOUSTON TEXAS 
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L. C. L., 37,108 and 39,332; miscellaneous, 43,608 and 46,921; total, 1926, 
138,332; 1925, 147,223; 1924, 133,149. 

Northwestern district: Grain and grain products, 12,201 and 
13,485; live stock, 13,431 and 12,419; coal, 10,261 and 12,762; coke, 1,703 
and 1,768; forest products, 16,553 and 19,070; ore, 592 and 679; mer- 
chandise, L. C. L., 30.073 and 27,275; miscellaneous, 30,263 and 31,193; 
total, 1926, 115,077; 1925, 118,651; 1924, 108,346. 

Central Western district: Grain and grain products, 12,794 and 
14,457 live stock, 12,158 and 14,806; coal, 24,216 and 27,506; coke, 361 
and 387; forest products, 8,068 and 9,364; ore, 3,898 and 3,242; mer- 
chandise, L. C. L., 35,573. and 34,765; miscellaneous, 48,163 and 48,193; 
total, 1936, 145,231; 1925, 152,720; 1924, 141,802. 

Southwestern district: Grain and grain products, 5,387 and 5,899; 
live stock, 2,585 and 2,949; coal, 6,976 and 8,235; coke, 261 and 186; 
forest products, 7,353 and 8,796; ore, 690 and 535; merchandise, L. C. 
L., 14,234 and 14,019; miscellaneous, 29,450 and 28,851; total, 1926, 
66,936; 1925, 69,470; 1924, 60,690. 

Total, all roads: Grain and grain products, 47,905 and 50,950; live 
stock, 37,209 and 39,909; coal, 193,294 and 217,631; coke, 17,701 and 13,- 
614; forest products, 59,042 and 69,285; ore, 10,970 and 10,616; mer- 
chandise, L. C. L., 239,465 and 232,851; miscellaneous, 301,533 and 299,- 
314; total, 1926, 907,119; 1925, 934,170; 1924, 872,023. 


Loading of revenue freight this year compared with the two 
previous years follows: 


1926 1925 1924 
Week ended January 2............. 741,239 767,098 706,292 
Week ended January 9............. 907,119 934,170 872,023 
WOMEN wuerecedascenaescenaoveneuur 1,648,358 1,701,268 1,578,315 


REVENUES AND EXPENSES 


The Commission’s official statistics on operating revenues 
and expenses of Class I roads for November and the eleven 
months ended with November, for the United States, as a whole, 
follow: 











Item United States 
1925 1924 
Average number of miles operated....... 236,718.23 236,118.57 
Revenues: 
MEME a Mein cusictewaausisads ecarasewace ws $ 402,411,194 $ 380,992,462 
Passenger *81,095,458 +78,791,136 
MMA acg Haauseninduen sa ooeee te ceeeoweees 7,974,736 8,197,690 
I args aah cies << ernule vnrwatianeies 13,209,193 11,878,476 
All other transportation........cccee- 16,832,473 15,684,428 
eee 10,584,515 9,703,005 
SOMME TAGIIUY— CP. occ ccvccsctscees te 975,812 847,764 
SOINE TAcHITI—Dr.... ..ccccecscccccscocece 256,664 _._ 205,754 
Railway operating revenues...... 532,826,717 505,889,207 
Expenses: _ 
Maintenance of way and structures... 66,402,072 65,740,125 
Maintenance of equipment 104,538,546 102,957,000 
| CS Ae ee ee 8,977,600 8,429,740 
a eee 5 186,369,389 180,605,457 
Miscellaneous operations.............. 4,533,667 3,971,231 
NINE Lh: bore @ bh: veer eres eeceidl 4.409 @ asa. 0:9: ors 14,728,206 13,724,329 
Transportation for investment—Cr... 1,035,376 1,017,544 
Railway operating expenses....... 384,514,104 374,410,338 
Net revenue from railway operations.... 148,312,613 131,478,869 
PAPO TUE BCOTIIIG 6 6cccccccasgnececssese 31,777,944 29,767,281 
Uncollectible railway revenues........... 184,681 146,845 
Railway operating income........ 116,349,988 101,564,743 
Equipment rents—Dr. balance............ 7,142,443 6,564,863 
Joint facility rent—Dr. balance........... 2,264,726 1,603,445 
, Net railway operating income.... 106,942,819 93,396,435 
Ratio of expenses to revenues (per cent). 72.16 74.01 
ELEVEN MONTHS 
Average number of miles operated....... 236,640.08 236,126.64 
Revenues: 
ME vnc cc ebews alee weeechesewesccues $4,173,560,404 $3,986,818,956 
I Ms rica alae Wareniad auc $963,916,440 §985,837,999 
ge CA Se nt Res ae oe eee) 87,210,997 88,013,896 
IIL, » haleruiainisG snahceenk Wala chile wiacacimieaue wie 130,730,561 128,650,332 
All other transportation.............. 183,348,235 176,621,601 
INI Ta ne a paaNianrnwae.s:b06.0-éclaleme wee 116,515,091 109,396,928 
es SS , errr errs 10,128,647 9,492,219 
POUNE FC on ode tcccos « ine pe e-e 9-00 2,809,193 2,346,149 
Railway operating revenues...... 5,662,601,182 5,482,485,782 
Expenses: 
Maintenance of way and structures... 761,060,439 743,106,172 
Maintenance of equipment............ 1,160,034,009 1,164,585,234 
EE Wa ciara deb Weed. te-~04 ka kinbceias 96,749,814 90,455,245 
PE OIREIOED  6'i60.0.6056: 50:6 060 be vdieecce 1,976,368,288 1,991,305,485 
Miscellaneous operations.............. 49,489,861 46,189,519 
RINE 5 iw arasacGiak ares erele alas o aor ucahe wh ce aiace. anc 161,385,750 154,569,973 
Transportation for investment—Cr... 11,482,662 11,932,003 


Railway operating expenses....... 


1,193,605,499 
Net revenue from railway operations.... 


1,468,995,683 


4,178,279,625 
1,304,206,157 


PROUPORY THE GCOTUBI oc ccdiccccceccccesses 331,697,944 315,351,141 
Uncollectible railway revenues............ 1,676,323 1,893,750 

i Railway operating income........ 1,135,621,416 986,961,266 
Equipment rents—Dr. balance............ 72,765,748 67,495,657 
Joint facility rent—Dr. balance........... 20,865,341 19,402,612 

. Net railway operating income.... 1,041,990,327 900,062,997 
Ratio of expenses to revenues (per cent). 74.06 .- 76.21 





* Includes $3,248,499 sleeping and parlor car surcharge. 
+ Includes $2,881,723 sleeping and parlor car surcharge. 
tIncludes $36,462,931 sleeping and parlor car surcharge. 
§ Includes $34,084,868 sleeping and parlor car surcharge. 


LUMBER SHIPMENTS 


The National Lumber Manufacturers’ Association received 
telegraphic reports January 21 of the status of the lumber in- 
dustry, for the week ended January 16, from 380 of the larger 
softwood, and about 130 of the chief hardwood, mills of the 
country. The 365 comparably reporting softwood mills showed 
large increases in production, shipments and new business, as 
compared with reports from 373 mills the previous week. In 
comparison with reports for the same period a year ago, how- 
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ever, there was a small decrease in production and large gains 
in the other factors. 

The following table compares the national lumber movement 
as reflected by the reporting mills of eight regional associations 
for the three weeks indicated: 


4 Corresponding Preceding Wx 
Past Week Week, 1925 1926 (Revised) 

lL ee. trooe 365 367 373 
Production . <<... 203,084,637 209,983,602 174,524,771 
Shipments ........+.. 220,980,621 203,843,962 202,129'973 
Orders (New Bus.)... 247,168,373 199,713,951 213,898,895 


The following revised figures compare the lumber movement 
of the eight associations for the first two weeks of 1926 with the 
same period of 1925: 


Production Shipments Orders 
BME. \civnmoecnewseeuue 379,609,408 423,102,894 461,067,268 
Eicon sueitinee ee euelnes 353,158,190 376,737,867 354,979,899 


Note—On account of inclusion of California White and Sugar Pine 
Association mills in above figures, they now being comparable, all 
1925 figures have been revised. 


FRUIT AND VEGETABLE SHIPMENTS 


Shipments of leading lines of fruits and vegetables the 
week ended January 16 totaled 12,925 cars, as compared with 
12,884 cars (revised) in the preceding week, according to the 
Bureau of Agricultural Economics of the Department of Agri- 
culture. Shipments were reported as follows: 


Apples, 1,384 cars; cauliflower, 143 cars; cabbage, 984 cars; im- 
ports, 3 cars; celery, 731 cars; eggplant (no domestic); imports, 7 cars; 
grapefruit, 547 cars; imports, 30 cars; grapes, 5 cars; lemons, 158 cars; 
lettuce, 1,068 cars; imports, 1 car; mixed citrus fruits, 124 cars; mixed 
vegetables, 591 cars; imports, 8 cars; onions, 635 cars; oranges, 1,488 
cars; imports, 2 cars; pears, 54 cars; peppers, 9 cars; imports, 46 
cars; spinach, 257 cars; string beans, 17 cars; sweet potatoes, 515 
cars; tomatoes (no domestic); imports, 157 cars; potatoes, 4,215 cars. 


PACIFIC CAR DEMURRAGE 


The report of the Pacific Car Demurrage Bureau for Novem- 
ber, 1925, shows 23,091 cars held overtime—a percentage of 
08.34—as against 18,111—a percentage of 08.10—for Novem- 
ber, 1924. 


NEW ENGLAND DEMURRAGE 


The report of the New England Demurrage Commission for 
November, 1925, shows 232,614 cars reported, with an average 
detention of 1.64 days, 85.2 per cent of cars released on free 
time, and a total of $154,351 demurrage assessed, as against the 
following figures for 1924: 222,616, 1.59; 85.9; $130,860. 


RAILROAD FUEL COSTS 


The National Coal Association, quoting from a table prepared 
by its Bureau of Coal Economics from monthly reports from 
Class I railroads giving the quantity and cost of coal used by 
them in locomotives in transportation train service during the 
month of November, 1925, states that the average cost of that 
coal in November was lower than in the preceding month. For 
some time these averages have showed a drop from month to 
month. The averages for November were as follows: Eastern 
district, $2.64 per net ton; Southern district, $2.18 per net ton; 
Western district, $2.94 per net ton, and for the entire United 
States, $2.68. Compared with October, a decline of $0.01 per ton 
appears in the Eastern and Southern districts; $0.05 in the West- 
ern district and $0.03 for the whole United States. These aver- 
ages are below those for November a year ago to the extent 
of $0.22 in the Eastern district; $0.18 in the Southern district; 
$0.16 in the Western district, and $0.20 in the entire country. 





CAR SURPLUS AND SHORTAGE 


The average daily surplus of freight cars in the period Jan- 
uary 1-7, inclusive, was 310,155 cars, as compared with 267,739 
cars in the preceding period, according to the car service division 
of the American Railway Association. The surplus was made 
up as follows: 


Box, 130,304; ventilated box, 480; auto and furniture, 16,249; total 
box, 147,033; flat, 9,749; gondola, 52,209; hopper, 63,293; total coal, 
115,502; coke, 585; S. D. stock, 19,899; D. D. stock, 3,038; refrigerator, 
12,802; tank, 287; miscellaneous, 1,261; total, 310,155. 


The average daily shortage was 168 cars, made up of 7 box, 
126 gondola and 35 hopper cars. 

Canadian roads reported a surplus of 16,800 box, 320 auto 
and furniture, 1,650 flat, 400 gondola, 1,600 S. D. stock, 400 re 
frigerator and 342 miscellaneous cars. 

In The Traffic World of January 16, p. 174, the average 
daily car surplus and shortage figures there given were for the 
period December 23-31, inclusive, instead of January 23-31, a8 
erroneously stated there. 





CONDITION OF EQUIPMENT 

Class I railroads on January 1 had fewer freight cars 10 
need of repair than at any time in the past two years, accord- 
ing to reports filed by the carriers with the car service division 
of the American Railway Association. The total number in need 
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WE STORE AND DISTRIBUTE 


For the Great Calamet District 


General Merchandise, Furniture 
‘and Cold Storage 
The Great Lakes Warehouse Corp. 


Telephone Hammond 3780 HAMMOND, INDIANA 


Merchandise Storage and Pool Car | 
cog towers Distribution — »ecarroa 
CROOKS TERMINAL WAREHOUSES 


CHICAGO, ILL. KANSAS CITY, MO. 












ALBANY, WN. Y. | 


Albany is the natural distributing point for New 
York and New England. Splendid warehouse 
facilities for every need. Direct track connec- 
tions with all railroads running into Albany. 


| Albany Terminal & Security Warehouse Co,,..nc. | 


MERCANTILE WAREHOUSING AND DISTRIBUTING 


PORTLAND, OREGON | Se! 


Kennicott-Patterson Warehouse Corporation 
COLONIAL WAREHOUSE & TRANSFER CO. STORAGE AND DISTRIBUTION OF 


STORAGE AND DISTRIBUTION —_._—_si. Merchandise and Household Goods 
FREE MERCHANDISE BONDED Serving many large National Distributors. Write us for information and rates 


Serving many large National Distributors 474 Everett St., or co RADO 
Write or wire us for information and rates 13th and Everett Sts. ; - 1700 Sixteenth Street, DENVER, LO 


weBind The Traffic World _ EM.MERIDITH CO. 


Ne DS OL LS ACRE Warehouse 
In Best Grade Buckram for $2.25 Per Volume (26 — R DISTRIBUTORS 


Prompt Service and Quality Work Guaranteed 
We also Bind All Kinds of Publications 


The Book Shop Bindery 


350-354 West Erie Street Chicag 
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ry 24 hours for shipment 
“a rh different routes~ 


R.R.SIDING — SHORT HAUL TO ALL DEPOTS 


















Make this Mammoth Plant 


Your Chicago Warehouse 


Downtown, readily accessible to 
your Chicago trade. Superior 
facilities for prompt out-of-town 
shipments without cartage 


BETTER INVESTIGATE 


S00 TERMINAL WAREHOUSE . pears : 
ocation—Geographically in the 


Storage and Distribution of 7 a 
Pe @ heart of Chicago. Ground floor 
MERCHANDISE Ty =i. {fk ‘ space for lease in large or small 
Without Cartage Charges sh ; blocks to desirable tenants. 
Write to Us and Learn About Fire-Proof—4N Car Si ding— 


‘THE ECONOMIC AL WAY” Free Switching 


_ For reliable warehousing and distribution 
service in all its branches, write or wire 


WESTERN 


WAREHOUSING COMPANY 

Polk St. Terminal, Pennsylvania R. R. System 
321 West Polk St., CHICAGO 

“At the the Edge of Loop” | WILSON V. LITTLE, Sapt 


CHICAGO, ILL. 









.Your Customers Know 
EDGAR’S 
Fireproof Const. Warehouses 
Economical Automobile 
Truck Service 


Negotiable Warehouse Receipts 
Issued - 


Lafayette Ave., Cor. i2th St, M. C. and 
c P. R. R. 


Alfred and Dequindre Sts., G. T. R. R. 
+.” and {2th Sts., M. C. and C. P. 


ow 2 ont. , Daantndre Sts., M. C., G. T. 
RR. 

Semone n ” Ave. a? Usten, om Ry., 

Wabash and P. M. R., Ry. 

Division ro 2-22 on ny 7. R. 

ons of 8th St., River, M. C. and C. P. 

guneion, Amie Penn. Ry., Wabash and 
M. Penn. Ry. 


Lauderdale wb ju netion to Campbell, 
. M., Wabash and Union Beit, Penn. Ry. 


MERCHANTS WAREHOUSE COMPANY 


Merchandise and- New Automobile Storage 





Field Warehousing 










POOL CAR DISTRIBUTION LOW INSURANCE RATES 
Write Us for Information and Rates 
South Front, Florida and Georgia Sts. | MEMPHIS, TENN. 


MEMBER—AMERICAN WAREHOUSEMEN’S ASSN. 
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of repair on January 1 was 157,405, or 6.8 per cent of the num- 
ber on line. This was a decrease of 2,807 cars under the num- 
ber reported on December 15, at which time there were 160,212, 
or 6.9 per cent. It also was a decrease of 33,574 cars compared 
with January 1, 1925. Freight cars in need of heavy repair on 
January 1, 1926, totaled 118,970, or 5.2 per cent, a decrease of 
2,687 cars compared with December 15. Freight.cars in need of 
light repair totaled 38,435, or 1.6 per cent, a decrease of 120 
compared with December 15. 

Locomotives in need of repair on January 1 totaled 9,769, 
or 15.4 per cent, of the number on line. This was a decrease 
of 983 locomotives compared with the number in need of repair 
on December 15, at which time there were 10,752, or 17.0 per 
cent, and a decrease of 1,498 locomotives compared with the 
number in need of repair on January 1, 1925, at which time 
there were 11,267, or 17.5 per cent. Of the total number in 
need of repair, 5,148, or 8.1 per cent were in need of classified 
repairs on January 1, a decrease of 316 compared with Decem- 
ber 15, while 4,621, or 7.3 per cent, were in need of running 
repairs, a decrease of 667 locomotives within the same period. 
Class I railroads on January 1 had 5,166 serviceable locomotives 
in storage, an increase of 460 compared with the number of such 
locomotives on December 15. 


“¥ 


Shipping Decisions 
\ Cases Recently Decided by State and Federal Courts | 


Digests taken from Reporters and National i 
' parading published by West Paklishine C St. Paul, M { 


of 
Co., 
Copyright by West Publishing Co.) 





Delivery in Good Order and Redelivery in Bad Order Prima Facie 

Showing of Carrier’s Liability: 

(District Court, N. D. California, S. D.) Prima facie liability 
of carrier, requiring explanation by it, is made out by proof 
of delivery to it of goods in good order and redelivery in bad 
order.—Newhall et al. vs. United States et al., 8 Federal Re- 
porter, 2d Series 422. 

Due Diligence to Make Vessel Seaworthy Held Not Shown by 

Hose Test: 

Due diligence of carrier to make vessel seaworthy is not 
shown by hose test, at high pressure, rather than by flooding, 
of shaft alley, and this three years before her maiden voyage.— 
Ibid. 


Due Diligence Under Harter Act Not Satisfied by Diligence in 

Procuring Surveyor’s Certificates: 

Requirement of due diligence under Harter Act, Section 3 
(Comp. St. Section 8031) of carrier to make vessel seaworthy is 
not satisfied by diligence in procuring surveyor’s certificates.— 
Ibid. 

Evidence held not to show that defect in vessel, leaks in 
shaft alley, developed during voyage.—Ibid. 

It is a condition precedent to application of Harter Act, 
Section 3 (Comp. St. Section 8031), exempting carrier from 
liability for damage to shipment through fault in navigation or 
management of ship that due diligence should have been exer- 
cised to make vessel seaworthy.—Ibid. 

Carrier cannot have benefit of loan made by insurance com- 
pany to cargo owner.—Ibid. 


Representations as to Force Majeure Held Not to Estop Char- 
terer’s Assertion of Modification of Contract as Defense to 
Libel for Demurrage: 

(District Court, S. D. New York, N. Y.) In a libel for demur- 
rage for delay in loading cargo, where respondents pleaded 
modification of contract as a defense, held that they were not 
estopped to plead such defense because previously, in writing, 
they stated they were not liable because of force majeure; 
such claim not dceiving or misleading libelants—New York & 
Cuba Mail S. S. Co. et al. vs. Lamborn et al., 8 Federal Reporter, 
2d Series 382. 

In a libel for demurrage because of delay in loading cargo, 
defense of force majeure urged by respondents held not sus- 
tainable in view of evidence.—Ibid. 

Charterer Liable for Demurrage Due to Strike: 

Where charter party contained no strike exception, char- 
terer was liable for demurrage for delay caused by strike, inas- 
— as charterer takes risk of all unforseen circumstances.— 
Libel for Demurrage Proven Where Libelant Proved When Lay 

Days Began and That Ship Was Not Clear of Cargo When 

Lay Days Ended: 

In a libel for demurrage, libelant’s claim was made out when 
he proved when lay days began and that ship was not clear of 
cargo when lay days ended.—lIbid. 

In a libel for demurrage for delay in loading cargo, where 
respondents alleged as a defense that there was a modification 


in the charter party, held that evidence did not support such 
contention.—Ibid. 











Vol. XXXVII, No, 4 


The burden is on one who alleges modification of a charte; 
party as a defense to a libel for demurrage to prove such mogj. 
fication.—Ibid. 

Nature of Demurrage and Purpose of Lay Days Stated: 
Demurrage is merely extended freight, and the purpose 

of lay days is to fix a period during which charterer may detain 

vessel and beyond which he must pay for delay as such extendeq 

— in the form of demurrage or damages in that nature — 

Ibid. 

Delay in Loading Vessel Within Lay Days Not Breach of Charte, 
Entitling Shipowner to Discontinue Performance, But Demur. 
rage Payable Though Delay Without Fault of Charterer: 
Delay in loading vessel within the lay days is not a breach 

of charter entitling shipowner to discontinue further perform. 
ance under charter party, but an event within legal contempla. 
tion, though not within express contemplation of parties, for 
additional compensation as extended freight, and demurrage jg 
payable, though there is no fault on part of charterer.—Ibid, 












Miscellaneous Decisions 
Traffic Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and ests of National Reporte: 
System, published by West Puli Co., St. Paul, Minn. 
Copyright by West Publishing Co.) 


ad 
REGULATION OF COMMON CARRIERS 


Neither Person Presenting Bill of Lading Nor One Receiving 
Shipment Is Liable for Transportation Charges, Where Pre. 
= Bill of Lading Issued to Shipper on Carrier’s Credit 
List: 

(District Court, E. D., Virginia.) Where carload of hay was 
consigned to shipper’s order, and prepaid bill of lading issued 
to shipper, who was on railroad’s credit list, held, neither person 
presenting bill of lading nor one to whom hay was sold and 
who received actual delivery was liable for transportation 
charges on failure of railroad to collect from shipper especially 
where no action was taken against shipper, who was not shown 
to be insolvent.—Cincinnati Northern R. Co. vs. Beveridge et al., 
8 Federal Reporter, 2d Series 372. 

When Performance of Duty Imposed by Law Becomes Impossible 
Because of Intervention of Vis Major, Penalty for Breach 
Cannot Be Recovered: 

(Supreme Court of Appeals of West Virginia.) When a duty 
is imposed by law, and its performance becomes impossible be- 
cause of the intervention of a vis major, there can be no recov- 
ery of a penalty for its breach—Chesapeake & Ohio Ry. Co. vs. 
Board et al., 130 Southeastern Rep. 524. 

Failure of Consignee to Unload Cars Within Free Time, Caused 
Entirely by Intervention of Vis Major, Does Not Render Him 
Liable for Demurrage: 

The duty of a consignee to unload cars within the free 
time given by the tariffs of a carrier, and the obligation to pay 
demurrage for their detention, are classified with those imposed 
by law, and, where the failure of a consignee to unload within 
the free time is caused entirely by the intervention of a vis 
major, the consignee is not liable for demurrage.—Ibid. 









* . : 4 
Loss and Damage Decisions 


Cases Recently Decided by State and Federal Courts 


( taken from Reporters and Digests of National Reporter 
ystem, published by West Publishing Co., St. Paul, Minn. i 
Copyright by West Publishing Co.) | 


— 





LOSS OF OR INJURY TO GOODS 


Shipment Which Both Parties Knew Was Destined for Germany, 

Held Shipment in Foreign Commerce: 

(Court of Civil Appeals of Texas, Beaumont.) A shipment 
which both parties knew was destined for Germany, but the 
initial movement of which was had under local bill of lading, held 
a shipment in. foreign commerce, thereby rendering inapplicable 
Rev. St. 1911, art. 708—McFadden Rice Milling Co. vs. Texas 
& N. O. Ry. Co., 277 Southwestern Rep. 191. 

Shipper’s Release of Carrier for Failure to Inspect Cars Not 

Executed Under Duress: 

Evidence held to show that shipper’s release of carrier for 
failure to inspect cars was not executed under duress.—Ibid. 
Release of Carrier from Liability for Failure to Inspect Cars Not 

Void Under Federal Statute: 

Where carrier declined to issue a bill of lading for shipment 
in foreign commerce of rice in cars selected by shipper and nol 
inspected by carrier, agreement indorsed on bill of lading, releas- 
ing carrier from liability for failure to inspect the cars, was not 
void or unenforceable under any federal statute.—Ibid. 
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Carrier Not Liable for Loss Caused by Defect in Car Selected 
by Shipper: ; 

Where carrier declined to issue a bill of lading for shipment 
in foreign commerce of rice in cars selected by shipper and not 
inspected by carrier, agreement indorsed on bill of lading, releas- 
ing carrier from liability for failure to inspect the cars, was not 
void or unenforceable under any federal statute.—Ibid. 

Carrier Not Liable for Loss Caused by Defect in Car Selected by 
Shipper: 

A earriér is not liable for loss or injury caused by defect in 
car voluntarily selected by shipper in reliance on his own 
judgment, and not on the duty of the carrier to furnish a suitable 
car.— Ibid. 

Evidence Held to Show That Shipper, Selected and Loaded Two 
Cars for Shipping Rice: 

Undisputed evidence held to show that shipper, without any 
knowledge of carrier, voluntarily selected and loaded two cars 
for shipping rice, and that the shipper did not rely on any duty 
of the carrier in that respect, but in selecting the cars had equal 
means of knowledge of their condition.—Ibid. 

Bill of Lading, Adjusting Rates on Basis of Agreed Value and 
Limiting Liability of Carrier to Agreed Value, Held to Indi- 
cate Charge of Lesser Freight Rate by Virtue of Limited 
Liability: 

(Supreme Court, Appellate Division, First Department.) In 
action against carrier for shortage in shipment of goods, clause 
in bill of lading that value of each package receipted for does 
not exceed the lesser of two certain sums on which basis the 
rate of freight is adjusted, and that carrier’s liability shall be 
limited to agreed value, indicates that a lesser freight rate was 
charged by virtue of clause limiting liability, since statement “on 
which basis the rate of freight is adjusted,” clearly means that 
choice of rates was given, and that “rate was tied to the 
release.”—Glanzer et al. vs. Cunard §. S. Co., Limited, 212 New 
York Supplemwhent 500. 

a Contract, Limiting Liability to Agreed Value, Held 
Valid: 

A contract between carrier and shipper in bill of lading, 
agreeing to a different value of property carried than its full 
value, and limiting carrier’s liability to agreed value, is valid, 
where agreed value is made on basis of adjusted freight rates; 
the shipper being charged less by virtue of carrier’s limited 
liability. —Ibid. 

Contract of carriage contained in bill of lading binds con- 
signee, shipper, and carrier alike, though consignee had nothing 
to do with delivery of goods to carrier.—Ibid. 

Bill of Lading Stating Value of Freight Held Prima Facile Evl- 
dence That Rate Charged Was on Basis of Agreed Valuation: 
Clause in bill of lading stating that agreed valuation of 

freight was on basis of adjusted freight rates, which valuation 
is limit of carrier’s liability, is prima facie evidence that rate 
charged was based on agreed valuation, and from which it may 
be inferred that a choice of rates was given, so that carrier 
does not have burden of proving that choice was given.—Ibid. 

Consignee Held Estopped to Claim Any Greater Damages Than 
Agreed Value on Which. Freight Rates Were Adjusted: 
Where agreed value of shipment was conceded to be less 

than actual value, and freight rate was adjusted and paid on 
agreed value, making valid a clause limiting liability of carrier 
to agreed value, the consignee, on failure by carrier to deliver 
part of goods, is estopped to claim any greater damages than 
agreed value.—lIbid. 


DELAY IN TRANSPORTATION OR DELIVERY 


Petition in Action for Damages by Delay In Transportation Held 

Sufficient: - 

(Kansas City Court of Appeals, Missouri.) In action for dam- 
ages by carrier’s failure to transport merry-go-round in time 
agreed, petition pleading legal effect of acts of defendant’s agents 
at points of shipment and destination and division freight agent, 
who. made contract through such local agents, held sufficient, 
though not directly alleging that coniyact was made by agent 
at point of shipment.—Gray et al. v8. Wabash Ry. Co., 277 
Southwestern Rep. 64. 

Station Agent’s Authority to Contract for Shipment from Another 

Station by Through Train Held for Jury: 

Evidence held sufficient to take to jury question of authority 
of carrier’s station agent at point of destination to contract for 
shipment of merry-go-round by through train on certain day, by 
arrangement with agent at point of shipment.—lIbid. 

For Delay in Transportation of Merry-go-round, $500 Held 

Excessive: 

Five hundred dollars for loss of profits and expenses, in- 
curred because of carrier’s failure to transport merry-go-round 
in time agreed, held excessive by amount in excess of $70 for 
freight and other expenses and nominal damages, in view of 
transitory nature of plaintiff’s business and unfavorable weather 
conditions causing dispersal of crowd on grounds at which device 
was to be set up.—Ibid. 

Lost Profits Allowed, Unless Speculative, Contingent, or Un- 
certain: 
Lost profits are allowed as damages, unless speculative, con- 
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tingent, or uncertain, as in case of profits of new business no 

yet opened up, or business not confined to any location ay 

depending largely on public favor and weather conditions as 
distinguished from profits of established business, interrupted ¢; 
broken up.—Ibid. 

CARRIAGE OF LIVE STOCK 

Evidence Held to Sustain Finding of Carrier’s Negligence: 
(Supreme Judicial Court of Maine.) In action against carrie, 

for death of horses during shipment, evidence held to Sustain 

finding that defendant, or its agents during a period of unayojq. 
able delay, were negligent in their handling of horses and ¢,; 
in which they were shipped.—Hopkins Bros. Co. vs. Americay 

Ry. Express Co., 131 Atlantic 145. 

Duty of Carrier to Maintain Suitable Car: 

It is the duty of a carrier transporting a shipment of horses 
to maintain, throughout the trip, a car suitable for reasonably 
safe conveyance.—Ibid. , 
Shipper Not Entitled to Recover for Mare Crippled Through He, 

Own Acts or of Other Animals: 

Shipper of horses held not entitled to recover damages fo; 
loss of mare, where evidence showed that crippling of mare way 
due to her “condition,” and to her own acts and those of other 
animals, and that her loss was one of inevitable accident.—Ibiq, 
Petition Held to Give Sufficient Basis to Calculate Damages: 

(Court of Civil Appeals of Texas, Amarillo.) In action 
against railroad for damages to shipment of cattle, held that 
petition was not subject to general or special demurrer as 
against contention that its allegations did not furnish sufficient 
basis for the calculation of the damages claimed.—Panhandle & 
S. F. Ry. Co. vs. Lockhart, 277 Southwestern Rep. 230. 

Plaintiff is not required to allege matters of defense of his 
cause of action.—Ibid. 

Court Did Not Err in Overruling Defendant’s Exception to Plain. 
tiff’s Allegation of Damages: 

In an action against railroad company, where plaintiff's 
petition for damages alleged part thereof to be occasioned by 
rain and mud in carrier’s pens in which cattle were confined, 
held that court did not err in overruling special exceptions to 
such petition on ground that rain and mud was an act of God. 
—Ibid. 

Carrier Has Burden to Prove Limitations on its Liability: 
When the breach of a common-law duty is made grounds 

of recovery, carrier has burden of pleading and proving limita- 

tions on such liability.—Ibid. 

Proposition That Court Did Not Separate Issues as to Damages 
Caused by Rain and Mud from Other Damages Not Revers. 
ible Error: 

In action against railroad company for damages caused to 
cattle through delay in shipment and by rain and mud in pens, 
proposition that trial court failed to separate the items of 
damages caused by rain and mud as an act of God for jury’s 
consideration held not to present reversible error, in absence of 
instruction requesting that such items be separately found by 
jury, especially in view of charge clearly informing what issues 
of damage were to be considered and jury’s finding that damages 
were not occasioned by act of God.—Ibid. 

Objection to Charge as Stating Double Damages Immaterial, in 
View of Court’s Limitation of Recovery: 

In action for damages to shipment. of cattle in delay, and by 
mud and rain in pens in which cattle were confined, proposition 
that court’s charge stated double damages in allowing $649 
damages for shrinkage and difference in market value, and $649 
damages for damage caused by confinement in muddy and boggy 
pens, held immaterial, where charge limited possible finding of 
jury for plaintiff to the sum of $649.—Ibid. 

In Suit for Delay, Not Error to Submit Case on Theory of Oral 
Agreement to Furnish Cars, Though Later Written Contract 
Specified No Particular Time: 

A local agent of a railroad company has the- authority to 
make a contract to furnish cars at a definite time, for breach of 
which shipper has a cause of action which is not merged in 4a 
written contract entered into at a later time, and hence 12 
action against railroad company for delay in shipment it was 
not erroneous to submit case to jury on theory defendants agreed 
orally to furnish cars at a specified time, though written contract, 
later entered into, specified no particular time.—Ibid. 


CAR-HIRE CASE NOTICE 


Secretary McGinty, of the Commission, has issued a press 
notice, dated January 18, in connection with No. 17801, the car 
hire case, as follows: 


The Interstate Commerce Commission has instituted a general 
investigation upon its own motion into and concerning the rules for 
car-hire settlements between common carriers by railroad in the 
United States for the use and detention of freight cars while on the 
lines of carriers other than their owners, with a view to making 
such F ead or orders in the premises as may be warranted by the 
record. 

At the same time there have been reopened and consolidated 
with this investigation certain cases in which petitions for reopen- 
ing have been filed by either complainants or respondents. 

Upon application from any interested party in any other proceed- 
ing involving similar issues the Commission will consider the reopen- 
ing of such proceeding for consolidation with this investigation. 


January 


Px 





No. 4 


3 Not 

and 
8, ag 
ed or 


rier 
Stain 
Void. 
1 car 
Tican 


Orses 
hably 


1 Her 


8 for 
> Was 
Other 
-Tbid, 


ction 

that 
oT as 
cient 
dle & 


f his 
Plain. 


ntiff’s 
sd by 
fined, 
ns to 

God. 


ounds 
imita- 


nages 
vers. 


ed to 
pens, 
ns of 
jury’s 
ice of 
id by 
issues 
nages 


al, In 


nd by 
sition 

$649 
| $649 
boggy 
ng of 


F Oral 
ntract 


ity to 
ich of 
| ina 
ce in 
t was 
greed 
tract, 


press 
e cal: 


reneral 
les for 
in the 
on the 
naking 
by the 


lidated 
eopen- 


-oceed- 
eopen- 


37 
RAILROADS 


THE SHIPPERS’ GUIDE 


to assist in delivering your goods to 
your customers. They must carry on 
after Traffic and Shipping Depart- 
ments fail to furnish sufficient Ship- 
ping Instructions. These Delays in 
Transit may be avoided by your using 


THE SHIPPERS’ GUIDE 


which would pay handsome returns 
to your house on the investment. 











































The Shippers’ Guide Co., Inc. 
Chicago - St. Louis - New York - Philadelphia 


Publishers of Guides for Shippers since 1872 






























0 | Ship “0 Water 


“DIFFERENTIAL RATES” via 


WILLIAMS LINE 


San Diego, Los Angeles, San Francisco 
Oakland, Seattle and Tacoma 


FROM 


Baltimore, Philadelphia, 
New York aid Norfolk 


SAILINGS EVERY 14 DAYS 
Thru bills of lading issued to all other Pacific 
Coast Ports, Hawaii and the Far East 


For rates, dates of sailing and other information apply to 


WILLIAMS STEAMSHIP CO., Inc. 
Moore and Water Streets, New York, Telephone Bowling Green 7394 


Baltimore, Md. Pittsburgh, 
39 South St. oe 7g este ig sete een tee. 


And at our Branch Offices at ports of call, etc. 
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PANAMA MAIL S.S.CO. 






DENVER, COLORADO 





























Fast Freight and Passenger Service 
Scheduled sailings via Panama Canal 
From=—SAN FRANCISCO AND LOS ANGELES 

To—HAVANA AND NEW YORK 


EASTBOUND SAILINGS 


From San Francisco From Los 


S.S. ECUADOR..........50. February 6 February 8 
S. S. COLOMBIA.............- March 6 March 8 


S.S. VENEZUELA......... March 27 March 29 
Also regular sailings for Mazatlan, Manzanillo, Champerico, 
San Jose de Guatemala, Acajutla, La Libertad, La Union, 
Corinto, Amapala, Puntarenas, San Juan del Sur and Balboa, 
Cristobal (Panama) and Buenaventura. 
Trans-Shipment at Panama for South American and European Ports 


OFFICES 
2 Pine Street, San Francisco, Cal. 
10 Hanover Sq., New York,N.Y. 548 So. Spring St., Los Angeles, Cal. 
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Free Switching to Warehouse. We specialize in the ae of 
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Questions and Answers 


In this department will be answered questions of both legal and 
practical nature that confront persons dealing with traffic. A specialist 
on interstate commerce law, whois a member of our legal department, 
will give his opinion in answer to any s mple question relating to the law 
of interstate transportation of freight. A traffic man ot long experience 





and wide knowledge will answer questions relating to practical traffic 


oblems. We do not desire to take the place of the traffic man but to 
Ip him in his work. 

The right is reserved to refuse to answer in this department any 
question, legal or traffic, that it may appear to us unwise to answer 
or that involves a situation too complex for the kind of investigation 
herein contemplated. 

Address Questions and Answers Department, 
Traffic Service Corporation, Mills Building, Washington, D. C. 





Damages—Interest on Loss and Damage Clalms 

Missouri.—Question: We recently received check ‘from 
X R. R. Co. in payment of damage claim filed account of one 
of our clients. 

However, in settlement of this claim the X R. R. Co. failed 
to include the interest and upon taking the matter up further 
with them as regard to payment of said interest were advised 
that they do not pay interest on loss and damage claims, and 
further that it is not the custom and practice to pay interest 
on any claim, other than overcharge items, which are under 
the jurisdiction of the Interstate Commerce Commission. 

Will you kindly inform us if our client has any recourse on 
this railroad company for the accrued interest? 

Answer: Although there is some authority to the contrary 
(Stevens-Scott Grain Co. vs. A. T. & S. F. R. Co. (Kan.), 149 
Pac. 744, rehearing denied in 150 Pac. 524; Wallingford vs. 
R. Co. (Kan.), 167 Pac. 1136; Express Co. vs. Bass (Ga.), 102 
S. E. 168), many cases have held that plaintiff recovering judg- 
ment for loss of or injury to the goods is entitled to interest 
from the date of the loss of or injury to the goods is entitled 
to interest from the date of the loss, that is, from the time 
when the goods should have been delivered. (Klair vs. Phila- 
delphia, etc., R. Co., 78 A. 1085; Forbes vs. Boston, etc., R. Co., 
133 Mass. 154; Spring vs. Haskell (Mass), 4 Allen 112; So. Pac. 
Co. vs. Haug (Nev.), 182 Pac. 93; -R.-Co. vs. Reed (Tex.), 203 
S. W. 410), of the date of the injury’ (Tex., etc., R. Co. vs. Erwin 
(Tex.), 180 S. W. 662; R. Co. vs. Scale (Tex.), 247 S. W. 883); 
other cases hold that the allowance of interest is within the 
discretion of the jury (Coats vs. Chicago, etc., R. Co., 144 Ill. 
A. 81 (Rec. 239 Ill. 154, 87 N. E. 929), and still others that no 
interest is allowable except by way of penalty for misconduct 
or fraud. Lakeman vs. Grinnell, 18 N. Y. S. 625. 

In Haglin-Stahr Co. vs. R. Co. (Vt), 102 Atl. 940, it is held 
that interest is allowable from time of arrival at destination 
where the goods are injured in transit; in Olcovich vs. R. Co. 
(Cal.), 176 Pac. 459, it is held that interest is recoverable from 
the date of delivery of the goods in an injured condition; in 
Nelson vs. R. Co. (Neb.), 167 N. W. 57, it is held that interest 
is allowable from date of demand. To the same effect is South- 
ern Railway Co. vs. Consumers Fuel Co., 262 S. W. 581. The 
. allowance of interest on claims is purely a matter of the law 
of the state where suit is brought. 

It seems apparent that the inclusion of interest on the 
amount of a claim which is voluntarily settled by a carrier may 
be determined by the liability of the carrier under the law 
which would determine the shipper’s right to interest were suit 
brought on the claim. 


Damages, Special—Liability of Carrier 

Arkansas.—Question: We had a shipment made, by ex- 
press, of flour which was to be used by salesmen in opening up 
a new territory. But the destination express company delivered 
package to wrong party and it was not possible for salesmen 
to go to work until samples were received and express company 
was one week in making proper delivery, thereby causing the 
shipper the expense of maintaining salesman at the destination 
one week without being able to do any work. 

This is a consequential damage and would like to know 
if there is any court procedure that forces common carriers to 
pay claim where shipper is actually out the expense over and 
above the actual value of the article shipped? 

Answer: The damages to which you refer are in the nature of 
special damages. It is a rule of universal application that damages 
recoverable for delay in transportation must be such as might 
reasonably have been contemplated by the parties at the time 
the contract of carriage was made, and that special damages 
for delay are recoverable only in case the shipper, at or before 
the time he tendered his goods for shipment, informed the car- 
rier of the special circumstances which rendered the prompt 
transportation and delivery of the goods at their destination 
necessary. To say that it is urgent or imperative that prompt 
delivery must be had is not sufficient without stating the reasons 
therefor. 

To render effective the notice of special circumstances, it 
is essential that it be given at or before the time of the making 
of the contract of shipment. A notice of the circumstances ren- 
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dering prompt transportation necessary, given after the carrie, 
has accepted the goods for transportation, does not affect the 
original contract and is not sufficient to fasten on the carrie, 
a liability for special damages growing out of such circyp. 
stance on account of delay occurring during transportation 
Thus a notice is insufficient which is given after a shipment hag 
started on its way and before it has reached its destinatioy 

The above has reference to what is termed actual notice 
There is, however, another form of notice which is termed cop. 
structive notice, under which doctrine a carrier may be held 
liable if it appears from the nature of the goods shipped o; 
from other circumstances, that the carrier ought to have know) 
of the consequences which would follow from a delay in traps. 
portation, the carrier being charged with notice of such circyp. 
stances, although no actual notice was given. Under these 
circumstances, a court will infer knowledge on the part of the 
carrier. 

Tariff Interpretation—Scrap lIron—What Constitutes 

lowa.—Question: One of the carriers has advised us that 
according to a recent ruling of the Interstate Commerce Cop. 
mission, the scrap iron rate can only be applied on shipments 
where the material is scrapped at the original point, meaning 
that it must be broken up and in condition for remelting pur. 
poses. 

A shipment, upon which we have entered a claim for over. 
charge, was billed out as junk, but was not broken up, as it 
could be remelted in the condition in which it was shipped, 
Inasmuch as this material was billed as junk and accepted as 
such by the railroad company, we feel the scrap iron rate shoul 
apply. Our understanding was that if the material was remelted 
when it arrived at destination, that the scrap iron rate would 
apply, which was the case in this instance. 

If the Interstate Commerce Commission has made any re 
cent ruling, such as referred to above, please give us the refer. 
ence to same. 


Answer: In the determination of whether the scrap iron 
rate is applicable on a shipment, the wording of the item of the 
tariff carrying the scrap iron rate from and to the points be. 
tween which the shipment moved may have some bearing on 
the determination of whether the rate may be applied on the 
commodity shipped. See Fargo Iron & Metals Co. vs. N. P. Ry, 
» C. C. 65, and Alaska Junk Co. vs. S. P. Ry. Co., 98 I. C.¢. 

If the item in the applicable tariff describes scrap iron as 
scraps or pieces of iron or steel, having value for remelting 
purposes only, the article must have reached the stage of being 
“scraps or pieces of iron or steel” and, furthermore, it must be 
“of value for remelting purposes only.” In this connection see 
Louis Simon vs. Southern Ry. ‘Co., 102 I. C. C. 325, in which case 
the Commission said: 

Upon this record, the conclusion must be reached that the articles 
shipped were not scraps or pieces of iron or steel, having value for 
remelting purposes only. To come within that tariff description the 
articles must not be shipped in their original form, but must be 
so reduced into fragments, scraps or pieces as to be useless for any 
purpose other than remelting. It is the nature of the article shipped, 
not the price at which it is sold or the use to which it is put, which 
determines whether the rate on scrap iron applies. 

Tariff Interpretation—Joint Through Domestic Rate vs. Combina. 
tion of Domestic and Export Rates 

Minnesota.—Question: Leland’s I. C. C. 1551, Tariff 1-0, car- 
ries a through first class rate from Fox River territory to Laredo, 
Tex., of $3.0914 per cwt. It also carries class rates in item 5190-D 
from several territories to Laredo, Tex., on a reduced basis when 
for export to Mexico. Fox River territory is not included, how 
ever. 

In making a first class rate from Stevens Point, Wis., to 
Laredo, Tex., for export, the question arises as to whether the 
through domestic class rate of $3.0914 must be used, or if the 
rate Stevens Point to Milwaukee of 70 cents in Soo Line I. C. C. 
59.10, plus the export rate of $2.15, Milwaukee to Laredo, Tex. 
making a total of $2.85, may be applied. The rate beyond the 
border is not on file with the Interstate Commerce Commission. 

In view of the fact that shipment is destined beyond Laredo, 
it is my opinion that combination on Milwaukee of $2.85 is ap 
plicable, even though the rate beyond the border is not on file 
with the Interstate Commerce Commission. Will you please 
advise if there are any rulings which would cover this, or what, 
in your opinion, is the proper rate? 

Answer: In Standard Export Lumber Co. vs. A. & M. B 
Co., 74 I. C. C. 721, the Commission held that the through do 
mestic rate and not a combination rate composed of two factors, 
one of which was an export rate, was the applicable rate to be 
applied on the shipment covered by its report in this case. 

The above rule governs except when the domestic rate 1s 
specifically restricted to apply to domestic traffic. 

Limitations—Effect of Danzer Case 

Florida.—Question: During February, 1921, two carloads of 
bridge iron were shipped from Birmingham, Ala., to Coronet, 
Fla. Charges were assessed on basis of the commodity rate of 
24 cents from Birmingham to Jacksonville, Fla., and the clasé 
M rate south of Jacksonville. 

In March, 1921, the auditor of the railroad company issued 4 
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PEORIA is located half-way between Chicago and St. Louis, and, Transfers of traffic at Peoria between the 16-line- 
haul carriers are made within a few hours by the use of the facilities of the Peoria and Pekin Union, instead of 
the much longer period required in some of the larger and congested terminals. 


PEORIA being a rate-breaking point as well as a,terminal point, has a considerable advantage over other cities in 
the mid-west in the matter of freight rates and transportation service. 
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The Cincinnati, Indianapolis & Western R. R. is the short line on traffic routing through Springfield thus avoiding the larger terminals. 

Through St. Louis, Peoria, Chicago and connections it reaches the Southwest, West and Northwestern territories, and is a natural inter- 
mediate line on through traffic between the East and West, North and South. 

The thorough co-ordination existing between the traffic and operating departments coupled with motive power of high class and condition as- 
sures efficient handling of traffic. 

_ FAST FREIGHT schedules are uniformly maintained between Springfield, Decatur, Tuscola, Hume, Metcalf, West Dana, Hillsdale, Brazil, 
Guion, Roachdale, Indianapolis, Rushville, Connersville, Cottage Grove, Hamilton, Cincinnati, and all points on its line and beyond these junctions 
in Central Freight Association and New York, Boston, Albany, Philadelphia, Syracuse, Baltimore, Rochester, Norfolk, Richmond and all East- 
ern, Southern and Southeastern points. 

Fast Freight Service in connection with all Fast Freight Lines Routes. 

For information as to Rates, Routes, Service, etce., address C. I. & W. R. R. Representatives at any of the following points: 


219 Palmer Building, Atlanta, Ga. 730 Central Bldg., Los Angeles, Calif. 980 Arcade Bldg., St. Louis, Mo. 

436 Marquette Bldg., Chicago, Ill. 41 Porter Bldg., Memphis, Tenn. 773 Monadnock Bldg., San Francisco, Calif. 
205 Neave Bldg., Cincinnati, Ohio 605 Metropolitan Life Bldg., Minneapolis, Minn. 4448 White Bldg., Seattle, Wash. 

40 Railway Exchange, Kansas City, Mo. 280 Broadway, New York, N. Y. 330 Reisch Bldg., Springfield, Il. 

606 Kennedy Building, Tulsa, Okla. 620 Park Bldg., Pittsburgh, Pa. 419 Ohio Bldg., Toledo, Ohio 


J. A. SIMMONS, General Traffic Manager, C. I. & W. R. R. Building, Indianapolis, Ind. R. B. Kinkaid, General Freight Agent. 
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correction against the bills raising the revenue to basis of sixth 
class south of Jacksonville because the class M rating had been 
cancelled from the classification exceptions prior to the move- 
ment of the cars. The undercharge bills were not paid until 
June 21, 1922. We filed claim in June, 1923, for refund down 
to a basis of two-thirds sixth class south of Jacksonville which 
was declined under the Wolf case decision of the United States 
Supreme Court. Upon amendment of paragraph 3 of section 16 
of June 7, 1924, we refiled the claim after registering it with 
the Commission, and the railroad company has been kicking it 
around since September, 1924. It now returns the papers to us 
calling attention to the Supreme Court decision in the William 
Danzer case, which we are conversant with. 

We have been in some doubt about the operation of tue 
statute in this and similar cases. The cars were delivered in 
February, 1921, but the actual charges involved were not paid 
until June 21, 1922, when the undercharge bills were paid. If 
the statute runs from the date the charges were finally paid, then 
the charges were not barred at the time of amendment of para- 
graph 3, section 16, on June 7, 1924. 

Will you please let us have your opinion as to our rights 
to collect in the premises, and your suggestion as to what 
should be done? 

Answer: It is not apparent whether the basis of your claim 
is an overcharge or whether you are seeking reparation for the 
difference between the amount collected by the carrier and what 
you consider a reasonable rate. 

However, as under paragraph 3 of section 16 of the act 
the limitation periods prescribed therein, whether the complaint 
relates to an. overcharge or to reparation, runs from the date 
of the delivery of the shipment, your claim, even though based 
upon an overcharge, is, under the construction placed by the 
Commission in its Conference Ruling of August 5, 1925, upon 
the decision in the Danzer case as it relates to subdivision (h) 
of paragraph 8 of section 16, as amended June 7, 1924, barred 
from consideration by the Commission at the present time, for 
the reason that it was not filed within the limitation period of 
two years from the date of the delivery of the shipment, which 
obtained prior to the amendment of paragraph 3 of section 16 
of the Act. 


Damages—Deduction of Trade and Cash Discounts 

Louisiana.—Question: In November, 1925, we checked short 
from the railroad at this station one case of cigarettes. The 
invoice price of these cigarettes is $64.00, less a discount of 
10 per cent. We filed claim for $64.00. 

The transportation company has come back at us stating 
that unless we can produce some document showing that these 
cigarettes were sold at the time shipment was received it will 
be necessary for us to allow them the 10 per cent. We would 
appreciate your advice as to whether or not we can collect 
the full amount of this claim. 


In this connection could you give us the gist of the McCaull- 
Dinsmore case? 


Answer: We are not aware of any decision of the Supreme 
Court, nor, in fact, of any other court decision which passes 
directly upon the question as to whether or not it is proper for 
the carriers to deduce a cash discount in addition to a trade 
discount. A trade discount, in accordance with the definition 
in “Words and Phrases” is a percentage deduction from the 
regular list or catalogue price of goods. A cash discount on 
the other hand, is an allowance made for the payment of a bill 
of goods within a stated period of time. 


In the McCaull-Dinsmore case, the Supreme Court held that 
the measure of damages for a shipment lost or damaged in 
transit is the value of the property at its destination at the 
time of delivery, or at the time it should have been delivered, 
less transportation charges, plus interest from such time. It 
is the intent of the law that the carrier settle for goods lost 
or damaged on the basis of the actual value of the shipment 
at its destination. 


Ifathere is a market value at destination, this value is the 
one to be used in arriving at the liability of the carrier for 
loss or damage to shipments, this being what is known as the 
common-law rule, as referred to in the decision of the Supreme 
Court of the United States in the McCaull-Dinsmore case. Where 
there is no established market at destination, in the event suit 
is filed, the burden is upon the claimant to prove the actual 
or intrinsic value of the goods, what is, the fair and reasonable 
value of the goods. In the voluntary settlement of claims cover- 
ing loss of or injury to goods, which have no estabilshed market 
price, the invoice price of the goods is necessarily used. and 
where used, the invoice price without deduction of the cash 
discount is what the shipper is entitled to, unless the condition 
under which it is made, namely, payment within the stipulated 
period of time, has been fulfilled by the purchaser. This, for the 
reason that an invoice price based upon a cash payment, or a 
payment within thirty days or less is a price separate and dis- 
tinct from one which contemplates the extension of credit for 
a longer period of time, and the carriers should recognize this 
fact in settling claims for loss or damage. On the other hand, 
the trade discount appears to be a proper deduction. 
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Transit—Rate Applicable to Through Movement Where Tariff 
Provides for Highest Rate in Movement 
Texas.—Question: It will be appreciated if you will give us 

the benefit of your opinion, or any ruling of which yoy ma 

know, concerning the following questions, having to do with pred 
ments milled in transit. The governing transit tariff reads 
as follows: 


_ Upon domestic traffic the higher rate in the movement, that ; 
origin to transit point, or origin to destination, or transit point to 
destination in effect on date of shipment from point of origin will 
apply. Furthermore, should the rate on the kind of freight to transit 
point be higher than the rate on the kind of freight from transit 
point, the higher rate will apply. 


Shipment of wheat originates at “A” moves to transit Point 
“B.” After being milled into flour, shipment is forwarded to 
destination “D.” The rate on wheat from “A” to “B” is 57 cents 
and the rate on flour from “A” to “B” is 63 cents. There are 
no through rates from either “A” or “B” to destination “p” 
but the local rate on flour from “A” and “B” to basing point 
“C” is 51 cents and 43 cents respectively, while the local rate 
from “C” to “D” is 20 cents. Under the above quoted transit 
rule, would you consider fhe proper rate applicable as being 71 
cents, 77 cents or 83 cents. 


Shipment of wheat originates at “A,” moves to transit point 
“C,” is there milled into flour and forwarded to destination “p,” 
There are no through rates from “A” to “C” or “D,” charges 
being based on combination of locals, over basing point “B.” 
The following rates are in effect: 


Wheat 
Re Rs OE aa esc eins Saw uice nc ddbkine wen vet neesieecutad 16 a | 
EE RS etree ang d areas scares dlegiaba males w our menial iataea ge wee 20 4 
WH UE SE” ciao qitiatia ecm bredlokcwruleai eal ereGle saleialeie Meimameee 24 28 


Would the rate on a shipment of wheat originating at “A,” 
milled into flour at “C,” destined to “D” be 44 cents or 48 cents? 

Answer: According to your statement the transit tariff here 
involved provides in effect that the highest rate in the move- 
ment, origin to transit point, origin to destination or transit point 
to destination and further the higher rate on the inbound or the 
outbound commodity is to be used on the through movement. 
Therefore, taking example 1, you quote the rates involved— 
origin to transit point 63 cents per 100 pounds on flour, origin 
to destination 51 cents plus 20 cents equals 71 cents flour, transit 
point to destination 43 cents plus 20 cents equals 63 cents (flour). 

The rate origin to destination of 71 cents being the highest, 
is, in our opinion, therefore, applicable. We cannot check the 
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77 cents nor the 83-cent rate you mention from the factors 
given. On example 2, from the factors you cite we have: 


* 
P Origin to transit point—20 cents plus 24 cents equals 44 cents— 
our. 
Origin to destination—20 cents plus 28 cents equals 48 cents— 
ur. 


You do not cite transit point to destination rate, therefore, 
we presume it is not pertinent. The through rate from origin 
to destination point being the higher it is the applicable rate 
as we view it. 

Traffic Interpretation—Commodity Tariff Minimum Takes Pre- 
cedence Over Classification or Exceptions Minimum 
Virginia.—Question: Will you please give me the benefit of 

your opinion regarding the following situation: What is the 

present rate and minimum weight on nitrate of soda, carload 

from A, Va., to B, N. C.? 

By referring to Agent Cottrell’s Virginia Cities Fertilizer 
Tariff No. 6, I. C. C. 390, we find that the rate on fertilizer, 
carload, from A, Va., to B, N. C., is $1.58 per net ton. Cottrell’s 
Tariff is governed by Southern Classification No. 47, exceptions 
No. 4, notes A and 4. Southern Classification. No. 47, page 398, 
shows that nitrate of soda will take sixth class or fertilizer with 
a minimum weight of 40,000 pounds. 

Item 8-B (Supplement No. 15 to Cottrell’s I. C. C. No. 390) 
under the heading “articles taking fertilizer rates” makes refer- 
ence to Delaney’s Exception No. 4, I. C. C. No. 20, note No. 94, 
Section 1. By referring to Note 94, we find that nitrate of soda 
will take fertilizer or ferlitizer material rates when in bags, 
barrels or boxes or in bulk “carload minimum weight 40,000 
pounds.” 

The question that I wish decided is, what is the carload 
minimum rate on nitrate of soda when using the fertilizer rate 
of $1.58 per net ton as published in Cottrell’s I. C. C. No. 390? 

It is contended that Note 94 authorizes the fertilizer rate 
to apply on nitrate of soda only when in quantities of 40,000 
pounds. 

By referring to Tariff Circular 18-A, rule 66 (b) we find that 
the Commission stated “the minimum weight upon which carload 
rate is based is a part of the rate, because the charges on the 
shipment are determined by such minimum weight.” The carriers 
hold out in their tariff that they will transport a minimum car of 
fertilizer from A to B for $23.70. Note 94 holds out to the 
shipper that the carrier will transport a car of nitrate of soda at 
the fertilizer rate of $1.58 per net ton. 

If charges are collected on basis of 40,000 pounds minimum 
it seems to me that the shipper would be paying more than the 
fertilizer rate, and especially so in view of the fact that the 
Commission states in Rule 66 (b) that the minimum weight is 
a part of the rate. 

Your views regarding this situation will be very much appre- 
ciated. I will also thank you to quote any I. C. C. or Supreme 
Court decisions that may have any bearing on this question. 

Answer: There is no question, we believe, as to the amount 
of the rate per ton applicable on a shipment of nitrate of soda, 
carloads from A, Va., to B, N. C., under Cottrell’s I. C. C. 390, 
being $1.58, but only as to what minimum weight is to apply in 
connection therewith. 

We agree with what you say regarding the Classification 
and the Exceptions, both carrying a minimum weight of 40,000 
pounds but at the same time we must not overlook the fact that 
the commodity tariff itself also has something to say in regard 


to the minimum weight. According to the title page of Supple-’ 


ment 15, a minimum carload weight is 30,000 pounds with the 
added provision “except as noted.” No doubi this ‘‘except as 
noted” phrase is the cause of the argument. 

Referring again to the title page of supplement 15, however, 
you will observe that the Classification note states in substance 
that the tariff is governed by the Southern Classification except 
as provided in Item 10 and “where otherwise specifically noted 
in tariff.” 

Coming now to Item 8-B, Supplement 15, we find it reads in 
part as follows: 


Rates applicable | on following articles * * * fertilizer and fertil- 
izer material C. L. * as listed in Section 1 of Note 94 of Agent 
Dulaney’s Dickstein. ‘on 


This provision, as we construe it, has nothing whatsoever to 
do with the minimums applicable but is referred to only for the 
list of the articles which will be carried at the fertilizer rates. 


As between the minimum of 30,000 pounds, as carried in Sup- 
plement 15 and that of 40,000 pounds as carried in the Southern 
Classification, the application of the Southern Classification 
basis in lieu of the commodity tariff provision can, we believe, 
be easily removed in accordance with Rule 7-A of tariff circular 
18-A. In accordance with this rule the naming of a commodity 
rate takes such article or traffic out of the Classification and out 
of the class rates consequently as the tariff specifies its own 
minimum, that minimum controls whether higher or lower than 
the Classification. The same wouli be true if the Exception 
sheet was involved. The Classification note itself provides that 
it applies only where not otherwise specifically noted in tariff. 
As it is noted otherwise the Classification is removed. See also 
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the case of Western Trunk Line Increase, 43 I. C. C. 481 at 489, 
as to the principle that a commodity rate removes that article 
from the Classification. 

It might be argued that the “except as noted” phrase fol- 
lowing the 30,000 minimum as carried in the rate tariff has the 
effect of bringing into play the Classification or the Exceptions 
minimum, but if this be true the minimum carried on the rate 
tariff would be absolutely meaningless, for by referring to both 
the exceptions and the Classification proper, you would be able 
to secure a minimum weight for any of the articles carried in 
the fertilizer list. As we construe this exception it has reference 
only to the rate tariff itself, in other words, the minimum weight 
is 30,000 pounds on all fertilizer materials as carried in the 
commodity tariff with the exceptions of those miscellaneous 
commodity rates carried in the back of the tariff naming their 
own minimums. 

The gist of the situation is that we agree with your opinion 
that a rate and its minimum are inseparable and it follows 
that the minimum weight on the one in question is, in our 
opinion, 30,000 pounds. See Timmons vs. B. C. & A. Railway, 55 
I. C. 'C. 495 and Roylance Co. vs. D. & R. G., 48 I. C. C. 429. 


Demurrage—Embargoes—Effect of 


South Carolina—Question: As briefly as a statement of 
facts will permit I submit for your advice a matter involving the 
Florida embargo situation. 

During September, 1925, we accepted, subject to our ability 
to ship, an order from a Florida customer who advised that 
permits were being issued by the destination carrier. The 
permits did not arrive and while under the impression that the 
embargo had been temporarily lifted we tendered carrier “A” 
two cars which were accepted without any reservation as to 
being subject to delay. Shortly after the cars were accepted 
by this initial carrier it advised that they were being held 
pending ability of carrier “B” to accept. Subsequently the cars 
arrived at destination about the middle of November but con- 
signee alleged unreasonable delay and would not accept the 
goods. The cars went on demurrage and finally were placed in 
public storage for our account and it was necessary for us to 
send a man to make the best disposition possible. Due to 
accrued demurrage the result was a healthy loss to us and now 
we are seeking redress from some source. 

Under such circumstances aren’t the carriers liable for 
damage because they accepted the shipments in face of an 
embargo which was a holding out to us that the shipments would 
be accorded reasonable dispatch? Further, if the above case can 
properly be considered a “special damage claim” it is our under- 
standing that recourse must be gotten through the courts, inas- 
much as the Commission will not assume jurisdiction over such 
matters. 

Answer: The Commission has held that where a carrier 
accepts as a switching line, a shipment consigned to an em- 
bargoed point, it is the duty of the consignor to abate the 
demurrage by unloading the car within the free time or by billing 
it to an unembargoed point, upon receipt of advice from the 
carrier that the car cannot move in accordance with the instruc- 
tions furnished by him. The above has reference to a shipment 
which is tendered to a switching line for delivery to a road haul 
carrier, which latter line refuses to accept the shipment when 
offered to it by switching line and with respect to which the 
shipper made no inquiry at the time of loading the shipment 
as to whether or not an embargo existed. See Cleveland Cooper- 
age Co. vs. Director-General, 57 I. C. C. 4238. 

See also in this contention, Lafayette Box Board and Paper 
Co. vs. Director-General, 59 I. C. C. 105; Kaw Boiler Works 
Company vs. Director-General, 83 I. C. C. 339, and John Half- 
penny vs. Director-General, 58 I. C. C. 268. 

In the latter case the shipper had inquired as to whether 
an embargo was in effect and was informed that there was no 
embargo. He loaded the car for which the carrier issued a bill 
of lading, the Commission holding that demurrage charges 
assessed for the detention at point of origin were illegally 
assessed. 


The Commission has also held that demurrage charges col- 
lected on a shipment accepted by the carrier for delivery at an 
embargoed point, the embargo being in effect at the time of 
the acceptance of the shipment by the carrier, are illegal.. See 
Parkersburg Rig & Reel Co. vs. Director-General, 78 I. C. C. 299; 
also Empire Lumber Co. vs. Director-General, 88 I. C. C. 424. 


The above has reference to such damages as resulted from 
the violation of the Interstate Commerce Act, namely, demurrage 
and storage charges, which violation consisted of the acceptance 
of a shipment for transportation to a point against which an 
embargo was in effect at the time the goods were tendered 
to the carrier for transportation and, as we understand, a bill 
of lading issued therefor, calling for transportation to the em- 
bargoed destination. 


Where goods are tendered to a carrier for transportation 
it is bound to advise the shipper as to any cause likely to delay 
transportation, which cause is within its knowledge, or within 
its fair and reasonable means of knowledge, and not within the 
knowledge of the shipper; and, if it fails in its duty in this 
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respect, a delay in the transportation of the goods will not 
be excused, and that too irrespective of the nature of the cause 

Damages resulting from delay in transit due to an embargo 
as to the existence of which the carrier does not advise the 
shipper at the time it accepts goods for transportation, mugt 
be sought in an action in court and not before the Commission 

Tariff Interpretation—Rule 5 7 

Texas.—Question: Referring to provisions of Rule 5, Cop. 
solidated Freight Classification No. 4. 

An article in carload when prepared for shipment in ar. 
cordance with Classification requirements takes class “A” rate. 
Under Rule 5 when not so prepared this article takes the next 
class higher or greater which would be 5th class, and which 
rate is cheaper than class “A” rate. 

Under this application the apparent intent of the rule would 
be defeated, but viewing the rule as it reads, “class” or “classes” 
higher (not rates), would it be legal to apply 5th class rate, ang 
if not, what disposition in the progression of classes up the 
class scale should be made of 5th class? 

Suppose the articles under this rule should take two or 
three classes higher, greater than class “A,” or class “B,” what 
disposition, if any, should be made of 5th class? 

May 5th class be transposed or skipped in determining two 
or three classes higher than class “A”; if so, should it be set 
aside in determining one class higher than class “A’’? 

At the present time, can the term “class” or “classes” ag 
used in the rule be legally construed to mean “rate” or “rates”? 
If so, would it not be proper for Rule 5 to read “class rates 
higher” instead of “classes higher?’ Please cite authorities, 
if any. 

Answer: We cannot locate any case in which the point you 
raise has been at issue. In such cases as have been before the 
Commission involving the provisions of this rule, it has appar- 
ently been the view that no doubt existed as to the rule provid- 
ing for a higher rating on an article not packed or shipped in 
accordance with the specifications of the tariff or classification 
than when so packed or shipped. Waddell-Show Case & Cabinet 
Co. vs. M. C. R. R. Co., 22 I. C. C. 106; Bishop-Babcock-Becker 
Co. vs. N. Y. C. R. R. Co., 45 I. C. C. 141; Consolidated Classifica- 
tion Case, 45 I. C. C. 1, 14; W. P. Fuller & Co. vs. So. Pac. 
Company, 93 I. C. C. 154; Omaha Cold Storage Company vs. 
Chicago & Northwestern Ry. Co., 98 I. C. C. 487. 

The purpose of the rule is clearly to penalize the shipper for 
his failure to pack his shipment in accordance with the packing 
or shipping requirements of the tariff or classification and the 
use of the word “greater’ in parenthesis following the word 
“higher” seems to accomplish the purpose intended, namely, 
that of imposing a higher rate when the article is not packed 
or shipped as required by the applicable tariff or classification, 
than when so packed or shipped. 

Apparently you have arrived at the conclusion that 5th class 
is higher than Class A upon the assumption that reading from 
right to left 5th class is a higher class than Class A solely by 
reason of its position in the tariff, and disassociated from the 
rate as to which the numbers or names classes may be termed 
the numerators. 

Routing and Misrouting—Carrier’s Routing in Bill of Lading 

Accepted by Shipper Under Protest 

Iinois.—Question: Will you kindly give us your opinion 
on the following: 

Consignor at A, Iowa, places order with carrier for car to 
load soya beans to B, IIl., ten days prior to date car is wanted. 
Carrier’s agent is advised that routing is to be X R. R., Y KR. R. 

When consignor presents bill of lading to the agent of X 
R. R. routing is shown in this manner in the proper space, but 
the carrier’s agent insists upon inserting the junction point “C” 
before he will allow the bill of lading to leave his possession, 
although this junction point is inserted after the consignor had 
signed it. The proper routing is via junction point “D.” The 
rate via junction point “C” is 47% cents, and via junction point 
“R” 24 cents. 

In this case, in contrast to some decisions of the Commis- 
sion, and the courts the carrier’s agent insisted upon inserting 
the erroneous junction point. Must the consignor be responsible 
for the misrouting? If the law as it now reads permits the 
carriers to take advantage of a situation such as this obviously 
there is no reason why an over zealous representative could not 
materially increase the revenues of the carriers by inserting the 
wrong routing on the bill of lading, insisting that he would not 
accept the billing unless this was done. 

Answer: Where the shipper specifies in the bill of lading 
the lines which form the route from point of origin to the 
destination point shown in the bill of lading, it is the duty of 
the carrier to forward the shipmexrt via the junctions between 
such carriers which will afford the shipper the benefit of the 
cheapest rate. See Nestles Food Co. vs. Director-General, 89 
I. C. C. 340. 

In the instant case such a bill of lading having been ten- 
dered to the initial carrier the insistence upon the carrier’s 
agent of placing the junction point “C” in the bill of lading after 
the execution thereof by the carrier and the signing of the 
bill of lading by the shipper, as a condition precedent to the 
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delivery of the bill of lading to the shipper, is a factor which, 
in our opinion, entitled the shipper to the cheapest rate from 
the point of origin to destination, namely, that via junction “D.” 
See, in this connection, Sparr Fruit Co. vs. R.G. E. P. & S. F., 
60 I. C. C. 455;Elk Tanning Co. vs. Erie R. R. Co., 78 I. C. C. 452 
and Stephens & Gerrard vs. Montpelier & Wells River Railroad 
Co., Unreported Opinion No. 993. 


FAIRFAX EXPLAINS MISQUOTATION 


In reply to a letter received from A. G. Patterson, chairman 
of the Alabama Public Service Commission and of the National 
Association of Railroad and Utilities Commissioners (see Traffic 
World, January 16, p. 140), in which Mr. Patterson protested 
against alleged statements made by Fairfax Harrison, president 
of the Southern Railway, Mr. Harrison has written the following 
letter to the commissioner: 


I have your letter referring to a speech I made last month be- 
fore the Rotary Club in Mobile. 

The success of the Southern in recent years has not caused me to 
go insane; on the contrary, it has humbled me, as I had occasion to 
observe to our officers only the other day, for I realize that that 
success is due to our fortunes falling in the era of the south’s long 
delayed prosperity. 

As it happens, what I said at Mobile was not new. I have said 
the same thing in public several times elsewhere; but never be- 
fore has any such interpretation been put upon it as that of the 
Mobile Register. Moreover, I do not believe that any member of 
the Mobile Rotary Club who heard me left with any such impression 
of my “attitude,’’ if I may judge from the sympathetic observations 
made by several who spoke to me afterwards. In this situation, 
I thought (and still think) I recorded a comprehensive and sufficient 
denial in the premises in my letter of December 7th to the editor of 
the Mobile Register, which you say you saw, of which a copy is 
herewith enclosed. 

Neither the Southern nor I have ever taken any part in the 
politics of Alabama, and I do not intend that either of us shall now 
make a beginning in that direction, as your letter is apparently an 
invitation that we should; but, in order to keep the record straight, 
permit me now to say to you specifically, supplementing what 
have already said to the Mobile Register, that I never made the 
remark attributed to me about ‘‘some railroad Commissioners;”’ in- 
deed, I did not refer to railroad Commissioners at all. My remark 
about the ‘‘thief in the yard,’ as it appears in the notes I prepared 
for my speech, was commonplace enough, being as follows: 

“The railroad is never forgotten. Everyone who wants money, 
from the highest to the lowest, the legislator planning taxes, the 
charity promoter, the city builder, the personal injury lawyer, down 
the scale to and including the mere thief in the yard, makes his 
demands on a railroad.’’ 

May I add that I have only respect for the Alabama Public Serv- 
ice Commission and its members. I recognize that the problems of 
such an agency of government are close akin to those of a railroad 
management, and I cordially endorse your statement that the South- 
ern has been shown every proper consideration by the Alabama Com- 
mission; indeed, I have several times had occasion to point to the Ala- 
bama Commission as one which, while always alert in the interest of 
the public, could appreciate the difficulties in which a railroad man- 
agement is sometimes placed by demands which it cannot justify. 


The letter to the Mobile Register, mentioned above, was as 
follows: 


I am sure you do nat want to do me an injustice. Your comment 
of December 5th on what I said in Mobile last week does not ex- 
press my attitude towards the regulation of railroads by public au- 
thority. Although I believe and said that regulation has been carried 
further into detail than is necessary in the interest of the public, my 
remark was a sequel to a proud boast that railroad officers are 
today the most law abiding class of the community. Nor did I protest 
against the regulation of railroads by public opinion (which I have 
always loyally accepted because in the United States public opinion is 
the ultima ratio regis) but against the masquerade as ‘public opin- 
ion” of private special interests which seek to secure selfish ends at 
the expense of railroads. 


NON-COOPERATION CHARGED 


The Traffic World New York Bureau 


Problems confronting fhe New York Port Authority in carry- 
ing out its plans for unification and improvement of harbor 
facilities were discussed at a meeting of the Associated Civic 
Clubs of New York, at a meeting, this week, at the Hotel 
Pennsylvania. The outstanding feature of the session was a 
statement by Julian Gregory, chairman of the Port Authority, 
denouncing the railroads for their failure to cooperate in develop- 
ing these plans. 

Mr. Gregory said that he stated, without hesitancy, that 
some of the railroads were adverse to cooperating with the 
Port Authority, although it was the desire of the Port Authority 
to cooperate with the carriers and as far as able to be of 
assistance to them as well as to the public. 

Mr. Gregory reviewed the proceedings of the State of New 
Jersey instituted before the Interstate Commerce Commission 
in 1915, to obtain a diffrential freight rate, as against that en- 
joyed by New York City, and pointed out that this action had 
given birth to the Port Authority and had resulted in the cre- 
ation of the Port District. The speaker also quoted the findings 
of the Interstate Commerce Commission declaring that a reform 
in freight handling methods in New York harbor was imperative 
and that the railroads should combine their terminal facilities, 
subordinating selfish interests to the public interest. He added: 


It is eight years since the Commission gave this warning to 
the railroads, and yet since that time there is not one instance, 
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so far as I know, where the railroads have submitted any pl 
to the Port Authority or the Interstate Commerce Co an 


: A : Mmissj 
toward cooperating with each other in reducing the cost of hae 
dling freight or improving terminal facilities, except as the result 


of actual or threatened compulsion on the part of the py 
Authority, or the Interstate Commerce Commission. It must * 
quite apparent to anyone who has beén following the problem 
in this district, that the railroads are as adverse to cooperating 
with each other in the interest of the shippers in and aroung 
New York City, as two manufacturers are to giving each other 
the names of their customers, and that some of the roads do not 
intend to cooperate with the public through the agency createg 
by the legislatures of the two states for that Purpose—the 
Port Authority. 


LAKE CARGO COAL CASE 
The Traffic World Washington Bureny 


The Pittsburgh Chamber of Commerce, an intervener, in No, 
15007, Lake Cargo Coal Rates, 1925, the formal docket title of 
which is, Pittsburgh Coal Producers’ Association vs. Ashland 
Coal & Iron Railway Company et al., has asked for reargument 
and reconsideration in that case. The petition reviews the rate 
situation from the time of the Boileau case, 22 I. C. C. 640, to 
the dismissal of the complaint in which it asks for further pro. 
ceedings. 

The petition says that since 1917 the rate of 78 cents, which 
the Commission in that year admitted was “high,” has been ip- 
creased 112.8 per cent. In the same period, particularly from 
southern West Virginia and eastern Kentucky, the rates have 
been increased, the petition says, to a much smaller extent, 
Contemporaneously, it says, the rates on bulk commodities have 
been increased 80.4 per cent, and class rates about 90 per cent 
in the same territory. 

Since these rates were first before the Commission in 1912, 
the Chamaber said, Pittsburgh’s participation in the lake cargo 
coal trade had shown a definite and constant decline. In 1913, 
the first full season after the establishment of the rates fixed 
in the Boileau case, Pittsburgh’s lake cargo business amounted 
to more than 12,000,000 tons. In 1921, it was slightly over 6,000, 
000 and in 1924 and 1925, it fell so low that Pittsburgh was hardly 
considered a factor in the lake cargo coal market. 

Notwithstanding the record of the years since 1912, the re- 
port in this proceeding denying relief to the Pittsburgh district, 
the petition said, relied upon the probability that the southern 
districts would be unable to compete in the lake markets under 
a readjustment of rates and the effect upon the business of social 
life of West Virginia and Kentucky districts, that would be pro- 
duced by the diversion of lake cargo coal from them. 

“All this, of course,’ continues the petition, “gives no con- 
sideration to the deplorable effects which have already been 
suffered by the Pittsburgh district in its business and social 
life on account of the diversion of this lake cargo coal traffic 
from Pittsburgh to the southern districts. The lake cargo ton- 
nage of the Pittsburgh district, prior to 1913, amounted to about 
17 per cent of the total of the production of the district. In 
recent years it has been less than 10 per cent. If it were pos- 
sible to show the figures for the year 1925, it is doubtful whether 
the lake cargo coal tonnage would exceed 5 per cent of the total 
tonnage of the Pittsburgh district. It should be remembered 
that during this same period the total production of the district 
was seriously diminished. 


UNIFIED PASSENGER SERVICE 


The Traffic World Washington Bureau 


The Northern Pacific and the Minneapolis, St. Paul & Ste. 
S. Marie have applied to the Commission for authority to estab- 
lish joint passenger train service between Duluth, Superior, St. 
Paul and Minneapolis, and to divide the earnings from such joint 
service. The applicants said their: present passenger train serv- 
ice resulted in unnecessary and wasteful operation and an ex- 
cessive amount of train-miles and car-miles, without adequate 
return. Each operates two passenger trains each way between 
Duluth and Superior, called by them “Head of the Lakes,” and 
the Twin Cities. In addition to that service, they said, the Great 
Northern also furnished service between the same points. 

Motor bus competition, present and prospective, is one of 
reasons assigned for the desire to unify passenger service and 
reduce expenses. The applicants said that the Northland Trans- 
portation Company was also engaged in passenger transportation 
between the Head of the Lakes and the Twin Cities. Increased 
competition from the bus line, they said, would come from the 
completion, by the state of Minnesota, of a modern hard-surface 
highway from Duluth to the Twin Cities. They said that that 
increased competition would still further diminish their revenue, 
but that, if they were permitted to rearrange their passenger 
train service and to divide their earnings and the savings there- 
from, they would be able to furnish better service without undue 
restraint of competition and at the same time avoid the waste 
incident to the present service and the excessive and extrava- 
gant costs of unnecessary duplication incident to granting the 
fast through service now demanded by the public. They propose 
to discontinue Soo Line trains Nos. 64 and 65. 
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YOU MEN 


who are tired 


of the usual convention places 


ERE is a different, better, much 
more interesting and enjoyable 
convention site—famous French Lick 
Springs Hotel, the home of Pluto 
Water, known the world over as 
America’s premier health and recre- 
ation resort. A less expensive place, 
= | too—meals and room are included 
in the moderate rate you pay at 
French Lick Springs; and you avoid the heavy 
theatre, restaurant, taxicab and other entertain- 
ment bills that other convention sites require of 
you. Doesn’t that picture the sort of place your 
organization would do well to choose next time? 





There is renewed health for you here in she 
bubbling natural waters of the Pluto, Bowles and 
Proserpine Springs. Severe winter is unknown in 
this semi-southern Cumberland foothills region. 
Golf is played on the two 18-hole French Lick 
Springs Hotel courses long after weather stops all 
thought of golf elsewhere. And this superb, per- 
fectly appointed and equipped 
metropolitan hotel affords other | 
diversions in abundance. 


Ready now, too, is the large new 
wing containing, among other 
features,a well-ventilated daylight 
ground floor convention audito- 
tium flexibly arranged so that 
meetings of any size from 50 to 
1500 persons can be held with- 
out leaving the hotel. 


Everyone intends to visit French Lick Springs 
some day. Your next convention is your: oppor- 
tunity to do so. Write now for illustrated book- 
let with detailed convention information. 
Address Convention Secretary, French Lick 
Springs Hotel Co., French Lick, Indiana. 


“Home of Pluto Water” 


FRENCH LICK SPRINGS HOTEL 
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There he stands! 





Checking cargo loaded on 
The S.S.“Commercial Trader.” 


One of several inspectors alive to every 
detail in the movement of cargo, inbound 
or outbound. 


Under his capable supervision, cargoes 
move with certainty and dispatch to and 
from the Wilmington Marine Terminal to 
destination. 


Avoiding re-handling—shipping by short- 
est route — taking the responsibility for 
cutting cost wherever possible. 


It is this efficient force that has earned 
for Wilmington the slogan of “The Port 
of Personal Service.” 





Direct loading from ship to freight 
car saves handling cost and 
makes for speed. 


Just try us and see what we will do for you. 


Charles H. Gant, Manager, 
WILMINGTON MARINE TERMINAL, 
Wilmington, Delaware. 


WILMINGTON 


on the Delaware 
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Digest of New Complaints 


No. 17762, Sub. No. 1. Caruso Rinella Battaglia Co., Inc., Schenectady, 
N. Y., vs. Norfolk Southern et al. 

Unjust, unreasonable and unduly prejudicial rates and charges 
on potatoes from Creeds, Fentress, Va., and Elizabeth City, N. C., 
be Troy and Albany, N. Y. Asks for reasonable rates and repara- 
tion. 

No. Vo Milne Lumber Co., St. Louis, Mo., vs. Michigan Central 
et al. 

Alleges charges on lumber from Linville, La., to Marine, IIl., 
reconsigned to Detroit. Asks for reparation. 

No. — Hyman-Michaels Co., Chicago, Ill., vs. J. C. Davis, 
agent. 

Unjust, unreasonable, unjustly discriminatory, unduly preferen- 
tial or prejudicial charges on scrap steel rails from points’on the 
Chicago & Alton to Chicago, between Oct. 4 and 15, 1919, ship- 
ments being destined to Chicago Heights. Asks for reparation. 

No. 17817. Chicago Gravel Co. et al., Chicago, Ill., vs. Santa Fe et al. 

Alleges violations of sections 1, 3 and 6 of the act, in connec- 
tion with the transportation of sand, gravel, crushed stone, 
crushed stone screenings, and/or slag, from producing points in 
Illinois, Indiana, Michigan and Wisconsin, to destinations in the 
northwestern part of Indiana, the northern part of Illinois, the 
eastern part of Iowa, and the southern part of Wisconsin. Asks 
rates for the future, waiver of collection of undercharges, and 
reparation. 

No. 17818, Wm. Fraser, Jr., Inc., Memphis, Tenn., vs. B. & O. et al. 

Alleges unlawful charges on shipments of cotton linters from 
Cooper, Tex., to Pittsburgh, reconsigned to Newburgh, 

Asks for reparation. 

No. 17819. J. T. Fargason Grocery Co., Brinkley, Ark., vs. St. Louis- 
Southwestern et al. 

Rates and charges on sugar from Napoleonville, La., to Brink- 
ley, Ark., in 1922, alleged to be unreasonable and in violation of 
the long-and-short haul part of section 4, also in violation of the 
sixth section. Asks for reparation. 

No. 17820. Traffic Bureau, Chamber of Commerce, Lynchburg, Va., 
vs. Norfolk & Western et al. 

Unreasonable, unjustly discriminatory and unduly prejudicial 
rate on lumber from Fulton, Ala., to Rocky Mount, Va., the rate 
being alleged to unduly prefer Roanoke and Martinsville, as well 
as in violation of the fourth section. Asks for just and reasonable 
rates and reparation. 

No. 17821. Traffic Bureau, Chamber of Commerce, Lynchburg, Va., 
vs. Norfolk & Western et al. 

Unjust, unreasonable, and unduly preferential rate on lumber 
from Elizabeth City, N. C., to Brookneal, Va. Asks for reasonable 
rates, and reparation. 

No. 17822. River Raisin Paper Co., Monroe, Mich., vs. Chicago, Bur- 
lington & Quincy et al. 

Unjust, unreasonable and excessive rates on sand from Ottawa, 
Tll., to Monroe. Asks for rate not higher than $2 per net ton, and 
reparation of $10,000. 

No. 17823. Kansas City Structural Steel Co. Kansas City, 
Kans., vs. A. & V. et al. 

Rates and charges on iron and steel articles from St. Louis, 
East St. Louis, South Chicago, Granite City, Indiana Harbor, 
Gary, Steubenville, Youngstown, Wheeling, Pittsburgh, Kansas 
City, Mo., and other points, to points in Oklahoma and Texas, 
when fabricated at Kansas City, Mo., or Kansas City, Kans., in 
violation of the first three sections of the act. Asks rates for 
the future, and reparation. 

No. 17824. Lumberton Broom and Mop Handle Factory et al., Lum- 
berton, Miss., vs. A. C. & Y. et al. 

Rates and charges in violation of sections 1, 2, 3 and 6 of the 
act, on curtain poles, mop or broom handles, etc., from Lumber- 
ton, Miss., to various interstate destinations, because in excess 
of lumber rates. Asks rates for the future, and reparation. 

No. 17825. Tuffli Bros. Pig Iron and Coke Co., St. Louis, Mo., vs. 
Western Maryland et al. 

Illegal charges on smithing coal from points in Pennsylvania 
and West Virginia to Cardin, Okla. Asks reparation. 

No. 17826. Gay, Sullivan and Co., Inc., New Orleans, La., vs. Ala- 
bama Great Southern et al. 

Rates in violation of the first four sections of the act, on 
cowpeas from South Carolina points to New Orleans. Asks rates 
for the future, and reparation. 

No. 17827. Pensacola Chamber of Commerce, 
Louisville & Nashville and U. S. 
Warrior Service. 

Unjust and unreasonable rates, rail and rail-and-water, from 
New Orleans to Pensacola. Asks for just and reasonable rates. 
No. yg F. W. Kassebaum & Son, Aurora, Ind., vs. New Haven 

e 


Unlawful charges on granite from Quincy Adams, Mass., to 
Aurora, Ind. Asks reparation. 

No. 17826, Sub. No. 1. Chris Reuter, New Orleans, La., vs. Alabama 
Great Southern et al. 

Unjust and unreasonable, unjustly discriminatory, unduly pref- 
erential or prejudicial, and in violation of the long-and-short-haul 
part of the fourth section, rates on cow peas from Copes, Ellen- 
ton, Sumter and Wedgefield, S. Car., to New Orleans. Asks for 
just and reasonable rates, and reparation. 

No. 17829. Traffic Bureau, Chamber of Commerce, Lynchburg, Va., 
vs. Georgia Railroad et al. 

Unreasonable and illegal rates and charges on lumber from 
Milledgeville, Ga., to Arlington, Md. Asks cease and desist order, 
and reparation. 

No. 17830. American Enameled Brick and Tile Co. et al., South 
River, N. J., vs. Central of New Jersey et al. 

Unreasonable and preferential rates on anthracite coal from 
Pennsylvania fields to points in New Jersey. Asks rates for the 
future, and reparation. 

No. 17831. Wool Growers Commission Co., Inc., Iil., 
Colorado & Southern et al. 

Unreasonable rates and charges on sheep in double-deck car- 
loads from points in Colorado to Chicago. Asks rates for the 
future, and reparation. 

No. 17832. W. E. Goff, Seneca, Mo., vs. St. Louis-San Francisco et al. 

Rates in violation of section 6 of the act, on wooden ties from 
Seneca, Mo., to Picher, Okla. Asks reparation. 

No. 17833. Jonesville Milling Co., Jonesville, Mich., vs. Ann Arbor 


et al. Unreasonable, discriminatory and prejudicial charges on 
wheat from Hamburg and Vernon, Mich., to Jonesville, Mich., 


as 


et al., 


Pensacola, Fla., 
War Department- 


vs. 
ississippi- 


Chicago, vs. 
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milled there and reforwarded to Chicago. Asks rates for 
future, and reparation. the 

No. _— The Public Service Company, York, Neb., vs. Santa Fe 
et al. 

Excessive, unjust and unreasonable rates on gas oil fro 
in Oklahoma and Kansas to York. Asks for reasonable r 
reparation. 

No. 17835. E. Z. Opener Bag Co., Braithwaite, La., vs. Pear Ri 
Valley et al. Rates and charges in violation of section 1 on ed 
wood from Twin and Crosby, Miss., to Braithwaite, La. pes 

N 7836 tant Speiden & Co., Inc., New York Ci 

o. 17836. Innis, Speiden o., Inc., New Yor ty vs. N 
Ontario & Western et al. ew York, 
Rates in violation of sections 3 and 4 of the act, on mix 
powder from East Branch, N. Y., to New York City, Pier 93 
North River, said shipments originating at Andes, N. Asks 
reparation. “ 

No. 17837. City of Oswego, N. Y., vs. B. & O. et al. 

Export and domestic ex-lake rates on grain and 


™M Points 
ates, and 


srain products 


from Oswego, N. Y., to ports of Boston, New York and Phila- —= 
delphia, in violation of sections 1, 3 and 15 of the act. Ask: 
rates for the future. “ 


No. 17838. American Linseed Co., New York City, vs. Chicago Mil- 
waukee & St. Paul, and its receivers. = 

Against a rate of 12% cents on linseed oil from Chicago to yj). 
waukee, as unjust and unreasonable and unduly prejudicia] to the 
extent that it exceeds the contemporaneous rate from Milwaukee 
to Chicago. Asks for reasonable rates, and reparation. 

No. 17839. Alamo Packing Co. et al., Los Angeles, Calif., vs. South. 
ern Pacific et al. 

Unjust, unreasonable and discriminatory charges on shipments 
from points in the Imperial Valley, Calif., of cantaloupes to 
various destinations; also alleged to be in disregard of the sixth 
section. Ask for reparation. 

No. 17840. The Ceramic Traffic Association, Trenton, N. J., vs. Penn- 
sylvania et al. Z 

Unjust, unreasonable and unduly prejudicial rates on imported 
china clay and ball clay from Philadelphia to Natawan, Keyport 
Perth Amboy, Old Bridge, Washington, New Brunswick, French. 
town, Bordentown, Trenton and Camden, N. J. Asks for just, 
reasonable and nonprejudicial rates, and reparation. 

No. 17841. Louis Cohen & Son, Mauch Chunk, Pa., vs. Pennsylvania, 

Unjust and unreasonable rates on scrap iron from Buttonwood, 
Pa., to Burnham, Pa., reconsigned to Cumberland, Md. Asks for 
just and reasonable rates, and reparation. 

No. 17842, The Kansas City, Kaw Valley & Western, and Harry ¢, 
Jobes, receiver, vs. Kansas City Southern et al. 

Unjust and unreasonable charges in connection with the transfer 
of cars between the complainant and the defendants. Asks for 
reasonable rates and charges, and reparation. 

No. ke The Vulcan Detinning Co., Jersey City, N. J., vs. B. & 0 
et al. 

Unjust and unreasonable rates on tin plate scrap from Balti- 
more to Sewaren, N. J. Asks for just and reasonable rates, and 
reparation. 

No, ours 4 ‘eer Drawing Co., Dallas, Tex., vs. New York Cen- 
ral et al. 

Unjust and unreasonable rate on a carload of paste from Co- 
lumbus, O., to Dallas, Tex. Asks for reparation. 

No. ~— Mine and Mill Supply Co., Lakeland, Fla., vs. A. Cc. L 
et al. 

Unjust, unreasonable, unjustly discriminatory, unduly prejudicial 
and preferential class and commodity rates to and from Mulberry, 
Fla. Asks for just and reasonable rates, and reparation. 

No. 17846. The Thomas Traffic Co., Los Angeles, Cal., vs. Pacific 
Electric et al. 

Unjust, unreasonable, and unjustly discriminatory rates on re- 
turned empty wire steel reels, L. C. L., from Torrance, Cal., to 
Niles, Mich. Asks for just, reasonable and nondiscriminatory 
rates, and reparation. 

17847. Geo. B. Hubert and F. J. Klassen, doing business as the 
California Table Fruit Co., Fresno, Calif., vs. Santa Fe et al. 

Illegal, unjust and unreasonable rates, in violation of_sections 
1 and 4, on carloads of grapes from Reedley, Calif., to Scranton, 
Pa., and Croxton, N. J., in August and September, 1923. Ask for 
reparation. : 
No. 17848. The Red Star Milling Co., Wichita, Kans., vs. Kansas City, 

Mexico & Orient et al. 

Unlawful rates and charges on grain, due to demand for al- 
leged undercharges for transit, from and to various destinations. 
Asks for reparation. . 

No. 17849. Bangor & Aroostook Railroad Co. vs. American Railway 
Association et al. 

Unjust, unreasonable and arbitrary rules and practices of the 
mechanical division of the American Railway Association in re- 
spect of compensation to be paid and settlements to be made for 
the use of cars destroyed on the line of a railroad not the owner 
of such cars. Asks for reasonable rules, regulations and practices 
to be made retroactive to Oct. 30, 1922, when protest and complaint 
was made to the American Railway Association in respect of 
treatment under those rules accorded cars owned by complainant. 


No. 17850. North Texas Petroleum Traffic Bureau, Fort Worth, Tex., 
vs. Abilene & Southern et al. 

Excessive, unjust and unreasonable rates for export and_coast- 
wise movement of petroleum and petroleum products from Wichita 
Falls, Iowa Park, Burkburnett, Fort Worth, Dallas, and all other 
refining and shipping points in North Central Texas now taking 4 
rate of 20% cents to New Orleans and sub-ports destined for 
export or coastwise movement to New Orleans and Galveston and 
points taking the same rates, by reason of there being no priv- 
ilege of mixing or blending in transit. Asks for just and rea- 
sonable rates. 

17851. West Coast Lumbermen’s Assoc., Seattle, Wash., VS. 
Cc. M. & St. P. et al. 

Charges on forest products in violation of the first three 
sections of the act, from coast points on the C. M. & St. P., G. N., 
and S. P. & S., to points on the Soo Line west of Duluth and 
Cardigan Junction, Minn. Asks rates for the future. 

No. YY @ Valley Ranch Co., Phoenix, Ariz., vs. Arizona Eastern 
et al. 

Rates and/or charges in violation of section 1 of the act, on 
cottonseed oil from Phcenix, Ariz., to Los Angeles, South San 
Francisco, San Francisco, Seattle and Portland. Asks rates for 
the future, and reparation. 

No. 17853. Hyman-Michaels Co., Chicago, Ill., vs. A. C. L. et al. 

Rates and/or charges in violation of sections 1 and 3 of the act, 
on rosin waste from Pig Point, Va., to Schenectady, N. Y. Asks 
rates for the future, and waiver of collection of undercharges. 

No. 17854. Iola Cement Mills Traffic Assoc. et al., Kansas City, Mo. 
vs. Santa Fe et al. 

Rates in violation of sections 1, 3, 4 and 13 of the act on cement 
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from Chanute, Fredonia, Humboldt, Mildred, Kans., and Dewey, 
Okla., via interstate routes, to destinations in Missouri. Asks 
rates for the future. 

17855. Western Bridge & Construction Co., Omaha, Neb., vs. 
B. & O. et al. 

Rates and charges in violation of sections 1, 4 and 6 of the act, 
on bridge or structural iron from Vincennes, Ind., to McIntosh, 
S. D. Asks reparation. 

No. 17856.. Inland Steel Co., Chicago, Ill., vs. C. & O. et al. 

Rate in violation of sections 1 and 6 of the act, on angles, chan- 
nels and beams from Indiana Harbor, Ind., to Indianapolis, Ind. 
Asks reparation. 

No. 17857. Gadsden County Truck Growers’ Association, Quincy, Fla., 
vs. Aberdeen and Rockfisb et al. 

Unjust, unreasonable and unjustly discriminatory rates on fresh 
vegetables from Gadsden county, Fla., to all points in the United 
States and Canada. Asks for just, reasonable and non-discrim- 
inatory rates, and reparation. 

17858. Southern Pine Association et al., New Orleans, La., vs. 
Alabama & Vicksburg et al. 

Unreasonable and illegal rates and charges on lumber from 
southern points to various destinations by reason of the alleged 
misrouting instead of dispatch over the routes making the lowest 
aggregates by the application of the combination rule. Asks for 
cease and desist order, and reparation. 
oe ae Alamo Packing Co. et al., Los Angeles, Cal., vs. Santa Fe 

et al. 

Unjust, unreasonable and discriminatory charges on ice carried 
in packages of lettuce, spinach and other vegetables from Califor- 
nia and Arizona to eastern destinations in 1920, 1921 and 1922. 
$300'000 a cease and desist order and reparation estimated at 
17860. American Fruit Growers, Inc. (Sanford Division), and 
Sandhill Fruit Growers Assoc. (Inc.), Pittsburgh, Pa., Sanford, 
Fla., and Aberdeen, N. C., vs. Aberdeen & Rockfish et al. 

Unjust, unreasonable, unduly prejudicial and unduly preferen- 
tial charges on peaches from North Carolina and South Carolina 
to various destinations by reason of alleged illegal charges for 
icing and reicing, which are also alleged to be unjust and unrea- 
sonable. Asks for just, reasonable, non-prejudicial and non-pref- 
erential charges, and reparation. 

17861. American Fruit Growers, Inc. (Sanford Division), et al. vs. 
Aberdeen & Rockfish et al. 

Unjust, unreasonable, unduly prejudicial and unduly preferential 
rates for the transportation of peaches from points in North and 
South Carolina to various destinations. Asks for just, reasonable, 
non-prejudicial and non-preferential rates, and reparation. 

No. 17863. Bunker Hill & Sullivan Mining & Concentrating Co., San 
Francisco, Cal., vs. Oregon-Washington R. R. & Nav. Co. et al. 

Unjustly discriminatory and unduly prejudicial rates on lead 
products from Bradley and Kellogg, Ia., to. Atlantic Seaboard 

oints. Asks for rates on a parity with those from East Helena, 

ont., and Salt Lake City, and reparation. 
No. 17864. Lewis-Chitty-Consolidated, Jacksonville, Fla., vs. Balti- 
more & Ohio et al. 

Unreasonable charges on canned goods from Westminster, Md., 
to Tampa, Fla., by reason of alleged misrouting. Asks for repa- 


ration. 
. 17865. Traffic Bureau, Chamber of Commerce, Lynchburg, Va., 
vs. Illinois Central et al. 

Unreasonable, unjustly, discriminatory, unduly prejudicial, and 
unduly preferential commodity rates on green tomatoes, wrapped, 
from points in Mississippi and Tennessee to Lynchburg. Asks for 
just and reasonable rates and reparation. 

. 17866. che Powder Co., Curtiss, Ariz., vs. Atchison, Topeka 
& Santa Fe et al. 


Unreasonable, unjust, unjustly discriminatory and unduly preju- 


No. 
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Note. items in the Docket marked with an asterisk (*) are new, 
having been added since the last issue of The Traffic World. Cancel- 
lations and postponements announced too late to show the change in 
this Docket will be noted elsewhere. 


January 25—New York, N. Y.—Examiner Satterfield: 

* 1. & S. No. 2581—Brick and related articles from Pennsylvania to 
New York. 

January 25—Argument at Washington, D. C.: 

Finance No. 5069—Application Springfield, Havana & Peoria R. R. 
Co. for authority to issue securities. 

Finance No. 5070—Application of Springfield, Havana & Peoria R. 
R. Co. for a certificate of public convenience and necessity 
authorizing the acquisition of a line of railroad. 

Finance No. 5071—Application Chicago & Illinois Midland Ry. Co. 
for a certificate of public convenience and necessity authorizing 
it to operate under trackage rights over a portion of the Illinois 
Central R. R. 

Finance No. 5072—Application Chicago & Illinois Midland Ry. Co. 
for authority to issue securities. 

Finance No. 5073—Application Chicago & Illinois Midland Ry. Co. 
for authority to acquire control of the Springfield, Havana & 
Peoria R. R. Co. by purchase of capital stock. 

16320—Congoleum Co., Inc., vs. C. & N. W. Ry. et al. 

16687 (and Sub. No. 1)—W. Ames & Co. et ai. vs. N. ¥., N. H. & 


. R. R. et al. 
16323 (and Sub. Nos. 1 to 3, Incl.)—The Scott County Milling Co. 
et al. vs. Butler County Railroad Company et al. 

Finance No. 4712—Application of Morse Brothers Machinery & Sup- 
ply Company for authority to abandon the Saratoga & Encamp- 
ment Ry. 

January 25—Washington, D. C.—Examiner Johnston: 

Valuation Ne. 195—In re tentative valuation of the property of 
the Central Union Depot and Railway Co. of Cincinnati. 

Valuation No. 143—In re tentative valuation of the property of the 
Kankakee & Seneca R. R. Co. 

January 25—Birmingham, Ala.—Examiner Weems: 

17421—Dolcito Quarry Co. vs. L. & N. R. R. et al. 

January 25—Washington, D. C.—Examiners Davis and Molster: 

Finance No. 5172—Application Healdton & Santa Fe Ry. Co. for 
a, to acquire by purchase certain lines of railroad in 

ahoma.,. 
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dicial rates, C. L. and L. C. L., between Rents in California ,,; 
points in Arizona on a long list of commodities. Asks for reason. 
able rates and reparation. n- 
No. 17867. Traffic Bureau, Chamber of Commerce, 
vs. Delaware, Lackawanna & Western et al. 
Unreasonable, unjustly discriminatory, unduly Prejudicial} a 
unduly preferential rate on cotton piece goods from Chadwick “ 
Y., to Lynchburg. Asks for just and reasonable rates gq oy 


Lynchburg, Va. 


ration. nd repa- 
No. ey G. Elias & Brother, Inc., Buffalo, N. Y., vs. Pennsylvania 
et al. 


Unjust and unreasonable rates on logs from points i 
vania to Buffalo. Asks for just and reasonable rates 
ration. 

No. 17869. 


n Penngy). 
and Tepa- 


W. P. Fuller & Co., San Francisco, vs. Southern Pacific 

Unjust and unreasonable rates also in violation of the sixth 
section on imported linseed oil, in tank cars, San Francisco to 
Los Angeles. Asks for reparation. 

No. 17870. Tidal Western Oil Corporation and Western Oil 
tion, Tulsa, Okla., vs. Missouri-Kansas-Texas of Texas et qj 

Excessive, unjust and unreasonable rates on gasoline from Burk. 
burnett, Tex., to Bluefield, W. Va., and Pearisburg, Va. Asks fo 
reasonable rates and reparation. 

No. a The W. M. Spencer Co., Holliday, Kan., vs. A. T. & §, p 
et al. ; 

Unjust and unreasonable rates on gravel from Holliday to points 
in Kansas and Missouri. Asks for just and reasonable rates, and 
reparation. 

No. 17872. Bowman Dairy Company, Chicago, Ill., vs. The American 
Railway Express Company and Michigan Central R. R. Co. 

Unjust, unreasonable and unlawful rates in violation of the 
first and sixth sections on milk in cans, from Mason, Mich., to 
Chicago, in baggage cars. Asks for reparation. 

No. 17873. Traffic Bureau, Chamber of Commerce, Lynchburg, Va. 
vs. West Jersey & Seashore et al. ’ 

Unjust and unreasonable charges also in_violation of the fourth 
section on sand from Cape May, N. J., to Radford, Va. Asks for 
just and reasonable rates and reparation. 

No. 17874. Armour & Co., Chicago, vs. Chicago, Milwaukee & St. Pay 
and receivers thereof. 

Unjust and unreasonable rates on crude glycerine in tank cars 
from Milwaukee to Chicago. Asks for cease and desist order and 
reparation. 

No. 17875. Di Giorgio Fruit Co. et al., Los Angeles, Cal., vs. Arizona 
Eastern et al. 

Unlawful refrigeration charges in violation of the sixth section 
on cantaloupes from points in California and Arizona to various 
destinations in the United States. Asks for reparation. 

No. 17876. Application of the Northern Pacific and the Minneapolis, 
St. Paul S. S. Marie Railway Company for authority to estab- 
lish joint passenger train service between Duluth, Superior, St. 
Paul and Minneapolis and to divide the earnings therefrom, 


CONSTRUCTION TIME EXTENDED 


The Commission, by means of a supplemental order in 
finance docket No. 2172, construction of line by Wenatchee 
Southern Railway Company, has extended the time by which it is 
to begin construction of its railroad until July 1, 1926. The Com- 
mission has extended the time for the completion of that road 
to June 30, 1928. It has also changed the date of its certificate 
permitting the Wenatchee to retain excess earnings to June 30, 
1938. The permission to retain excess earnings is subject to 
the proviso that the construction be completed on or before June 
30, 1928. 


Corpora- 





a SE 


Finance No. 5225—Application Healdton & Santa Fe Ry. Co. for 
authority to issue capital stock. 

Finance No. 5222—Joint Application of Atchison, Topeka & Santa Fe 
Ry. Co. and Gulf, Colorado & Santa Fe Ry. Co. for authority to 
acquire control of the Healdton & Santa Fe Ry. Co, by purchase 
of capital stock and by lease. : 

Finance No. 5250—Application Atchison, Topeka & Santa Fe Ry. 
Co. for authority to issue bonds. 

Finance No. 5188—Application Atchison, Topeka & Santa Fe Ry. Co. 
for authority to acquire control by lease of the railroad of the 
Rocky Mountain & Santa Fe Ry. Co. 

Finance No. 5226—Application Panhandle & Santa Fe Ry. Co. for 
authority to acquire control, by lease, of the railroad of the South 
Plains & Santa Fe Ry. Co. 


January 25—Fort Wayne, Ind.—Examiner Knowlton: 
17584—Dr. Miles Medical Co. vs. A. C. & Y. Ry. et al. 


January 25—Washington, D. C.—Examiner Harraman: 
17444—Perry Iron Co. vs. N. Y. C. R. R. et al. 
17718—The Hanna Furnace Co. et al. vs. N. Y. C. R. R. et al. 


January 25—Washington, D. C.—Examiners Marchand and Halder 


man: 
Valuation No. 310—In re tentative valuation of the property of the 
Virginia & Southwestern Ry. Co. the 
Valuation No. 556—In re tentative valuation of the properties of 
Southern Ry. Co. et al. 


January 25—Washington, D. C.—Examiner Conway: 
Valuation No. 655—In re. tentative valuation of the DeKalb & West- 
ern R. R. Co. 


January 25—Fort Wayne, Ind.—Examiner Knowlton: 
17723—Dr. Miles Medical Co. vs. B. & O. R. R. et al. 
January 25—Washington, D. C.—Examiner Corbitt: 
Valuation No. 551—In re tentative valuation of the 
the Louisiana & Pine Bluff Ry. Co. t the 
Valuation No. 606—In re tentative valuation of the property 0 
Arkansas & Louisiana Midland Ry. Co. of 
Valuation No. In re tentative valuation of the property 
the Nacogdoches & Southeastern R. R. Co. t the 
Valuation No. 669—In re tentative valuation of the property ° 
Mansfield Ry. & Transportation Co. 


January 26—Indianapolis, Ind.—Examiner Knowlton: 
* 17403 (Sub. No. 1)—Greenfield Ice & Fuel Co. vs. Penn. R. 
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R. et al. 
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LACKAWANNA RAILROAD 


Through Merchandise Service from all Greater New York and 
New Jersey Stations to Principal Distributing Centers Enumerated Below 
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The foregoing diagram has proved of ines- 
timable value to the Trade, showing as it does 
what the Lackawanna Railroad is doing in the 
way of assembling shipments into through 
cars for the destinations named. 


Advantages: Quick service, advance infor- 
mation to agents concerning location of ship- 


ments, facilitation of tracing; prompt turn- 
over of investment. 


If any other locality is interested in move- 
ment of 10,000 Ibs., or more, of merchandise 
per day from New York, Metropolitan District, 
the Lackawanna will consider inauguration of 
through merchandise car therefor. 
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January 26—Birmingham, Ala.—Examiner Weems: 
17480—W ertheimer Bag Co. vs. B. & A. R. R. et al. 

January 26—Indianapolis, Ind.—Examiner Knowlton: 
17396 (and Sub. Nos. 1 to 8, incl.)—C. W. Downing & Son vs 

James C. Davis, Director-General of Railroads, as agent. 

January 26—New York, N. Y.—Examiner Shanafelt: 

17617—Keystone Glue Company et al. vs. Southern Ry. et al. 
Portions Fourth Section Applications No. 703 et al. 


January 26—Argument at Washington, D. C.: 

16282 (and Sub. No. 1)—McEwing & Thomas Clay Products Co. 
et al. vs. C. & E. I. Ry. et al. 

16621—The Procter & Gamble Manufacturing Co. vs. B. & O. R. R. 
et al. 

16208—Cook & Swan Co., Inc., vs. C. R. R. of N. J. et al. 

16853—The Federal Products Co. vs. Ill. Cent. R. R. et al. 

January 26—St. Paul, Minn.—Examiner Hoy: 

* 17876—In the matter of the application of the Northern Pacific Ry. 
Co. and Minneapolis, St. Paul & Sault Ste. Marie Ry. Co., for 
authority to establish joint passenger train service between 
Duluth, Superior, St. Paul and Minneapolis and to divide the 
earnings therefrom. 

January 27—Washington, D. C.—Examiner Potter: 

Valuation No. 611—In re tentative valuation of the property of the 
Pittsburgh & Susquehanna R. R. Co. 
January 27—Argument at Washington, D. C.: 
15082—Capital Grain & Feed Co. et al. vs. Ill. Cent. R. R. et al. 
15407—Alabama-Georgia Syrup Co. vs. A. C. L. R. R. Co. et al. 

January 27—Indianapolis, Ind.—Examiner Knowlton: 

17446—J. P. Shoemaker Grain Co. vs. C. C. C. & St. L. Ry. et al. 
17518—Republic Creosoting Co. vs. A. G. S. R. R. et al. 

January 28—Sanford, Fla.—Examiner Fuller: 

17416—Chase & Co., a Corporation vs. A. C. L. R. R. 


January 28—Knoxville, Tenn.—Examiner Weems: 
17437—Sterchi Brothers vs. Great Northern Ry. et al. 
January 28—Argument at Washington, D. C.: 
i er River Pulp & Paper Mills, Ltd., vs. A. & W. Ry. 
o. et al. 
16480—John §S. Robinson, doing business as the Norfolk Hide & 
Metal Co., vs. Santa Fe et al. 
January 29—Argument at Washington, D. C.: 
16341 (and Sub. Nos. 1 and 2)—Nebraska State Ry. Commission vs. 
A. & W. Ry. et al. 
16517—Black Hills Wholesale Grocery Co. vs. C. & N. W. Ry. et al. 
15877~—Standard Oil Co., an Indiana Corporation, vs. Santa Fe et al. 
15878—Same vs. Same. 
January 30—Tampa, Fla.—Examiner Fuller: 
17717—Traffic Department, Chamber of Commerce, Bradentown, 
Fla., et al. vs. A. & V. Ry. et al. 
January 30—Amsterdam, N. Y.—Examiner Shanafelt: 
17519 (and Sub. No. 1)—Mohawk Carpet Mills, Inc., vs. N. Y. C. R. R. 
January 30—Bluefield, W. Va.—Examiner Weems: 
17400U—Appalachian Power Co. et al. vs. N. & W. Ry. 
16892—The Traffic Bureau, Williamson Chamber of Commerce, 
Williamson, W. Va., vs. B. & O. R. R. et al. 
January 30—Huntington, W. Va.—Examiner Knowlton: 
17426—The West Virginia Rail Co. vs. C. & O. Ry. et al. 
February 1—Washington, D. C.—Examiner Smith: 
1. & S. No. 2571—Coal tar and pitch from Birmingham, Ala., and 
group to North Carolina and South Carolina points. 
February 1—Boston, Mass.—Examiner Shanafelt 
ba + ieee ete Leather Company Trust et al vs. M. & O. R. R. 
et al. 
Portions Fourth Section Application 2138. 
17090—The Heinze Electric Co. vs. B. & M. R. R. et al. 
February 1—Charleston, W. Va.—Examiner Knowlton: 
17363—E. C. Klipstein & Sons Co. vs. I. H. B. R. R. et al. 
February 1—Houston, Tex.—Examiner Disque: 
15670—Houston Packing Co. vs. Santa Fe et al. 
1. & S. No. 2572—Switching at Beaumont, Tex. 
February 1—New Orleans—Examiner Koch: 
17436—The Long Bell Lumber Co. vs. A. & S. Ry. et al. 
February 2—Charleston, W. Va.—Examiner Knowlton: 
16160—Kanawha Black Band Coal Co. et al. vs. Kanawha Central 
Ry. Co. et al. 
a Black Band Coal Co. et al. vs. C. & O. Ry. Co. 
et al. 
February 2—Boston, Mass.—Examiner Shanafelt: 
17276—E. H. Kingman Co. vs. A. C. L. R. R. et al. 
17422—The H. B. Smith Co. vs. N. Y. N. H. & H. R. R. et al. 
February 2—Washington, D. C.—Examiner Conway: 
Valuation No. 618—In re tentative valuation of the properties of the 
Randolph & Cumberland Ry. Co. and the Carthage R. R. Co. 
February 3—Washington, D. C.—Examiner Mullen: 
13413—In the Matter of Automatic Train Control Devices. 
February 3—Argument at Washington, D. C.: 
15848 (and Sub. Nos. 1 and 2)—Mississippi Railroad Commission 
and Rush H. Knox, Attorney-General, vs. A. & V. Ry. et al. 


15618—Jackson Traffic Bureau for Case-Teel Company et al. vs. A. 
V. Ry. et al. 


& 
16447—Meridian Traffic Bureau et al. vs. A. & V. Ry. et al. 
— Section Application 373—Salt from Louisiana Producing 
points. 
February 3—Washington, D. C.—Examiner Harraman: 
16707—Eastern Shore of Virginia Produce Exchange vs. Pennsyl- 
vania R. R. Co. 
February 3—Macon, Ga.—Examiner Fuller: 
16462 (and Sub. Nos. 1 and 2)—Georgia Peach Growers Exchange et 
al. vs. A. G. S. R. R. et al. 
Portions Fourth Section Application No. 542 et al. 
171322 (and Sub No. 1)—Georgia Fruit Exchange et al vs. A. & R. 
R. R. et al. 
February 3—Boston, Mass.—Examiner Shanafelt: 
17458—Nonantum Coal Co. vs. B. & M. R. R. et al. 
February 3—New Orleans, La.—Examiner Koch: 
|. & S. No. 2560—Commodity Rates to and from Gulf Ports. 
12798—Galveston Commercial Assn. vs. G. H. & S. A. Ry. et al. 
February 3—Washington, D. C.—Examiner Corbitt: 
Valuation No. 627—In re tentative valuation of the property of the 
# ee & noses ol = Co. 
ebruary 4—Cumberland, Md.—Examiner Knowlton: 
17630—The Kalbaugh Coal Co., Inc., vs. A. C. R. R, et al. 
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February 4—Boston, Mass.—Examiner Shanafelt: 
= A. Whittemore’s Sons et al. vs. N. Y¥.N. H. & BRR 
et al. 


February 4—Washington, D. C.—Examiner Hendon: 

Valuation No. 615—In re tentative valuation of the property of the 
Texas Southeastern R. R. Co. 

February 4-5—Argument at Washington, D. C.: 

Finance No. 4730—In the matter of the application of the Oregon 
California & Eastern Ry. for a certificate of public convenience 
and necessity, authorizing the construction of lines of railroag 
in Klamath and Lake Counties, Oreg. 

Finance No. 4810—In the matter of the application of the Oregon 
Trunk Railway for a certificate of public convenience and necegg. 
ity_authorizing the construction of lines of railroad in Deschutes 
and Klamath Counties, Oreg. 

Finance No. 4914—In the matter of the application of the Centra) 
Pacific Ry. for a certificate of public convenience and necessity 
authorizing the construction of a line of railroad in Klamath 
County, Oreg., and Modoc County, Calif. 

Finance No. 4924—In the matter of the application of the Southern 
Pacific Co. for authority to acquire control of the Nevada-Cali- 
fornia-Oregon Ry. by purchase of capital stock. 

Finance No. 4941—In the matter of the application of the Southern 
Pacific Co. for authority to acquire control of Oregon, California 
& Eastern Ry. Co. by purchase of capital stock. 

February 5—Washingion, D. C.—Examiner Harraman: 
17657—Gulf Coal Co. vs. Virginian Ry. Co. et al. 


February 5—Boston, Mass.—Examiner Shanafelt: 
17384—Boston Wool Trade Ass’n et al. vs. Santa Fe et al. 


February 8—Washington, D. C.—Examiner Harraman: 
* 1. & S. No. 2580—Cotton linters and cottonseed hull fibre and shay- 
ings from, to and between southern points. 


February 8—Washington, D. C.—Examiner Fowler: 
Valuation No. 630—In re tentative valuation of the property of the 
Illinois Terminal R. R. Co. 
February 8&—Washington, D. C.—Examiner Folson: 
Valuation No. 614—In re tentative valuation of the property of the 
Texas & Mexican Ry. Co. 


Valuation No. 558—In re tentative valuation of the property of the 
Beaver Valley R. R. Co. 
February 8— Washington, D. C.—Examiner Gray: 


Valuation No. 567—In re tentative valuation of the property of the 
Texas State R. R. 


February i10—New York, N. Y.—Examiner Shanafelt: 
16923—Port of New York Authority vs. Santa Fe et al. 
February 10—Argument at Washington, D. C.: 
16230—Ogden Grain Exchange vs. Ariz. Eastern R. R. et al. 


February 10—Washington, D. C.—Examiner Brinkley: 
Valuation No. 12—In re tentative valuation of the property of Mis- 
souri Southern R. R. Co. 


February 10—Washington, D. C.—Examiner Boyden: 

Valuation No. 246—In re tentative valuation of the property of the 
Central Vermont Ry. Co., Bethel Granite Ry. Co., New London 
Northern R. R. Co. and West River R. R. Co. 

February 10—Washington, D. C.—Examiner Johnston: 

Valuation No. 465—In re tentative valuation of the property of 

Asherton & Gulf Ry. Co. 


February 10—Washington, D. C.—Examiner Macomber: 
Valuation No. 617—In re tentative valuation of the property of the 
Roanoke River Ry. Co. 
February 10—Argument at Washington, D. C.: 
15245—Anderson Taylor Co. et al. vs. Santa Fe, Director-General, 
as agent, et al. ; 
February 11—Argument at Washington, D. C.: 
13158—Nelson Fuel Co. et al. vs. C. & O. Ry. et al. 
15362—Jacob E. Decker & Sons et al. vs. C. R. I. & P. Ry. et al. 


February 12-13—Argument at Washington, D. C.: 
—— National Live Stock Assn. et al. vs. Santa Fe 
et al. 
15468—Cleveland Provision Co. et al. vs. Santa Fe et al. 
- 15565—Live Stock Traffic Assn. vs. A. & S. Ry. et al. 
16113—Oklahoma City Live Stock Exchange et al. vs. Santa Fe 


et al. 
16131—Healy & Company et al. vs. Santa Fe et al. 


February 15—Washington, D. C.—Examiner Haley: 
Finance No. 3615—Excess Income of the Ashland Coal & Iron Ry. Co. 


February 15—Washington, D. C.—Examiner Folsom: ‘ 
Valuation No. 363—In re tentative valuation of the properties of 
Chicago Great Western R. R. et al. 


February 15—Argument at Washington, D. C.: 
16095 wae Sub. No. 1)—Armour & Co. et al. vs. C. M. & St. P. Ry. 
et al. 
15824—The Grand Forks Commercial Club v8. C. & N. W. Ry. et al. 
15823—Duluth Chamber of Commerce vs. C. & N. W. Ry. et al. 
February 15—Washington, D. C.—Examiner Harraman: 
17837—City of Oswego, N. Y., vs. B. &.O. R. R. et al. 
February 15—Atlanta, Ga.—Commissioner Lewis: t 
ae on chert, clay, sand and gravel within the state 0 
eorgia. 
1. & S. No. 2470—Sand, gravel and slag from Alabama and Tennes- 
see to points in Georgia. A 
bie <- cone Feb. No. 1)—Roquemore Gravel Co. et al. vs. A. B. & A. 
y. et al. 
17689—Roquemore Gravel Co. et al. vs. A. B. & A. Ry., B. L. Buse, 
receiver, et al. 
17768—Roquemore Gravel Co. et al. vs. A. B. & A. Ry. et al. RA 
“a ~ Sub. No. 1)—Dixie Sand & Gravel Co. vs. A. B. ° 
y. et al. 
February 15—Washington, D. C.—Examiner Rasch: t the 
Valuation No. 633—In re tentative valuation of the property 0 
San Antonio & Aransas Pass Ry Co. 
February 16—Argument at Washington, D. C.: 
16877—M. L. Rawlings vs. C. B. & Q. R. R. Co. tal 
15543—Turpentine & Rosin Producers’ Assn. vs. A. & V. Ry. & der 
16184—R. C. Jackson & O. BE. Jackman, co-partners trading = 
the name of Bowersock Mills & Power Co. vs. Santa Fe et 4. 
February 17—Washington, D. C.—Examiner Conway: ty of 
Valuation No. 164—In re tentative valuation of the property 
Charleston & Western Carolina Railway Company. 
February 17—Washington, D. C.—Examiner Harraman: al. 
17427—The American Sugar Refining Co. vs. A. C. L. R. R. et 
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February 17—Argument at Washington, D. C.: 
15452—The Harbauer Co. vs. * A. R. R. et al. 
15575—Old Ben Coal Corp. vs. Cc. C. & St. L. Ry. et al. 
16832—The J. I. Hollingshead Go. wa. A. &. KK. &.. Ot al. 


at ¢ | 18—Ft. Worth, Texas.—Examiner Koch: 
. & S. No. 2566—Calves from Txeas to Chicago, Ill., Kansas City, 
*Mo., New Orleans, La., and other western destinations. 


February 18—Washington, D. C.—Examiner Boles and Molster: 

Finance No. 4807—Application of Detroit & Ironton R. R. Co. for 
a certificate of public convenience and necessity authorizing the 
acquisition and operation of the railroad of the Detroit, Toledo 
& Ironton R. R. Co., including the Toledo-Detroit R. R. 

Finance No. 5149—Application of Detroit & Ironton R. R. Co. for 
authority to acquire control of the Detroit, Toledo & Ironton 
R. Ls Co. and the Toledo-Detroit R. R. Co. by purchase of capital 
stock. 

Finance No. 5150—Application of Detroit & Ironton R. R. Co. for 
-_—~ to issue certain securities and to assume certain obliga- 
tions. 

ebruary 18—Argument at Washington, D. C.: 

12950—Atlas Portland Cement Co. vs. Director- General, as agent. 

16908—Manufacturers’ Traffic Bureau et al. vs. Belt Ry. Co. of 
Chicago et al. 


February 18—Argument at Washington, D. C. 
17060—The Frohman Chemical Co. vs. B. & 0. R. R. et al. 


ow 4 18—Ft. Worth, Texas.—Examiner Koch: 
& S. No. 2560—Commodity Rates to and from Gulf Ports. 
12708 Galveston Commercial Assn. vs. G. H. & S. A. Ry. et al. 


February 18—Washington, D. C.—Examiner Gray: 
Valuation No. 643—In re tentative: valuation of the property of the 
Toledo, Angola & Western Ry. Co 
February 19—Ft. Worth, Texas—Examiner Koch: 
1. & S. No. 2567—Fresh meats and packing house products from 
Denver, Colo., Group to Texas points. 
February 19—Argument at Washington, D. C.: 
15428—Iola Cement Mills Traffic Assn. et al. vs. A. V. I. Ry. et al. 
a Colorado Portland Cement Co. et al. vs. A. V. I. Ry. 
eta 
15744—Nebraska Cement Co. vs. A. V. I. Ry. et al. 
15727—Oklahoma Portland Cement Co. vs. A. V. I. Ry. et al. 
12578—Iola Cement Mills Traffic Assn. et al. vs. Director-General, 
as agent, Santa Fe et al. 
February 23—Pine Bluff, Ark.—Examiner Disque: 
* 1, & S. No. 2583—Cotton fabrics from Monticello, Ark., 
Ports. 


February 23—Washington, D. C.—Examiner Harriman: 
17520—Clinchfield Coal Corp. vs. C. C. & O. Ry. et al. 


February 23—Washington, D. C.—Examiner Way: 
Valuation No. 639—In re tentative valuation of the property of the 
Manufacturers’ Ry. Co. (of St. Louis). 


February 23—Washington, D. C.—Examiner Conway: 
Valuation No. 658—In re tentative valuation of the property of the 
Minneapolis, Red Lake and Manitoba Ry. Co. 
February 23—Argument at Washington, D. C.: 
15886 (and Sub. No. 1)—The Barrett Co. vs. Santa Fe et al. 
16343—E. I. Du Pont De Nemours & Co. vs. H. & B. V. Ry. et al. 
February 23—Olympia, Wash.—Department of Public Works: 
Finance No. 5182—Joint application of Northern Pacific Ry. Co., 
Great Northern Ry. Co., and Oregon-Washington R. R. & Navi- 
gation Co., for authority to operate over the Longview, Portland 
& Northern Ry. between Olequa and Longview Jct., Wash. 
February 24—Washington, D. C.—Examiner Harraman: 
17462—Handy Chocolate Company vs. B. & O. R. R. et al. 
17743—Association of Cocoa and Chocolate Manufacturers of the 
United States vs. A. & V. Ry. et al. 


February 24—Washington, D. C.—Examiner Hendon: 
Valuation No. 644—In re tentative valuation of the property of the 
Rio Grande and Eagle Pass Ry. Co. 
February 24—Argument at Washington, D. C.: 
11203—Standard Paint Co. et al. vs. Director-General, as agent, 
A. & V. Ry. et al. 
— — Sub. No. 1)—Certain-teed Products Corp. vs. Sou. Ry. 
et al. 
13986—Central Cement & Supply Co. et al. vs. A. & W. P. R. R, 
et al. 
14101—Birmingham Traffic Bureau vs. A. G. S. R. R. et al. 
14360—Allen & Jemison Co. et al. vs. A. G. S. R. R. et al 


February 25—Argument at Washington, D. C.: 
Valuation No. 529—In re tentative valuation of the property of the 
Pittsburgh, Lisbon and Western R. R. Co. 


February 25—Washington, D. C.—Examiner Macomber: 

Valuation No. 648—In re tentative valuation of the property of the 

East Broad Top R. R. and Coal Co. 
February 26—Argument at Washington, D. C.: 

Finance No. 3284—In the matter of the application of J. L. Lan- 
caster and C. L. Wallace, as Receivers of the Texts & Pacific 
Ry. Co., for a certificate of public convenience and necessity 
authorizing the abandonment and dismantling of the Midland & 
Northwestern Ry. 


March 1—San Francisco, Calif., Special Examiner John E. Aitchison: 
17143—Pacific States Butter, Egg, Cheese & Poultry Assn. vs. Sou. 
Pac. Ry. et al. 
Fourth Section Application No. 11428. 
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March 1—Washington, D. C.—Examiner Fowler: 
Valuation No. 665—In re tentative valuation of the property of ¢: 
Great Western Ry. Co. he 
— aba ogg oe BD. Cs Se 
aluation No. 660—In re tentative o e property of th 
and Southeastern _—" R. Co. ® Coloradg 
larch 2—Washington, D. C.—Examiner Potter: 
Valuation No. 651—In re —" valuation of the Property of th 
Marianna & Blountstown R. R. Co. e 
March 3—Washington, D. rhe Paco Walsh: 
Valuation No. 661—In re tentative valuation of the property of tp 
Garyville Northern R. R. Co. . 
March 8&—Washington, D. C.—Examiner Walter: 
Valuation No. 654—In re tentative valuation of the property of tp 
Gulf & Northern Ry. Co. ° 
March 8—Washington, D. C.—Examiner Folsom: 
Valuation No. 668—In re tentative valuation of the property of th 
Wyandotte Terminal R. R. Co. 
March 8—Washington, D. C.—Examiner Johnston: 
Valuation No. 667—In re tentative valuation of the property of th 
Atlantic, Waycross & Northern R. R. Co. . 
March 15—Washington, D. C.—Examiner Stiles: 
* 16844 (and Sub. No. 1 to 3, incl.)—Swift & Co. et al. vy 


Fe et al. - VS. Santa 
* 16746—Independent Slaughters’ Traffic Association et al. vs. N Y 
Cc. R. R. et al. ie 


March 15—Washington, D. C.—Examiner Conway: 
Valuation No. 666—In re tentative valuation of the property of 
Dayton-Goose Creek Ry. Co. 


March 15—Washington, D. C.—Examiner Rasch: 
Valuation No. 664—In re tentative valuation of the property of the 
Alabama, Florida & Gulf R. R. Co. 


March 15—Washington, D. C.—Examiner Kelley: 
Valuation No. 350—In re tentative valuation of the property of the 
Elkton & Guthrie R. R. Co. 
Valuation No. 405—In re tentative valuation of the Glasgow Ry, 
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THE TRAFFIC SERVICE CORPORATION 


WASHINGTON CHICAGO 
MILL§ BUILDING 418-430 8. MARKET STREET 
Phone, Main 8840 Telephone, State 8635 
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—is a tremendous business 
asset. It is gained by 
prompt, efficient service, 
courteously rendered. 


Trans-Continental Freight 
Company has public confi- 
dence — and so have its 
clients whose shipments are 
made by Trans-Continental 
schedule —in good condi- 
tion, and on time. 


Ask our nearest branch. 


Trans - Continental Freight Co. 


General Offices: 7 So. Dearborn St., Chicago 
Eastern Offices: Woolworth Bldg., New York City 


BRANCH OFFICES 


Boston, Mass. Minneapolis, Minn. 
Buffalo, N. Y. Philadelphia, Pa. 
Cincinnati, Ohio Portland, Ore. 
Cleveland, Ohio St. Paul, Minn. 
Denver, Colo. Salt Lake City, Utah 
Detroit, Mich. San Francisco, Cal. 
Kansas City, Mo. Seattle, Wash. 


Los Angeles, Cal. 


Consolidators of Machinery, Merchandise, 
Household Goods, Automobiles, etc., 
for More Than 27 Years 
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Manufacturing Sites and Buildings 


CHICAGO DISTRICT 


AT LOW RENTALS 
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LOCATED IN 


A Modern Industrial Center Planned Especially 
For Warehouse and Factory 


Private Switchtrack from Belt Railway of Chicago 
Universal Less Than Carload Service In and Outbound 
Chicago Rate Basis 
Open Shop Labor Conditions 
Low ‘Taxes 
Sewers, Water, Gas, Electricity and Paved Streets 


RESPONSIBLE CONCERNS ARE INVITED TO INVESTIGATE 


WILL BUILD TO SUIT ON LONG TERM LEASE, OR 
PURCHASE CONTRACT 


The Clearing Industrial District 
OF CHICAGO 
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The knowledge of Industry’s requirements and 
ability to meet them through character service 
is an important factor in your determination of 
a location. 


With an experience obtained through over forty 
years of constant contact with such problems, 
we have provided the necessary facilities which 
enable us to render such service. 


Character Service, Chicago rates applicable to 
and from all locations, direct connection and 
interchange arrangement with all trunk lines 
makes a location on The Belt Railway Company 
of Chicago comparable with one served by all 
railroads entering Chicago. 


Our aim is to render helpful assistance and toward 
that end we place ourselves unreservedly at your 


disposal. 
J. H. BROWN 
Traffic and Industrial Manager 
Dearborn Station 


Chicago 
Telephone Harrison 3690 


Chicago 


Geographically situated 
in the Chicago District 
to offer admirable and 
advantageous sites for 
industrial locations and 
growth. 


Along and adjacent to 
our rails are available 
sites of both large and 
small area at reason- 
able costs, meeting all 
economic requirements. 
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merican Chain of Warehouses, Inc. 


AKRON, OH!O0—The Knickerbocker Warehouse & 
Storage Co., 36 Cherry St. 


ALBANY, N. Y.—Albany Terminal & Security 
Warehouse Co., | Dean St. 


ATLANTA, GA.—Merchants & Manufacturers 
Warehouse Co., 169 Haynes St. 


AUGUSTA, GA.—The Hollingsworth Warehouses, 
556 Walker St. 


BANGOR, ME.—McLaughlin Warehouse Co., 45 
Front St. 


BIRMINGHAM, ALA.—Warrant Warehouse Co., 
3500 Avenue ‘‘A,”’ 


BUFFALO, N. Y.—Buffalo Storage & Carting 
Co., 350 Seneca St. 


CHARLESTON, S. C.—Charleston Warehouse & 
Forwarding Co., 16 Hasell St. 

CHATTANOOGA, TENN. — Chattanooga Ware- 
house & Cold Storage Co., 1208 King St. 

CINCINNATI, OHIO—The Wallace Transfer & 
Forwarding Co., 222 E. Front St. 

CLEVELAND, OH!IO—The General Storage Co., 
Orange Avenue Terminal. 

COLUMBUS, OHIO—The Merchandise 
Co., 29 Vine St. 

DALLAS, TEXAS—The Dallas Transfer & Ter- 
minal Warehouse Co., Santa Fe Bldg. 

DAVENPORT, !0WA—Ewert & Richter Express 
& Storage Co., 320 E. 4th St. 

DAYTON, OH!0—The Union Storage Co., 101 
Bainbridge St. 

DENVER, COLO.—Weicker Transfer & Storage 
Co., 1700 15th St. 
DES MOINES, !O0WA—Merchants Transfer & 
Storage Co., 9th & Mulberry Sts. 
DETROIT, MICH.—Merchants Warehouse 
5620 Federal Ave. 
EL PASO, TEXAS—EI 
Co., 1125 Texas St. 

ELMIRA, N. Y.—A. C. Rice Storage Corpora- 
tion, 607 Railroad Ave. 

FARGO, N. D.— Union 
Northern Pacific Ave. 

FORT DODGE, 10WA—Brady Transfer & Stor- 
age Co., 16th & Central Ave. 

FORT WAYNE, IND.—Pettit’s 
house Co., 414 E. Columbia. 

FORT WORTH, TEX.—Fort Worth Warehouse 
& Storage Co., 201 South Calhoun St. 

FRESNO, CALIF.—State Center Warehouse & 
Cold Storage Co., 747 ‘‘R’’ St. 

GALVESTON, TEXAS—Wiley & Nicholls Co., 
Inc., 509 35th St. 

GRAND RAPIDS, MICH.—Kent Storage Co., 
59 Front Ave. 

GREEN BAY, WIS.—Green Bay Transfer & 
Storage Co., 212 South Washington St. 

HARRISBURG, PA.— Montgomery & Co., 25 
South 10th St. 

HARTFORD, CONN. — Hartford Despatch & 
Warehouse Co., 249 Asylum St. 

HOUSTON, TEX.—The Texas Warehouse Co., 
Baker & Cedar Sts. 


HUNTINGTON, W. VA.—Maler Sales & Storage 
Co., 1639 Seventh Ave. 

INDIANAPOLIS, IND.—Tripp Warehouse Co., 
620 South Capitol Ave. 

JACKSONVILLE, FLA.—Union Terminal Ware- 
house Co., E. Union & lonia Sts. 


KANSAS CITY. MO.—Adams Transfer & Stor- 
age Co., 228 West 4th St. 


Storage 


Co., 


Paso Fireproof Storage 


Transfer Co., 806 


Storage Ware- 


ESTABLISHED 1918 


—-MEMBERS-— 


KNOXVILLE, TENN.—Knoxville Fireproof Stor- 
age Co., 612 E. Depot St. 


LANSING, MICH.—Fireproof Storage and Trans- 
fer Co., 420 N. Larch St. 


LEXINGTON, KY.—Union Transfer & Storage 
Co., Spring & Vine Sts. 


SHIPPERS 


Chain Warehouses 
offer your Sales and 
Trafic Departments 
Modern Facilities for 
your Storage Stocks 
and Experienced 
Organizations for the 
Handling and Dis- 
tribution of your 
Merchandise. 


American Chain of 
Warehouses serve all 
territories. 


Call upon our nearest 
Representative for further 
information regarding 
facilities in any city. 


LITTLE ROCK, ARK.—Terminal Warehouse Co., 
812 E. 2nd St. 


LOS ANGELES, CALIF.—Union Terminal Ware- 
house Co., 731 Terminal St. 


LOUISVILLE, KY.—Loulsville Public Warehouse 
Co., Brook & Main Sts. 


LYNCHBURG, VA.—Lynchburg Storage Co., 
1324 Commerce St. 


MEMPHIS, TENN.—Patterson Transfer q 
North 2nd St. sata 


MILWAUKEE, WIS.—Hansen Stora Co., 
Jefferson St. a 


MINNEAPOLIS, MINN. — Security Wareh 
Co., 334 North Ist St. 7 


MOBILE, ALA.—Warrant Warehouse Co., Water 
& Lipscombe Sts. 


NASHVILLE, TENN.—E. M. Bond Fireprocf 
Storage Co., 1609 Broadway. 


NEW ORLEANS, LA.—United Warehouse Co., 
Ltd., 815 South Front St. 


NEW YORK CITY—F. C. Linde Co., 23 Varick 
Street. 


OKLAHOMA CITY, OKLA.—O. K. Transfer & 
Storage Co., 330 West Ist St. 


OMAHA, NEBR.—Bekins Omaha Van & Storage, 
806 South i6th St. 


PEORIA, ILL.—Federal 
South Adams St. 


PETERSBURG, VA.—Southern Bonded Ware- 
house Corp., 22 South Market St. 

PHILADELPHIA, PA. — Merchants 
Co., 10 Chestnut St. 


PORTLAND, MAINE—Galt Block Warehouse 
Co., 30 Commercial St. 


PORTLAND, ORE.—Holman Transfer Co., 8-12 
Front St. 


RALEIGH, N. C.—Carolina Storage & Dis- 
tributing Co., 108 W. Lane St. 


ROCK ISLAND, ILL.—Rock Island Transfer & 
Storese Co., 101 17th St. 


SAN FRANCISCO, CALIF.—The Haslett Ware- 
house Co., 60 Callfornia St. 


Warehouse Co., 3800 


Warehouse 


“SAVANNAH, GA.—Savannah Bonded Warehouse 


& Transfer Co., Bay St. Extension & Canal. 


SCRANTON, PA.—The Quackenbush Warehouse 
Co., 21 Bridge St. 


SEATTLE, WASH.—Eyres Storage & Distribu- 
ting Co., 301 Ry. Ave. So. 


SIOUX CITY, 1OWA—Bekins Van & Storage 
Co., 114 Riverside Ave. 


ST. JOSEPH, MO.—Terminal Warenouses of St. 
Joseph, Inc., Packers Ave. 


ST. LOUIS, MO.—McPheeters Warehouse Co.. 
1104 North Levee. 


ST. PAUL, MINN.—Security Warehouse Co. 


SYRACUSE, N. Y.—Flagg Storage Warehouse 
Co., 100 Townsend St. 


TERRE HAUTE, IND.—Bauermelster Terminal 
Corp., 102 Wabash Ave. 


TEXARKANA, ARK.—Hunter Transfer Co., 319 
E. Front St. 


TOLEDO, OH1!O—Depenthal 
Co., 108 Summit St. 


TULSA, OKLA.—Tulsa Storage & Transfer Co., 
8 No. Cheyenne St. 

VANCOUVER, B. C.—Vancouver 
Ltd., 550 Beatty St. 

WASHINGTON, D. C.—Merchants 
Storage Co., 920 E St. N. W. 

WHEELING, W. VA.— Union Warehouse & 
Storage Co., Main, South & 16th. 


WICHITA, KAN.—Brokers Office & Warehouse 
Co., 143 No. Rock Island Ave. 

WICHITA FALLS, TEX.—Tarry-Martin Transfer, 
Storage & Forwarding Co., 1507 Lamar St. 


WILMINGTON, N. C.—W. B. Thorpe & Co., 
inc., Water & Ann Sts. 


Truck & Storage 


Warehouses, 


Transfer & 


STORAGE - MERCHANDISE - DISTRIBUTION 


1926 Directory, with Full Information Regarding Facilities 
of Each Member, Available Upon Request 


O. V. HUKILL, Eastern Representative 


260 West Broadway 
Phone Walker 7195 


New York City 


P. F. CASSIDY, Western Representative 


203 S. Dearborn St., Room 905 


Phone Harrison 3300 


Chicago, III. 
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“Traffic Service” 


Adwisory Service on I. C. C. Procedure 
and the Law of Carriers 

Freight Bills Audited 

Interstate Commerce Cases handled 

Loss and Damage Claims handled 

Rates Quoted 

Rate Statements compiled 

Traffic Statistics compiled 

Washington Representation 


Interstate Traffic Company 


Transportation Building 
Pee Washington, D. C. 





Merchants Bank Building 


@ HAVANA 
Manzana de Gomez 
@ INDIANAPOLIS 


Boston Building 
Majestic Building 


® DETROIT 






@ DENVER 










Where they reach 


Wiggins Building 
Hippodrome Building 


@ CINCINNATI 
@ CLEVELAND 










Ellicott Square Building 
Southern Pacific Bldg. 


@ BUFFALO 
@ CHICAGO 


Woodward Building 
Old South Building 


@ BOSTON 


@ BIRMINGHAM 









@ ATLANTA 
Healy Building 

@ BALTIMORE . 
Union Trust Building 
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For Value Received 





TO OUR PATRONS: 





Only as we can render you value received can we hope to induce 
you to avail of our facilities and service. On any other basis 
they would not be attractive to you. The actual transportation 
of freight from the place where it is to the place where it is 
wanted, or of the passenger from the place where he is to the 
place where he desires to be, is one form of value. Complete 
information as to the extent, quality, availability and price of 
these services is another form. To furnish this information is 


the function of our off line agencies. Please use them. They 
will satisfy. 









Write, telegraph or ‘phone 
@ Address ‘‘General Agent, Southern Pacific Lines’’ @ 
—The Postman Knows Him 
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